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RETURN to an Addrefs of the Honoarable The House of Comiiioiis> 
dated 6 June 1843 ;-/or, 



COPIES of any Communication from the Board of Tba»b to the Railway 
Companies, and of the Replies on the part of any of the same, in reference to the 
practice of locking both the Doors of the Railway Carriages, or otherwise confining the 
Passengers travelling thereby. 



Ordered^ hy The House of Commons, to be Printed^ 14 June 1843. 



Railway Department, Board of Trade, 
Sir, Whitehall, 26 May 1842. 

The attention of the Lords of the Committee of Privy Comicil for Trade having been 
drawn to the practice of locking the doors of railway carriages, in consequence of the 
recent disaster on the Paris and Versailles Railway, their Lordships have referred the sub- 
ject to the Inspector-general of Railways, Major-general Pasley, who has reported to the 
following effect : — 

'' That his opinion is decided that passengers in a railway carriage ought not to be 
shut in, by locking both doors, without the power of getting out, though it is proper and 
useful to lock all the carriage-doors on the off-side towards the middle of the railway^ 
where they might be crushed by a train moving on the other line of rails; that if the pas- 
sengers have the power of getting out on the near side of the train only, it may be the 
means of saving their lives under many circumstances, which are too obvious to require 
explanation, and that the opposite practice of locking up the passengers is said to have 
caused the loss of many lives which might otherwise have been saved in the late lament- 
able railway catastrophe at Paris. 

'^ That the practice of locking both doors has been adopted by one or two Companies in 
this country, from a belief that it is safer to deprive passengers of the means of jumping out 
when the train is in motion; but that this precaution is of little use in the case of third-class 
passengers, who travel in open carriages, and can seldom be of use, except in the case of 
persons reckless bom the effect of liquor, or devoid of common prudence, in which case 
any accident that might occur would be justly attributed to the individual himself; while 
in the case of lives being lost in consequence of the passengers being locked up, the blame 
would be properly attributed to the Directors." 

I am directed by their Lordships to request you to call the attention of the Directors of 
the Railway Company to the above report, and to express to them 

their Lordships' opinion, that the course recommended by Major-general Pasley should be 
invariably adopted. 

A reference to the late accident on the Paris and Versailles Railway, together with that 
which occurred in October last on the London and Brighton line, also induces their Lord- 
ships to recommend, that where it is necessary to employ two engines in drawing a train, 
care should be taken not to use engines of different power and construction, and espe- 
cially not to place a four-wheeled engine immediately in front of one with six wheek. 

I am, &c. 
The Secretary of the Railway Company. S. Laing. 
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REPLIES from Railway Companies to Communication from the 

Board of Trade. 



Manchbstbr and Lbbds Railway. 



Superintendent's OflSce, Manchester, 
Sir, 30 May 1842. 

I HAYB the honour to acknowledge the receipt of your letter of the 26th, addressed to the 
secretary of this Company, conveying the opinion of Major-general Pasley on the subject of 
locking passengers in the carriages. I am desired to state, for the information of the Lords 
of the Committee of Privy Council for Trade, that the Directors of this Company fully agree- 
ing with the opinion of the Major-general, they have never adopted the practice of lodui^ 
passengers in uie carriages. 

I have, &c. 

S. Laing, Esq., &c. &c. &c. (signed) Jno. M. Lams. 



Grand Junction Railway. 



Sir, Liverpool, 1 June 1B42. 

Your circular letter, under date the 26th .May, has been laid before the Board of Directors 
of the Grand Junction Company ; and I am desired by them to inform you, that the objec- 
tionable practice of locking the near-side doors has never been permitted on this line. 

I am, &c. 
S. Laing, Esq., Board pf Trade. (signed) Mark HuUh, Secf 



Liverpool and Manchestbr Railway. 

Sir^ Liverpool, 81 May 1842. 

I BEQ to acknowledge the favour of your communication of the 26th instant, and I am 
happy to inform you, uiat the uniform practice of this Company is in accordance with the 
recommendations of the Lords of the Committee of Privy Council for Trade therein con- 
tained. 

I am, &c. 

S. Laing, Esq., Board of Trade, (signed) H. Bootk. 



North Union Railway, 



Sir, Preston, 30 May 1842. 

In reply to the circular dated 26th instant, I am to say, that it will be laid before the 
Btrectors at their next meeting on the &th June ; but in the meantime I am to state, that our 
practice is in conformity with Major-general Pasley's recommendation, namely, ^' to lock 
the doors on the off-side of the carriage towards the middle of the railway " only. 

I am, &c. 
S. Laing, Esq., &c. Sec. &c. (signed) J. Chapman, Sec. 



Birmingham and Gloucester Railway. 

Sir, Birmingham, 1 June 1842. 

I AM instructed, in reply to the circular of the Railway Department of the Board of Trade 
of the 26th ultimo, to inform you, that the practice ot locking both doors of the railway 
carriages has not been adopted by this Company ; that the locking of the off-side door will 
be continued in accordance with the recommendation of their Lordships. 

I am, &c. 
S. Laing, Esq. (signed) Gearye King. 
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COMMUKICATIONS FROM THE BOARD OF TRADE. 3 

Manchester and Birmingham Railway. 

Sir, Manchester, 27 May 1842. 

In acknowledging your letter of the 26th instant, calling the attention of the Directors of 
this Company to the report of the Inspector-general of Railways on tiie subject of locking 
both doors of railway carrii^eSy and conveying the opinion of the Lords of the Committee 
of Privjr Council for Trade, tnat the course recommended by Major-general Pasley should 
be invariably adopted, I am instructed to state, for the information of their Lordships, that 
the practice of this Company is in strict accordance therewith, viz. to lock the carriage-doors 
on the off-side only ; but were it otherwise, the Directors would be happy to comply with the 
recommendation of their Lordships. 

I am, &c. 

S. Laing, Esq., Board of Trade. (signed) C. J. Cleather. 



Preston and Wyre Railway. 



Sir, Fleetwood, 27 May 1842. 

I HAVE had your circular of the 25th instant on the subject of locking the doors of rail- 
way carriajges when in transit, &c., handed to me by our managin? Director for perusal and 
consideration, for the purpose of adopting the various suggestions therein, as far as applicable 
to our line. 

I fully agree with the Inspector-general, and approve of the course laid down by their 
Lordships with respect to lockiuj; the carriage-doors on the off-side only ; but as ours is a 
single line of railway, this precaution is with us unnecessary. 

I am, tec 
S. Laing, Esq., (signed) S. P. Bidder, Resident Engineer. 

Board of Trade, Whitehall. 



Hull and Sblby Railway. 



Sir, Hull, 28 May 1842. 

I BEG to acknowledge the receipt of vour circular of the 26th instant, stating that the 
Lords of the Committee of Privy Uouncil for Trade are of opinion, that the course recom* 
mended by Mtuor-general Pasley, in his report referred to therein as to locking the carriage- 
doors on the off-side '* should be invariably adopted/' the General considering such a course 
to be proper and useful. 

The Directors of this Company will always receive any suggestion from the Lords of the 
Committee of Privy Council for Trade, as well as from the Railway Department of the 
Board of Trade, with every respect and attention, and be most anxious to carry out any 
plan likely to promote the safety of passengers travelling by railway ; but in the present 
case they are generally of opinion that the mode of leaving all the carriage-doors on both 
sides unlocked, which has been the usage since this line was opened, is, all tnings considered, 
most conducive to safety. The risk attendant upon getting out on the off-side of a carriage 
is now much better understood by the parties who travel in first and second class carriages 
than it was some time ago, and is therefore the less likely to be incurred by them ; but I beg 
leave to suggest that, if an accident were to take place by which the carnages were thrown 
over, if they fell on the near side, the passengers would be in much the same situation as if 
the doors on both sides were locked, as they would be unable to get out of the carriages. 

I shall lay yom* circular before the Directors of this Company at their next meeting, and 
shall feel obliged if you will favour me with an early reply to this letter to be laid before 
them at the same time. 

I have, ice. 

S. Laing, Esq., &c. Sec kc (signed) George Locking. 



Great North of England Railway. 



Sir, Darlington, 28 May 1842. 

I BEG to acknowledge the receipt of your letter of the 26th instant relative to tbe practice 
of locking the doors of railway carriages. 

I am instructed to acquaint you, for the information of the Lords of the Committee of 
Privy Council for Trade, that on this line the doors of the carrii^s are never locked ; the 
Directors being of opinion, that even locking the off-side doors is attended with a certain 
degree of danger, which is not counterbalance by the advantages supposed to be derived 
from it. 

I remain, 8ic. 

S. Laing, Esq., (signed) W. O^Brien. 

Railway Department, Board of Trade. 
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Midland Counties Railway. 

Sir, Leicester, 80 May 1842* 

I HAVE ihe honour to acknowledge the receipt of your circular of the 26th instant. It 
appears that the Lords of the Committee of Privy Council for Trade wish the off-door of all 
carriages to be locked : I am instructed by our Directors respectfully to state, that their 
opinion has always been decidedly opposed to locking either door of passenger-carriages, 
and consequently they have never adopted it. 

Their stations at Leicester, too, being both on the same side, would render such a practice 
on this Une very inconvenient. 

I am directed to inquire whether, when the practice of locking has never been adopted, it 
is their Lordships' wish that it should henceforth be practised. 

Might I be allowed to suggest, that a low-paled fence, of about five feet high, between the 
line of rails on which the carriages stand at the stations, for the length of a train, and the 
line next to it, on which it is possible an engine may pass, during the time of carriages 
remaining^ stationary, would not be as effectual for all practical purposes as locking the 
doors* This is a part of the plan I mentioned to you some weeks ago, which we had 
adopted to pen in a train at the Trent Junction, and we find it answer perfectly. 

I have, &c. 
S. Laing, Esq. (signed) J. F. Bell, Secretary. 



York and North Midland Railway. 

York, 1 June 1842. 

This Board having taken into consideration a letter addressed to the secretary from the 
Railway Department of the Board of Trade, referring to the recent disaster on the Paris and 
Versailles Railway communicating the opinion of Major-general Pasley, that it is proper 
and useful to lock all the carriagcndoors on the off-side, towards the middle of the railway, 
where the passengers might be crushed by a train moving on the other line of railway, expres- 
sing the (^nion of the I^rds of the Privy Council, that the course recommended by Mitjor- 
general Pasley, should be invariably adopted ; 

Resolved, — ^That the secretary be directed to state to the Railway Department of the 
Board of Trade, that it has hitherto been the practice of the York and Norm Midland Rail- 
way Company not to lock either of the carriage-doors, and no dangerous consequences 
have arisen fi*om that cause; but if it be the pleasure of their Lordships that Major-general 
Pasley's recommendation on this point shall be adopted in future, this Board respectfully 
requests that it may be furnished vdth their Lordships' instructions to that effect. 

(signed) {?. B. 



Eastern Counties Railway. 



Sir, Shoreditch, 1 June 1842. 

I BBQ to acknowledge the receipt of your letter of the 26th instant, and, in reply, I am 
desired by the Directors to state, for the information of the Lords of the Committee of Privy 
Council for Trade, that the practice of this Company has been almost ever since the first 
opening of the line to leave all the doors of the carriages used on this railway unlocked. 
Tnis practice has been adopted, after due consideration of all the circumstances affecting €ie 
safety of the public travellmg on this line ; and the Directors are of opinion, that, taking into 
consideration all the probable circumstances which may attend railway accidents, the same 
reasons which render it desirable to leave the doors on one side of the carriages unlocked, 
equally apply to the doors on the other side ; for in case of any very serious accident which 
may render it expedient for the passengers rapidly to leave the carriages, it is by no means 
unhkely that that accident might be such as to prevent egress on the side left unlocked, 
and thereby render the plan nugatory. Nevertheless, the JDirectors are aware that tiie plan 
of leaving the doors unlocked on the side of the carriages nearest the centre of the railway is 
liable to some. objections, and may give rise to individual cases of accident, by the impru- 
dence of passengers prompting them to quit the carriages on the more dangerous side, and 
thereby receive injury from a train passing along the ouier line of rails. As both plans are 
liable to some ob|ection, the Directors are quite willing to adopt whichever course tiie Lords 
of the Board of Trade recommend. The Directors, however, have never had the least reason 
to doubt, that the plan they have hitherto followed is the most agreeable to the passengers, 
and the most proper to be adopted, as far as ordinary prudence can dictate, or present expe- 
rience guide tnem. 

I have. Sic. 

S. Laing, Esq. (signed) AiUhony BvUceley. 
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Sheffield and Rotherham Railway. 

Sir, Sheffield, 27 May 1842. 

I DULY received your favour of yesterday, and will take care to call the attention of our 
Directors to the suggestions recommended by the Board of Trade, and to Major-general 
Pasley's report. 

On our Railway the carriage-doors are never locked. Persons travelling are cautioned 
not to get out, or even open the door, on the off-side, unless so desired by a servant of the 
Company. 

I am, 8cc. 

S. Laing, Esq. (signed) Tkos. Pearson, Secretary. 



Bolton and Preston Railway ; Bolton and Leigh Railway; 
Kenyon and Leigh Junction Railway. 

Sir, Bolton, 28 May 1842. 

Ik reply to your circular of the 26th instant, I beg to state, that the doors of the car- 
riages on these lines never have been locked ; and as they are all at present single lines, 
with a trifling exception, there is no reason for locking either of the doors. 

I am, &c. 
S. Laing» Esq., Board of Trade. (signed) Peter Sinclair. 



Glasgow and Ayr Railway. 



Sir, Glasgow, 30 May 1842. 

I HAVE the honour to acknowledge the receipt of your circular letter of the 26th instant. 
It has never been the practice on this line to lock any of the doors of the carriages since 
it was opened. 

I remain, &c. 

S. Laing, Esq., (signed) J. F. Smith, Sectr. 

Railway Department, Board of Trade. 



Hartlepool Dock and Railway. 



Sir, Hartlepool. 

I beg to acknowledge the receipt of your letter of the 26th instant, conveying the wishes 
-of the Lords of the tJommittee of Privy Council for Trade relative to the practice of 
locking the doors of railway carriages ; and I have to inform you, that I shall call the 
attention of the committee of the Hartlepool Dock and Railway Company, at their next 
meeting, to the subject. 

I may state, that hitherto it has never been the practice to fasten the doors of the rail- 
way carriages on the Hartlepool Railway. 

I am, tec 

S. Laing, Esq. (signed) William Dawion. 



Northern and Eastern Railway. 



Sir, > Shoreditch, 2 June 1642. 

I AM instrircted by the Directors of this Company to inform you, in reply to your letter 
of the 26th ultimo, that the practice is not adopted on this railveay of lockmg the carriage 
doors. 

I have, &c. 

S. Laing, Esq. (signed) Wm. Bourne, Sect^ 
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Dublin and Kingstown Railway. 

Sir, Dublin, 3 June 1842. 

I HAVB the honour to acknowledge the receipt of your letter of the 26th ultimo, com- 
municating the opinion of Major-general Pasley, Inspector-general of Railways, on the 
subject or shutting in Railway passengers, by locking the doors of the coaches, and relative 
to the practice of using two engines with one train, and recommending that these opinions 
of the inspector-general should be adopted by this G)mpany ; and, having submitted your 
letter to the Directors, I am desired to return their thanks to the Board of Trade for the 
communication, and to add, that neither of the practices referred to have ever been in use 
on this line. 

None of the coach-doors have locks, and invariably, whenever the number of coaches 
required to be despatched is greater than could be moved by one engine, they are divided 
into different trains, and despatched at intervals of 15 minutes. 

I have, &c. 

S. Laing, Esq., Board of Trade. (signed) J. F. Bergin. 



Ulster Railway. 

Sir, Belfest, 2 June 1842. 

I HAVE the honour to acknowledge receipt of your circular of the 26th ultimo, and to 
inform you, that the Directors of this Company had anticipated the suggestion of the Lords 
of the Committee of Privy Council for Trade in respect to die locking the doors of the 
carriages, and had discontinued the practice. 

I have, &c. 

S. Laing, Esq. (signed) J. G. Smith, Sect^. 



Letter sent to the following Railway Companies. 

Hull and Selby. Sheffield and Rotherham. 

Grreat North of England. Bolton and Preston. 

* York and North Midland. Bolton and Leigh. 

Midland Counties. Glasgow and Ayr. 

Eastern Counties. Northern and Eastern.^ 

Railway Department, Board of Trade, 
Sir, Whitehall, 1842. 

In reply to your letter of the , I am directed by the Lords of the Com- 

mittee of Privy Council for Trade to inform you, that, in expressing a decided opinion that 
both doors should not be locked, their Lordships do not wish to interfere with the discretion 
of the Directors as to locking none of the doors, in case that they are convinced that such 
« course is not calculated, under the peculiar circumstances of the Railway 

to promote the public safety. 

I am, &c. 

(signed) S. Laing. 
The Secretary of the Railway Company. 



Chester and Birkenhead Railway. 



My Lords, Liverpool, 30 May 1842. 

In reply to your Lordships' letter of the 26th instant, on the subject of locking up the 
carriages, I am instructed by the Directors of this Company to respectfully reply, that the 
first alid second class carriages have never been locked on botn sides, but third-class 
wmges, which are open stand-up carriages, have been locked on both sides, and the 
Directors feel that it would ^reatlv contrioute to the safety of the passengers who osually 
travel by them if both were still locked. 

Should, however, this be deemed objectionable by your Lordships, the Directors will alter 
the plan. 

I have, &c. 



To the Lords Commissioners of the (signed) Jo^ Mallabg. 

Board of Trade. 



Sir, 
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COMMUNICATION FROM THE BOARD OF TRADE. ^ 

Railway Department, Board of Trade, 
Sir, Whitehall, 1 June 1842. 

In reply to your letter of the 30th May, I am directed by the Lords of the Committee of 
Privy Council for Trade to inform you, that as General Pasley is decidedly of opinion that it 
is objectionable to lock both doors of any Railway-carriage, their Lordships would recom- 
mend the Directors of tlie Chester and Birkenhead Railway Company to alter the plan 
adopted with regard to their third-class carriages, and to lock the door on the off-side only. 

I am, &c. 

To the Secretary of the Chester and Birkenhead (signed) 5. Laing. 

Railway Company. 



Great Western Railway. 



Railway Station, Paddington^ 
Sir. 1 June 1842. 

In compliance with the de^re of the Lords of the Committee of Privy Council for Trade, 
as expressed in your circular letter of the 26th ult., the attention of the Directors of this 
Company has been called to Major-general Paslej^'s report on the practice of lockine 
the aoora of railway carriages, and to their Lordships' opinion iipon tnat subject, as weu 
as upon the danger of using a four-wheeled locomotive engine, coupled with and preceding 
a six-wheeled engine, when drawing a heavy train. Upon the latter topic it seems only 
necessary to mention, that there is not one four-wheeled locomotive engine belonging to this 
Company. 

Adverting to the other point, I am desired to acquaint you, that, while the Directors resolve 
to comply with their Loraships' suggestion, in deference to the supervising authority of the 
Board of Trade, they feel impelled, by a strong sense of public auty and responsibility, to 
declare their firm conviction, upon the practical experience of the two systems, that danger, 
instead of security, may ensue irom the course recommended, of travelling with unlocked 
doors. They trust that it will not seem inconsistent with the respect due to the authority of 
the Lords of the Committee of Privy Council for Trade, and which they are so prompt to 
evince on this occasion, if they state generally the grounds on which they diffisr so materially 
from the conclusion at which their Lordships appear to have arrived. 

I can assert, unhesitatingly, that the practice of locking both doors did not originate with 
this Company, as has been surmised, from any selfish considerations of mere convenience or 
saving of money. It was the result of an anxious and careful review of every circumstance 
affecting public safety, as the paramount object and duty of the Directors, with a desire to 
promote, at the same time, in subserviency to it, the greatest personal comfort and advantage 
to travellers with the least obstruction to them, consistently with that security of life and 
limb which, under the various contingencies of locomotion, must ever demand the calm 
and considerate reflection of all who are responsible for the management of such traffic. 

Upon reference to the few casualties which had occurred upon other railways previously 
to the opening of the Great Western Line, it was quite apparent that the most serious acci- 
dents were solely attributable to the facility of passengers quitting the carriages during the 
journey, of which, indeed, the deeply-lamented fate of Mr. Huskisson is a sad and memor- 
able instance. 

In the evidence given on the Great Western Bill, before the House of Commons, by 
Mr. Booth, treasurer of the Liverpool and Manchester Railway, long after the opening of 
that Railway^ he recorded, as the only fatal accident which had then occurred, the case of 
a ** man in the second class of carriages, who insisted on jumping out, against the remon- 
strance of those who were near : he jumped out, and was lamed, and died." Other subse- 
cjuent accidents were of the same nature, and strongly confirmed the fact of danger and 
insecurity arising from the same course. 

It appeared to the Directors that the risk of such fatal consequences must be greatly 
augmented in proportion to any increase of speed which would be attained : they also 
foresaw that, m the event of a train beine suddenly thrown from the rails, or sunering 
from any violent concussion, the alarm of the moment, even afler the real cause of it had 
subsided, would expose the passengers to a still greater danger, by some sudden and simul- 
taneous attempt upon their part to open the doors, and precipitate themselves from the 
carriages, perhaps while the train might have accelerated motion ; possibly even on the 
brink of some high embankment, or against the parapets of a bridge or viaduct, or the side 
walls of a tunnel. 

Assuming that no such impulse could have time to operate until the train had come 
actually to rest, the more fearful consequences may be readily imagined to a number of pas- 
sengers, men, women and children, straggling to the opposite line of rails, should an engine 
be approaching, while the Company's servants may be actively engaged in repairing the 
accident, or replacing the en^e or carriages on the rails. What might be the aggregate 
extent of mischief or loss of life under such a panic, it would be impossible to foretell ; but 
the bare supposition of it seems sufficient to justify, if not to demand, a prevention, if any 
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could be snggeBted : even the short stoppage of a train on the journey, which will occa- 
sionally happen, from some trivial derangement of the machinery of the engine, affords an 
opportunity for the passengers to alight upon the line from the carriages, which may lead to 
similar fatal consequences. Another risk was contemplated, which has since, in fact, not 
unfreqeuntly happened on other lines, that of passengers endangering themselves by 
endeavouring to mount the steps of the carriages when a train had just started, or, when 
about to arrive at a station, in attempting to leave the carriages while in motion, by spring- 
ing towards the platform, and falling in the attempt. 

To provide against these and similar casualties, the Directors came to the resolutioi^, that 
both doors of the carriages ought to be locked while the train was in motion, as a protection 
to their passengers. 

Four years hate now elapsed since that course was adopted, and practical experience has 
proved the wisdom of it. Not one accident has occurred to a passenger travelling by the 
regular passenger trains on this railway from any such risk. The Company have conveyed 
upwards of 3,900,000 persons in their passenger trains with locked doors, and the only 
serious injury sustained during the whole period (excluding, of course, the two accidents to 
luggage trains at Farringdon Koad and Sonning, where there were only open trucks) was the 
case of a gentleman in a second-class carriage, when travelling by a mail*train in September 
last, suddenly thrown from the rails, owing to a subsidence of the ground, where the locked 
door could have no effect whatever upon it. 

On the other hand, while it woula be improper to pretend to speculate upon the number 
of accidents which may have been prevented by the plan hitherto adopted of locking both 
doors, two circumstances must be oriefly adverted to, as throwing some light on that part 
of the subject. In the first place, while the Directors ascribe the freedom from accident for 
passengers on their line to that precaution, and deduce, as they conceive, strong evidence 
of security from it, they can further corroborate that view by proving, unhappily, five reverse 
instances since the opening of the railway in which accidents have occun^ on their own 
line to the conductors, guards, or other servants of the Company, from the mere circum- 
stance of their doors being unlocked, or of their having personal access to or from the car- 
riages, while the train was apparently in slow motion, approaching or leaving a station. I 
am enabled to affirm, that in each instance they were individuals well practised in their duty, 
and consequently far less liable to such a casualty than passengers. They were perfectly 
sober, and the occurrences were in broad dav-light. In two cases death ensued, and in two 
others life was only saved by amputation of the injured limb. If the anxiety of passengers 
to press forward from the railway carriages as they arrive, even merely to obtain a seat in 
an omnibus, was only seen and watched with the care and anxiety which is natural to those 
who are daily witnessing it in practice, the Directors think that more calm consideration 
would have been given to the comparative advantage and safety of their system. 

They adduce the other corroborative proof of the safety of the practice from the Report of 
the officers of the- Board of Trade, addressed to the Earl of Ripon, dated 5th February 1842, 
and published by order of Parliament, which enumerates more than 20 cases which have 
occurred of deaths or injuries sustained within the comparatively short period of 16 months, 
by persons travelling on the trains of different Railway Companies, where one door at least 
had been left unlocked, each of which was in some degree referable to that cause, or at 
least might have been avoided if they had been travelling in carriages with locked doors. 

It is true that these are principally classed under the head of ** accidents attended with 
personal injury to individuals, owing to their own negligence or misconduct," and may be 
supposed, therefore, to come within the general description mentioned in Major-general 
Pasley's report ; but can it be justly assumed that Directors of railways are absolved from 
blame, if, with a foreknowledge of the ignorance or imprudence of those whose safety may 
be hourly committed to their charge, they fail to provide a remedy or prevention so easy 
and so simple as the mere fastening of both doors of the carriages during the journey? If it 
were done only for the purpose of saving the life of a person devoid of common prudence, or 
reckless from liquor, and therefore incapable of preserving himself, the system would still 
seem to be warranted, unless it could be shown that greater danger would ensue therefix>m 
to other passengers. 

This point brmgs into prominent view the whole question of the fearful catastrophe on the 
Paris and Versailles Railway, as claiming most serious consideration in reference to the 
whole system of railway management. 

While this Board attempts to establish the fact that, no accident has hitherto happened in 
this country from locked doors, and proves, from incontestable authority, that several have 
occurred from the opposite plan, they do not in the least degree disregarci or shrink from the 
necessity of taking into account and calmly investigating all the circumstances connected 
with that most appalling event in France as bearing upon the subject. 

It has been generally assumed, that the loss of lives on that occasion was augmented in 
the result by the doors of their carriages having been locked. It must be universally 
admitted, that that circumstance did not in any way occasion the accident itself, but was 
merely an accessory cause after the occurrence, aggravating its consequences. Now, the 
best information which has hitherto been obtained states, that the unprecedented violence of 
the concussion entirely smashed at the moment the five or six carriages which were next to 
the two locomotive engines, and it has been related that the carriages were totally consumed 
by fire within a few minutes. Is it, then, credible, that from the carriages so smashed the 
mere tastening of a door with lock and key would of itself prevent the egress of a passenger, 
otherwise capable of motion ? It is difficult to divine what must have been the peculiar 
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character and construction of such carriages, which were manifestly broken to pieces by the 
blow, the doors of which were supposed to be kept so fastened by the bare locking with« 
key, that the passengers were incapable of bein^ extricated ! Those who know what is the 
mere effect of the ordinary racking motion on the best constructed railway carriages, with- 
out a blow, can assert that a very slight displacement indeed will either open a door, in spite 
of being locked, or will efirectuallv fasten a door when unlocked, and obstruct its opemng^ 
even although considerable force be applied to it It would, indeed, be a singular fact, and 
far beyond ordinary belief, that in any one of the bodies of the Paris and Versailles carriages 
so smashed both the doors should have been retained in their position, and continue closed 
by the mere aid of die lock, after such a violent blow, as to prevent the extrication or release 
or the sufferers from the carriages if they had been still alive. Be this, however, as it may 
(and the bare contemplation of the possibility of such a case is admitted to be most appalling 
to the imagination), upon calm reflection it must be inquired if there be any and what simi- 
larity in the circumstances leading to or affecting that awful catastrophe, which could in any 
way apply to a disaster on the Great Western Railway. 

The accident itself is justly ascribed to the breakage of an axle on a four-wheeled engine, 
placed in front of a six-wheeled engine. This view of it appears to have been taken by their 
Lordships, as explained in the last paragraph of your letter. On the Great Western Rail- 
way there are none but six-wheeled engines, and the tenders also almost exclusiyely have 
six wheels. The carriages likewise upon tike Paris and Versailles Railway were upon four 
wheels only, and the lightness and slightness of construction not only has been proved by 
the lamentable extent of the recent accident, but is attested by those who have seen and 
examined them, as presenting scarcely any obstacle to sudden demolition if thrown from the 
line of rails, or struck with a violent blow. 

The carriages in use upon this line are almost all upon six wheels, of the most solid con- 
struction, vrim an under frame-work, calculated to withstand the most severe shock or col- 
lision ; the second-class carriages, which travel nearest to the engine, have a larger open 
space at both sides, above each small wicket-door, affording a much wider scope for escape 
than the door itself. The windows of the first-class carriages are unusually large, and 
would, with nearl^r equal facility, admit the escape of every passenger in case of need; 
supposing, which is however beyond belief, that the conductors and guards (there being 
usually tour, and sometimes five, with each long train) should be disabled or neglect 
to attend instantaneously to unlock the door under such pressing circumstances of 
danger. 

There are various other points in detail upon which it seems unnecessary here to dvi^U 
which tend to establish the total dissimilarity of the two supposed cases ; and it was only 
after the most mature reflection and discussion since the accident in Paris, that the Directors, 
being convinced of the safety of locked doors, and seeing distinctly the marked and essential 
difference between the circumstances of the two lines, came to the resolution to adhere to 
the practice, the propriety of which they conscientiously believe to be sustained by every 
view which their ovm experience or general information has enabled them to take on that 
most important subject. 

Having now touched upon some of those various ailments which have more immediate 
relation to safety, I am desired to refer concisely to the minor (juestion affecting the comfort 
and convenience of the public, which has been uniformly studied by the Boaraof Directors 
in connexion vrith the system of locked doors. And here it is of importance to draw the 
clear distinction between the circumstances of the traffic of this line and that of most other 
railvirays in this country. It is well known that one essential peculiarity in it is the general 
admixture of a very large traffic for short distances between populous towns on the railway, 
vrith a considerable traffic between the distant termini of the three lines, embracing a length 
of nearly 170 miles, traversed by each long train of this Company ; numerous passengers 
travel between Paddington and Windsor, and Reading, and Oxford, as well as between 
Chippenham or Bath and Bristol, by the same trains, which convey persons for the whole 
distance between London knd Cirencester, or London and Bath, fenstol or Bridgewater ; 
this renders a pecuUar arrangement of carriages to be necessarily adopted for each separate 
traffic ; for instance, a passenger for Cirencester must not be admittca to a carriage which 
is to be left either at Slough or Reading, or which is to travel onward to Bridgewater ; 
nor must a passenger destined to Bath or Bristol be placed in a carriage which is to divei^e 
from the Great Western line at Swindon to proceed towards Cheltenham. Some position 
must be selected, therefore, in the stations of this line, as of other railways, where, by means 
of a barrier, and an examination of ticlgets, passengers only who have paid can be admitted 
to the carriages, and they can be so separated and directedf where to place themselves with 
reference to their destination, as to avoid confusion or mistake, and prevent any fraud on the 
Company. The customary system with railways generally is to accomplish that, by placing 
a policeman at the entrance to the platform, refusing admittance (excepting under special 
permission) to any but those who are about to travel by the train. 

The wish of the Directors upon this line has been to give to passengers and to the public 
as much latitude as possible at all times in passing on to the platfoiln with friends or sep- 
vaLts, allowing them to remain there until the departure of the train, or waiting on the spot 
in expectation of its arrival, at any station on the line. So long as the carnage-door, by 
being locked, could form the barrier under the control of the Company's servant, of course 
inaccessible excepting by the production of a ticket or voucher, almost unlimited freedom 
was given as a privilege to every individual wishing to attend and witness the arrival or 
departure of his friends, or to see the working of the traffic. The directors also were thereby 
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eDabled to lelieve their passengers at once from the annoyance of keeping their tickets, to be 
subsequently asked for when alighting to leave the railway (excepting where they had to 
^uit the carriages for refreshment at Swindon, and re-enter them), whicn system seemed to 
.give almost universal satisfaction, as preventing frequent altercation or disputes about the 
alleged loss of tickets during the journey. The Company's stations were conseK}uently 
arranged and constructed so as to admit of the quickest and most convenient egress for 
passengers, under shelter, without confusion, and with the greatest iacilitjr for the delivery 
and transport of luggage from the train to conveyances in waiting to receive them. Time 
was saved by collecting the tickets before the hour of departure, instead of voting to collect 
them 1^ a protracted stoppage at intermediate stations, or within a short distance of the 
final arriva,! of the train, by any stoppage expressly ordered for that purpose. At the same 
time it woidd be neither candid nor fair to deny that one ground of complaint has b^n fres . 
quently alleged to the system of locking the doors, in creating a difficult to those who may 
urgently require it of getting out at the stations in the course of the journey. To this rea- 
sonable objection the Directors have always paid the utmost attention ; orders were given to 
the Company's servants to interpose no difficulty or impediment whatever to any request 
from a passenger to alight ; and although it must be acknowledged that several complaints 
on that subject were made some months ago, a more general instruction to IbciUtate that 
object was issued in the month of March last (of which I herewith forward a copy), and the 
Durectors have reason to believe that no instances have since occurred of any departure from 
or mattention to their orders. They had already determined to print and curculate that 
regulation, for the guidance and convenience of all passengers, at the time when your letter 
was received, under the belief that the general knowledge of it would best accomplish the 
purpose in view. 

The consequences of unlocking the doors will be, that every station or platform must be 
fenced oflF, and the passengers alighting required tonass through some narrow gate or chan- 
nel, to deliver up their tickets for the journey performed ; those who majr be waiting at 
intermediate stations to proceed onwards must be kept separate, until the arriving passengers 
shall have been cleared away with their luggage, and none but persons travelling virith 
tickets can be admitted (excepting under special circumstances) to the platforms. Time 
vdll be lost upon the journey, and there will be more frequent disputes about the tickets : 
passencrers must to a great extent be left to alight upon their own Knowledge of the stations 
to whick they are destined, inasmuch as they can enter the carriages of their own accord ; 
and those who may require to get out on the journey, must do so upon their own responsi* 
bility, or upon the chance of being left behind, if the train is about to start. 

These points, it is readily admitted, are all matters of detail and of inferior importance, and 
would not of themselves weigh for an instant in favour of the practice of locked doors, if it could 
be shown to be attended with any reasonable chance of danger. They are, however, all of them 
in some degree inherent in the management of this line, which the Directors believe to have 
received the general approbation of the public, and, as such, they relinquish the advantages 
of them with regret, wnich they are persuaded vnll be equally felt by Uie passengers them- 
selves as soon as diey perceive the necessary and inconvenient consequences arising from 
the change of plan suggested by General Pasley's report, and confirmed by the opmion of 
their Lorasfaips. ' 

It will now become the duty of the Directors, in acting upon the recommendation of the 
Board of Trade, to do so with the least possible annoyance or discomfort to the public, and 
they assume that there can be no objection on the put of their Lordships to the carriage- 
doors remaining locked until the starting of the train from the terminal station of the railway. 
This may enable the Board partially to relax some of the regulations which would be other- 
wise necessary to control the admission of passengers to their platform and carriages, and 
in that case the doors would be only unlocked at the momei^t of departure of the train. 
There are some arrangements now to be made at the stations essentially necessary for the 

" ^ '^ " " \ which wiU require 

'but the Directors 
lost in giving full 
efiect to it. 

They desire me to apologize for having trespassed at so much length in vindication of the 
system of locking both doors of the carriages, which they adopted, and which, for the 
reasons stated, they still think the safest and the wisest course. They yield their own opinions 
in deference to that of the Board of Trade, and merely desire to record, by this letter, that 
the responsibiUty of any consequences ensuing from it must not attach to them, while they 
will anxiously devote themselves to pursue the same object of endeavouring to avert every 
chance of danger or injury, and to secure every reasonable advantage or convenience to the 
public in the management of their traffic upon their line. < 

I have, 8cc. 

S. Laing, Esq. (signed) Cluu. J. Saunders. 

Railway Department, Board of Trade. 
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Great Western Railway^ 
London Terminus/ PaddingtoD^ 15 March 1842« 
Complaints havbg been recently made of the refusal by attendants on the trains to 
open the carriage^oors, to enable passengers to alight when they may, from unavoidable 
causes, require so to do, I am desiied to give the most strict orders to all conductors and 
ffuards, that they instantly comply with any application from a passenger who ma]r be 
desirous of getting out for such purposes whenever the stoppage of the train will permit it, 
and more especially at all the stations where the engine may have to take in water, or where 
delay mavi from any other cause, be likely to take place : while the ccmductor and guards 
act with the utmost promptitude in opening the door of the carriage for any such purpose, 
they may, of course, represent to the passenger the necessity of his resummg his seat as 
quickly as possible, to prevent daky to the train, or the loss of his journey. 

. (j^mii Cha^ A. Saunders, 

Gen^ Superin^ of the Line* 
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REPORT. 



Railway Department, 
My Lord, Board of Trade, February 5, 1842. 

Id compliance with your Lordship's instructions, we have the honour 
to submit the following Report on the proceedings of the Railway Department 
during the past year. 

1. With regard to the prevention of accidents. 

The following Table will show the number and nature of accidents upon railways 
attended with personal injury which have been reported to this department under 
the provisions of the Act 3 and 4 Vict. c. 97, for regulating railways. 

CLASS No. 1. 

Accidents attended with Personal Injury or Danger to the Public, arising from Causes beyond the 

control of Passengers. Accidents attends 

Not*.— Thit Retnrn it neeettarily iacomplete, sioce the proTinions of Lord Sejrmour't Act do not enable the Board of ™"* personal in- 
Tiade to obtun Reliinis of Accidents attended with Danger to the Public, un&eii FtorMoal Injury it actually J^X or danger to 
•ustained. the pUDuC 



Class No. 1. 



Date. 



Sept. 



1840. 
Aug. 7 

:;1S 

„ 19 
.. 31 

7 
8 
13 
13 
14 
24 



1840. 
Oct 17 

,, 25 

„ 26 

Not. 3 

„ 11 



Name of Railway. 






15 
12 
15 
18 
,» 24 
,, 25 
Dec. 2 
,, 16 
,. ^7 
,, 23 
.. 23 



1841. 

Jan. 5 
,, 14 
,, 20 

;eb. 3 
„ 11 
„ 12 
,, 15 

M 15 
Mar. 26 



Hull and Selby 



Southwestern . • . • 
Ditto 

NeweartlaaadCaaiak. • 

Ditto 

Eastern Countiet . • • 
Edittbur^ and Dalkeith • 
Grand Junction • • • • 
Bolton and Leigh • • • 
Hull and Selt^ . • • • 
North Midland .... 

Ditto 

Eastern Countiea . • • 
Midland Counties • • • 
Brandling Junction*. • • 



ToUl for two 
12 accidents 



Southwestern 



OieatWesUcn 

Birmingham and GUmcetter • 
Durham and Sunderland • • 
York and North Midland . • 
Midland Counties • . • • 
London and Birmingham • • 
Elastem Counties • • • . 

Slamannan • 

Stockton and DarUngton • • 
York and North Biidland . . 
Birmingham and Derby • . 
Lancaster and Preatou Junction 

Slamannan 

Hull ami Selby 

Newcastle and Carlisle • • • 



Number of 
Persons 



KQled. Injorad. 



several 

sereral 

3 

2 

6 

1 

2 or 3 

• • 

3 

seyeral 

5 or 6 

5 or 6 

1 

1 



13 



Total for three months 
16 I 



Gamkirk and Glasgow. • , 
Monkland and Kirkintilloch « 
Birmingham and Gloucester . 
St. Helen's and Runcorn Gap . 

Gkand Junction 

Arbroath and Forfar . • , 
South Western • • . • . 

Great Western 

Manchester and Leeds . • « 



Total for three months 
9 accidents • 



:i 



Nature of Arckisnt. 



41 a 



An iron casting ffeU from a goods' truck, and threw the 

train off the line. 
Collision. 
Ditto. 

Fracture of coaasfitiag rod nCaogiiie. 
Fracture of axle of a goods' truck. 
Train off the line. 
Collision at a crossing. 
Train off the line. 
Run Of er at a crnesingv 
Train ma into station. 
Collision with a crane left on the line. 
Train off the line (broken axle). 
Collision at a station. 
Collision. 
Collision at a crossing. 

nd upwards. 



a great 
No.,up 
wardls 
ef 60 

4 
• • 
2 
2 
8 

4 

1 
1 
1 
3 

1 
2 

1 



90 



several 
2 



^Collision at a 



Train ran into station. 

Run over. 

Collision. 

Collision at a station. 

Tmin off the rails. 

Collision. 

Ditto. 

Ditto. 

Outside passenger fell ofl. 

Fell out of the 3rd class carriage. 

Collision with a truck. 

Collision with a ballast waggon. 

Wheel broke. 

IVain off tlie line (broken axle). 

Engine off the line (points wrong). 



nd upwards. 



Train off the line (axle breaking). 

Collision. 

Train off the line, owing to a slip of earth. 

Run over at a crossing, 

CuUiMion at a station. 

Collision. 

Collision (no person injuzed). 

Brfaking of a wheel. 

Collision. 



10 a nd upwards. 



a 2 
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Class No. I. iconlinued). 



DiUe. 


Name of Railway. 


Number of 
PersoDS 


Nature of Accident. 




Killed. 


Ii^nrad. 


' 


1841. 
Mar 10 

• . 16 


NewcafttleandCariiila, • • • 
Rastem Gountiea • • . • • 


• • 


1 
1 
2 

• • 


Train off the line. 

Ditto (pointo wrong). 

Ditto. 

Fell off and run oter. 

Train upset by the breaking of an axle of a tender. 


2i 
Jane 3 


London and Groanwieli • • • 
Stockton and Darlington . • • 

Total Ira three months 1 
5 accidenta • • • f 

TaffVale 

Newcastle and Shielda • . , 
Dublin and Kingstown • • • . 

North Union 

Ditto ••••••••• 


'l 
2 




3 


4 




July 16 

Auff. 9 
Sept 7 


1 

• • 


'i 
• • 

9 

10 

1 

3 


CoUi^on. 

Fell ofl: 

Run oter at a stltion. 

Collision with a coach at a crossing. 

Collision. 

Train off the line. 

Collision with a coach at a crossing. 


7 


Great Western •••••• 




„ 11 


Bristol and Rxeter • • • . . 

Total for three months) 
6 accidento • • • j 

London and Brighton • • • . 
South Wastem ...... 


* • 




3 


24 




1841. 
Oct. 2 

.. 16 


* 


2 

I 
1 
3 
1 

13 

• • 

1 

12 


Train off the line. 

Collision. 

Fell out of a 3rd class carriage by the door opening. 

Collision with a contractor's ballast engine. 

Run over at a stotion. 

Collision at a station. 

Run oter at a crossing. 

Fell out of 3rd class carriage. 

Slip of earth suddenly stopping the tmin. 


Not. 17 


Manchester and Leeds • . . • 
South Western •••••• 




Dec. 4 
„ 17 
„ 21 
.. 22 


Ltterpool and Manchester • • • 
London and Croydon • • . • 
Liverpool and Manchester • • . 
Oreat Western 




* 1 •* 
.. 24 


Ditto •••• 


9 


1 1 •^ 


9 accidento • • • j 

Total for the year 1841, ) 
29 accidento • • • 1 




14 


34 






24 


72 





Class No. 2. CLASS IL 

Aecidents attended Accidents attended with Personal Injury to Individuals owing to their own negligence or misconduct, 
with personid in* 
jury to indindoals. 



Date. 



1840 
Aug. 16 

„ 24 

,• 28 
Sept. 1 

»* 7 

„ 13 

.. 18 

>» 3 

,, 3 



1840 

Oct 7 

„ 9 

,, 21 
,. 22 

,.'* 24 
Dec. 4 

„ 28 



1841 
Jan. 2 

«• ^2 

Feb. 6 

M 24 

M 25 

., 26 

Mar. 2 

,, 13 

,, 16 

,, 26 



Name of Railway. 



London and Brighton (Shoreham 

Branch.) 
Midland Counties • . • • . 
Edinburgh and Dalkeith • . . 

Ditto 

Bolton and Leif^ • . • • • 
Liverpool and Manchester • • . 
Glasgow and Ayr • • • • . 
Ditto 

Total for two months) 
9 accidents • . j 



Arbroath and Forfar 
Slamannan • • • 



Clarence 

Preston and Wyre . . 
Dundee and Arbroath • 
Edinburgh and Dalkeith 
Dublin and Kingston • 



Total for three months 1 
7 accidento • • 



Mancherter and Leeds • • < 
Stockton and Darlington • > 
Clarence ....... 

St Helen's and Runcorn Gap . 
Brandling Junction . . . . 

Great Western . • . • . 
MMnchester and Leeds • • . 
Newcastle and Shields • *. , 
Stockton snd Darlington • « 
Maryport and Carlisle • • < 



Total for three months 
10 accidento • • . 



Number 
of Persons 



KUtod. IiOoted. 



Nature of Accident 



Jumped off after his hat. 

Ron Of er (asleep between the rails). 

Ditto ditto. 

Fell off; boy stealing a ride on the step. 

Fell off; boy riding withoyt leave. 

Run ot«r, mountinj^ a traio io motion. 

Run over; boy riding without leave. 

Run over ; labounfr crossing before an engine. 

Jumped off after his hat. 



Run over, trespassing on the line. 

Crushed by an engine in riding behind a train without 

leave. 
Run over, drank and asleep on the rails. 
Run over, croesing before an engine. 
Jumped off. 
Ditto. 
Ditto. 



Jumped off after his hat 

Run over, trespassing. 

Jumped off 

Run over ; a boy trespassing. 

Fell off in attempting to cross to another carriage. 

Run over, crossing before a train. 

Jumped off 

Ditto. 

Ran over, lying on the rails drunk. 

Fell off, nding on a truck. 
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OF THE RAILWAY DEPARTMENT. 



Accidents attended with Personal Injury to Indiyiduala^ &c. — continued. 



Dale. 



1841 
April 4 
>, 8 
,, 11 
., 23 
Mav 6 
,, 31 



July 10 
,, 21 
„ 22 

AuiP. 2 

,7 15 

S«pt. 13 

„ 25 

„ 30 



Oct 



Nov. 

$9 

Dee. 



Name of Railway. 



Monkland and Kirkintilloch 
Whitby and Pickering • • 
Bastem Counties • • • 
Dundee and Newtyle • • 
Midland Couuti«*i • • • 
Ditto • 



Total for three months 
6 acddenti '• 



Monkland and KirkintiUoch 
Ballochney • • • • • 

Ulster 

Newcastle and Carlisle ^ • 
Dublin and Kingstown • 
(ilaMgow and Paisley • • 
Manchester and Leeds • • 
Dublin aud Kingstown . • 



'.! 



Total lor three months 
8 accidents • 



■.} 



Ulster 

Duudee and Arbroath • 
Stockton and Darlington 
Midland Counties • • 
Glasi^w and Greenock. 
North Union • • • 
Grand Junction . • • 

Ditto 

Preston and Wyre • • 
Manchester and Leeds • 
Durham and Sunderland 
Stockton and Darlington 



Total for three months ) 
12 accidents. • •/ 

^EMal for the year 18411 
36 accidents • • • j 



Number 
of Persons 



KOlcd. lBJar«a 



17 



20 



Nature of Accident. 



Jumped offl 

Run over, trespassing and drunk. 

Run over. 

Run ofrer» porter neglecting signal to start. 

Run over. 

Jumped off* 



Run over, crossing befoie engine. 

Girl trespassing on the line. 

Jumi)ed ofi& 

Run over, crossing befoie an engine. 

Ditto ditto 

Run over, attempting to get into a train in motion. 

Run over, asleep on the nils drunk. 

Jumped oft 



Jumped off. 

Run over, cro8sing[ in front of a train. 

Run over, trespassing. 

Ditto ditto. 

Ditto ditto. 

Knocked down by^ train, trespassing. 

Getting into a train in motion. 

Jumped off, train in nootion. 

Fell off, riding in a truck unknown to the guard. 

Run over. 

Run over, boy riding without leave. 

Run over, trying to get into a train in motion. 



CLASS No. 3. 
Accidents attended with Personal Injury to Servants of the Company, nnder circumstances not 

involving Danger to the Public 

NoTB. — This Return is incomplete, as the Board of Trade has not called upon Railway Companies to make returns of 

accidents which are not of a public nature. 



Date. 



1840. 

Aug. 8 
P 15 
n 26 
„ 28 
„ 29 

Smt. 10 
» 16 



Oct. 



Nov. 



Name of Railway. 



Midland Counties • • 
Liverpool and Manchester 

Ulster 

Bolton and Leigh . • < 
North Union . . • 
Eastern Coimties • • 
Chester and Crewe • • 



Total for two months) 
seven accidents • j 

Stockton and Darlington • • 
Manchester and Leeds • . . 
Grand Junction • • . . . 

Ditto 

Monkland and KirkintiUoch • 
Stockton and Darlington • • 
Bolton and Leigh • . • • 
Canterbury ana Whitstable • 
Ballochney •••.•• 
Monkland and Kirkintilloch • 

Ditto 

Gkeat Western • . . . • 
Grand Junction • • • . . 
Birmingham and Gloucester • 
York and North Midland • • 

Ditto • 

Southwestern 

Grand Junction • . • . • 
North Union ••.••• 
Grand Junction . . • • • 
Glasgow and Ayr • • • • 
London and Blackwall • • . 



Carried forward 



Number 
of Persons 



Kin«d. lojurad. 



10 



1 
1 
1 

5 or 6 
1 
1 

• • 
1 
1 

1 



18 



Nature of Accident. 



Jumped off 
Ditto . • 
Fell off . 
Ditto • • 
Rtinover 
Ditto • • 
FeUoff. 



Run over • . • • 

Fell off 

Crushed 

Ditto by an engine. 

FeUoff 

Fell in getting off • « 

Collision 

Train running into station 
Run over . • • . 
Crushed by waggon. • 
Hand crushed • • • 
Head cru^thed • • • 
Crushed between waggons 
Bursting of a boiler. 

FeU uff 

Struck by a bridge • • 

Run over 

Crushed by engine • • 
Ditto ....•• 
Run over . * . • • 

Dittu 

Ditto. ..... 



Class No. 3. 

Accidents attended 
with personal in- 
jury to servants of 
the company. 



Remarks. 



Policeman. 

Platelayer. 

Porter. 

Rreaksman. 

Platelayer. 

Cokeman. 



Eogine-wri|^t. 

Guard. 

Workman. 

Driver. 

Ditto. 

Driver. 

Ditto. 

Fireman. 

Ditto. 

Engine-man. 

Fireman. 

Breaksman. 

Breaksman. 

Guard. 

Foreman. 

Ditto. 

Ditto. 

Ditto. 

Labourer. 

Platelayer. 
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Accidents attended with Pbnonal Injury to Servants of the Company, Stc^^-numtinued, 



Date. 



Name of Railway, 



Nttmber 
of Persons 



Killed. Injured. 



Nature of Accident 



Remarks. 



Nov. 


28 


»• 


30 


Dec. 


5 


^ 


15 


f* 


16 


y» 


16 


1841. 


Jan. 


1 


ff 


12 


Feb. 


22 


March 1 


» 


3 


y> 


3 


>t 


9 


f* 


9 


M 


20 


9i 


20 


n 


23 


» 


2.0 


» 


25 


9* 


30 


V 


30 


April 


2 


ff 


7 


ff 


14 


M 


14 


tf 


16 


ff 


19 


>» 


27 


» 


27 


May 


5 


J> 


.10 


f* 


2fi 


June 


1 


t9 


4 


>» 


4 


ff 


19 


t* 


21 


yf 


22 


July 


3 


» 


7 


n 


9 


♦f 


17 


Aug. 


4 


»♦ 


18 


»t 


20 


ft 


27 


Sept. 


10 


ft 


18 



22 



Oct. 


8 


i* 


5 


ft 


6 


ff 


14 


w 


19 


ft 


22 


yt 


25 


ft 


27 


ft 


29 


Nov. 




)» 


1t7 


Dec 


4 


f* 


7 


9t 


6 


n 


10 


ft 


11 


9f 


21 



Brouf(ht forward . • 

Midland Countitfs • • • • 

Bolton and Leiffh • • . • 

Arbroath and Forfar . • • 

London nnd Croydon • • • 

Midland Counties . • . • 

St. Helen's and Runcorn Grap . 

Total for three months 1 
28 accidents • 



Bolton and Leigh . . • . 
London and Blackwall • . . 
Qlasgow and Ayr • • • . 

Great Western 

. Glasgow and Ayr . • • . 

Ballochney 

Northern and Eastern . • • 
Birmingham and Gloucester • 
Monklai d and Kirkintilloch • 
Liverpool and Manchester . . 

Grana Junction 

North Union 

Ballochney . • . . . • 
Monkland and Kirkintilloch . 
Garnkirk and Glasgow • • . 

Total for three moitthtl 
15 accidents • 

Glasgow and Greenuck . • 
Birmingham and Gloucester • 



Brundling Junction. . • 
Dundee and Newtyle • • 

B'lllochney 

Whitby and Pickering . • 
Midland Counties . 
Birmingham and Gloucester 
Monk land and Kirkintilloch 
Wishaw and Coltness • • 
Edinburgh and Dalkeith • 
Great North of England • 
Bolton and Preston • • 
Lixerpool and Manchester • 
St. Helen's and Runcorn Gap 
Wishaw and Coltness • • 
Liverpool and Manchester • 



Total for three months] 
17 accidents . .j 

Grand Junction 

Liverpool and Manchester . . • 
Wi««haw and C«»'tne8'< .... 
Stockton and Darlington • 

Ballochney 

Edinburgh and Dalkeith . • • 
Hull and Selby ...... 

North Union ... 1 1 1 
Mauchetiter and Birmingham • • 
Eastern Counties 



Glasgow and Paisley 



Total for three months) 
11 accidents • 



Liverpool and Manchester . 
Wii^htiw and Coltness • 
Hull and Selby . 1 . . 
Liverpool and Manchester • 



St. Helen's and Runcorn Gap . 
Manchester and Leeds • • • 
Stockton and Darangton . 
NewcaNtle and Carlisle. . • 
London and BUckwall . . • 
London and Croydon . • 

CLirence 

Manchester and Leeds . . • 
Bolton and Leigh .... 

Dundee and Arbroath • • 
Great North of England . . 
Ballochney ...... 

Bolton and Leigh . • • . 



Total for three months) 
17 accidents . •/ 

Total for the year 1841) 
60 accidents. . •/ 



10 
1 



12 



28 



18 

'l 
3 
1 



24 



13 



10 



36 



^un over 

Crushed betweon waggons • 
Collision •««••• 
Run over .•.«.. 
Ditto ....... 

Crushed betweenengine and 
tender. 



Run over 

Ditto 

Crushed between two trucks 

Run over 

Ditto . • 

Fell off 

Rim over 

Ditto 

Hand crushed .... 

Run over 

Fflloff 

Ditto 

Run over • • • • . 

Ditto 

Jumped off • • 



Struck against a bridge » 
Bursting of boiler • • 



Run over • • • 
Waggon overturned . 

Run over • • • 

Ditto . . . « • 

Ditto • • • . . 

Fell off . . . • 

Run over • • « • 

Run over • . • . 

Ditto 

Fell off . . . . 
Struck by bridge 

Run over . • • 

Concussion • . * 

Run over . . . . 

Lorry overturned , 



Run over. • • 
Jumped off . . 
Run over . . 
Crushed . . . 
Run over • • 
Fell off . . . 
Fell in getting off 
Jumped off • . 
Run over • • . 
Ditto .... 



Ditto 



Jumped off 
Run over 
Ditto . . 
Ditto • . 



Ditto 

Ditto 

Jumped off • • • . . 
Run over • . • • . 

Ditto 

Struck by a bridge . • . 

Felloff 

Crushed between 2 waggons 
Hand crushed . . • • 

FeUoff 

Run over 

Ditto ..•••.. 
Ditto 



Platelayer. 

Fireman. 

Drivers^ 

Labourer. 

Ditto. 

Fireman. 



Breaksmau. 

Clerk. 

Guard. 

Pohcemaa. 

Labourer. 

Driver. 

Platelayer. 

Labutuer. 

Breaksman. 

Watchman. 

Guard. 

Servant of Company. 

Ditto. . 

Driver. 

Waggoner. 



Guard. 

Sufieriotendent of loco* 
motives killed, engineman, 
fiienum. & others injured. 

Platelayer. 

Waggoner. 

Switchman. 

Waggoner. 

Pobceman. 

Train Porter. 

Driver. 

Platelayer. 

Driver o^ horse waggon. 

Guard. 

Engine driver. 

CoHch porter. 

Porter. 

Labourer. 

Labourer on the line. 



Errand boy. 

Porter. 

Collier. 

Labourer. 

Guard. 

Driver of horse waggon. 

Fireman. 

Servant. 

Platelayer. 

Pointsman getting off au 

AncrinP. 



engine. 
Pohceman. 



Labourer. 

Ditto. 

Gatekeeper. 

Labourer crossing before 

an engine. 
Driver of horse waggon. 
Labourer. 
Night watchman. 
Gatekeeper. 
Labourer. 
Porter. 
Fireman. 
T'«gg4g« guard. 
Breaksman. 
Porter. 
Platelayer. 
Switchman. 
Fireman. 
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From this return, it appears that the number of railway accidents of a public 
nature has considerably diminished, the last five months of the year 1840 showing 
28 accidents, 22 deaths, and 131 cases of injury, while the 12 months of 1841 
give only 29 accidents, 24 deaths, and 71 cases of injury. 

Nor should it be forgotten in making the comparison, that the end of the present 
year has been remarkable for a succession of weather most unfavourable for mil- 
ways, and that several of the most serious accidents, including those in the Great 
Western and Brighton lines, would in all probability not have occurred but for 
this circumstance. 

It is very satisfactory to observe, that a marked diminution has taken place in 
the class of accidents, such as collisions, arising chiefly from mismanagement or 
defective arrangements. A great proportion of the accidents which occurred in 
the end of 1840 and beginning of 1841, were of this nature, no fewer than 17 
accidents having occurred in eight months, from August 1840 to April 1841, 
from the single cause of collisions by trains or engines overtaking others travelling 
on the same line. During the nine months from April 1841 to January 1842, 
only five collisions of this nature occurred, and those with one exception unattended 
with fatal consequences. This diminution in the number of collisions appears too 
great to be the result of accident, and nxay fairly be attributed in a considerable 
degree to the more general adoption of the precautions suggested by the Inspector- 
General and recommended by this Department, viz., the erection of proper fixed 
signals at stations, the adoption of a better description of tail-lamps and hand- 
signals, the enforcement of more attention to signals on the part of servants, and 
the adoption of proper time tables for all trains, including luggage trains, with a 
view to preserving regularity in the traffic, and proper intervals between successive 
trainsr 

mie returns of the past year also show a marked diminution in the number of 
serious accidents occasioned by the misconduct of engine-drivers, as will appear from 
the following table : — 

Accidents occasioned by the Misconduct of Engine-Drivers. 



DaAe. 


NaneofRulway. 


Number 
of Persons 


Nature of Accident. 




KilM. 


Ii^uied. 




1840 
Aug. 19 

Sej>t 7 

„ 13 

Oct. 25 
Nov. 8 


Eastern Counties 

Hull &nd S«lliv ----- 


4 


6 

3 

6 

4 
8 

• . 
4 

. . 
2 
I 


Recklessness in driving at an exce^siTe speed. The fault, 

however, was partly that of the Cumpany, for not giving 

proper instructions as to the rate of speed. 
Unskilfulnesa of driyer in not slacKeuing speed soon 

enough on approaching the terminus* 
Carelessness in driving too fast, and not hewing a proper 

lu«»k-out. 

Engine-driver supposed to haye fallen asleep on the engine. 
Recklessness in driving too fast over a bad rood. 
Recklessness iu disregarding signals. 
Recklessness in driving too fast, and not keeping a proper 

look-out. 

Ditto. 

Carelessness in not looking out for signals. 


Eastern Counties 

Great Western 

Midland Counties • • • • • 




Nov. 11 

M 15 


London and Binmngham • . . 
Eastern Counties • • • • • 




T841 
July 16 
Mar. 26 
Oct. 16 


TaffVak 

Manchester and Leeds . • . • 
South Western 











This result may be attributed partly to the beneficial resiilts of more extended 
experience and of the measures taken by several railway companies, to raise 
the character of that important class of men, the engine-drivers, and partly to the 
salutary example of the prosecutions which have been instituted under Lord 
Seymour's Act. 

The returns of accidents made to the Board of Trade and reports of inspectors 
up to the end of January, 1841, are already published in the return printed by 
order of the House of Commons, and dated 8th March, 1841. The returns and 
reports subsequent to that period, together with copies of the correspondence con- 

ving suggestions to railway companies relative to aeddents, will be found in the 
oendix to this Report, p. 1 to 95, containing — 

. Returns of Accidents made by Railway Companies from Ist February, 1841, 
I St January, 1842. 

X Reports and Correspondence relative to the following accidents : — 
Accident on the Grand Junction Railway 11th February, 1841. 

„ Midland Counties Railway 6th May, „ 

„ Newcastle and Carlisle Railway 10th May, „ 



Accidents ooeap 
sioned by the mis- 
conduct of engine 
drivers. 
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Acddent on the Eastern Counties Railway 16th May, 1841. 

„ London and Greenwich Railway 28th May, „ 

„ Sheffield .and Rotherham Railway 3rd June, ,, 

,, Liverpool and Manchester Railway 18th June^ ,, 

„ North Union Railway 7th September, „ 

„ Great Western Railway 7th September, „ 

„ Bristol and Exeter Railway 11th September, ,, 

,, London and Brighton Railway 2nd October, ,, 

,, London and South Western l(ailway 18tb October, „ 

„ Great Western Railway 24th December, „ 

The most important results deducible from these accidents appear to be — 

1. The impropriety of running tender foremost, illustrated by the accident on 
, the Sheffield and Rotherham, and tbe North Union Railways. 

2. The danger of running trains without a sufficient number of breaks and 
breaksmen. 

3. The propriety of using buffer springs with all passengers* carriages, and of 
giving the sides of open carriages a sufficient height, illustrated by accidents on 
the Great Western Railway. 

4. The necessity for using extreme caution and restricting the speed to a very 
moderate limit for a considerable period after the first opening of a new line, illus- 
trated by the accident on the London and Brighton and Eastern Counties Railways. 

5. The necessity for extreme vigilance in watching the line when the weather 
has been more than usually unfavourable, and especidly in those places where a 
tendency to slip has been exhibited ; illustratea by the accidents on the Great 
Western Railway of the 24th December and 7th September, and by the accident 
on the London and Brighton Railway. 

6. The propriety of having fixed signals at stations, and tail lamps of tbe best 
construction, so situated as not to be liable to be accidentally obscured ; illustrated 
by the collisions on the Grand Junction, the North Union, and the Croydon 
Railways. 

7. The danger of level crossings, and the necessity of enforcing strictly the prac- 
tice of keeping the gates shut across the turnpike or highway ; illustrate by 
the accidents on the North Union, the Bristol and Exeter, and the Dundee and 
Arbroath Railways. 

Level cnrossings. In consequence of the occurrence of the two accidents at level crossings on the 
North Union and Bristol and Exeter Railways, the following circular letter was 
issued : — 

Railway Department, Board of Trade, Whitehall, 
Sir, 28th September, 1841. 

The recent accidents on the North Union and Bristol and Exeter Railways having 
shown that die preeautions necessary to insure safety at crossings of public roads on a level 
are not always adopted, the Lords of the Committee of Privy Council for Trade direct me to 
call the especial attention of the Directors of the 

Railway Company to the subject, and to request that returns may be furnished to the follow- 
ing questions : — 

1. How many turnpike roads and highways are crossed on a level by the 

railway? 

2. Are ffood and sufficient gates erected across each end of such turnpikes or highways at 
each of such crossings, in conformity with the 2 and 3 Victoria, cap. 45? 

3. Are gatekeepers stationed at each of such crossings, in conformity with the said Act? 

4. What wages do such gatekeepers receive ? — how many hours do they remain on duty ?— 
have they any other employment ? . 

5. Are positive instructions given to such gatekeepers to keep such gates constantly shr 
across the roads, unless when opened by die gatekeeper to allow carriages, &c., to cross 
railway? 

6. What other instructions are given to such gatekeepers? 

7. What instructions are given to engine drivers as to precautions to be observed y 
approaching crossings ? ^ 

I am. Sir, ' \^ 

Your obedient servant, "^ 

To the Secretary of G, R. Porter. ^ 

the Railway Company. 
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The returns to this circular are given in Appendix, p. 95 to 127. It appears 
from them that there are no fewer than 312 turnpike and public highway roads, 
crossed on a level by 53 different railways. In a great majority of cases proper 
gates had been erected and gatekeepers stationed, in compliance with the Act 2 
and 3 Vict. c. 45, and proper instructions issued with regard to keeping the gates 
shut across the road, unless when opened by the gatekeeper to allow carriages, &c. 
to pass the railway. In 42 cases gates have been erected or altered, and gateneepers 
stationed, in consequence of representations from this department j and it is believed 
that, with the exception of a few railways where horse-power only is used, or 
where the low rate of speed or other local circumstances render it unnecessary, the 
provisions of the Act in question are now generally complied with, and the public 
protected as far as possible against the danger which is always, to a certain extent, 
mcurred by crossings on a leveL Some difficulty has arisen in several cases in 
consequence of clauses in the Acts of various railway companies, obh'ging them 
under a penalty to keep the gates at level crossings closed across the railway^ 
instead of across the road, which latter method is evidently intended by the general 
Act, and is clearly the most safe. In. two instances upon the Hull and Selby, and 
Newcastle and Carlisle Railways, the lives of the gatekeepers fell a sacrifice to the 
former plan, which the directors considered themselves obliged to adopt, and a 
practical proof was given of the utter inutility of a gate closed across the railway, 
as a protection for persons who might happen to be crossing the rails upon the 
public road. Although there is little doubt that the General Highway Act would 
be held to supersede the provisions of preceding local Acts, and to justify railway com- 
panies in adopting the mode of closing the gates which experience has shown to be 
most conducive to safety, it wquld be desirable to set the point at rest by an enact- 
ment stating expressly that gates should be erected at every level crossing, and 
kept shut across each end of the road, unless otherwise ordered by the Board of 
Trade. 

It would be also very desirable that some power should exist to compel the par- 
ties interested to come to some arrangement for getting rid of level crossings by a 
bridge or tunnel, where experience has shovm that they occasion a considerable 
degree of risk to the public. The case of the level crossing over the Glasgow and 
Ayr Railway by a private coal rdlway in the town of Newton- Ayr, the details of 
which are riven in tne Appendix, p. 96, affords a proof of the necessity for such 
a power. Without imputing blame to either party for acting on the rights secured 
to them by Act of Parliament, it is evident that the public safety is seriously 
endangered by the continuance of the crossing, and that the efforts of the Board 
of Trade to brine about an arrangement for removing the danger have proved 
entirely ineffectual. 

The correspondence relative to a level crossing on the Croydon Railway affords 
another instance of an admitted source of danger to the public being continued, in 
consequence of the inability of the Railway Company and trustees of the road to 
come to an understanding for removing it. 

The correspondence with the Dundee and Arbroath Railway Company (Ap- 
pendix, p. 95*), relating to the accident by which a woman was killed at a crossing 
in the village of Westhaven, affords also a strong instance of the necessity of some 
supervising authority to compel the erection of bridges in cases where railways 
have been inadvertently allowed by Parliament to traverse the streets of villages, or 
other populous localities, on a level. 

The accident on the Brighton line, and the verdict of the jury at the coroner's Locomotive 
nquest condemning four-wheeled engines, having called attention to the comparative • npn«^ 
safety of four and six-wheeled engines, the following circular was issued by your 
Lordship's directions, with a view to obtaining authentic information as to the 
opinions actually held on the subject by those practically conversant with the 
management of railways. 

Railway Department, Board of Trade, 
Sir, Whitehall, October, 1841. 

The late accident on the London and Brighton Railway having suggested the import- 
ance of collecting information upon the respective merits of the different descriptions of loco- 
motive engines employed upon railways, I am directed by the Lords of the Committee of 
Privy Council for Trade to request the Directors of the * Railway 

Company to furnish them with returns to the following questions : — 

1. What number of engines are employed upon the Railway ? 

2. What is the construction of such eoeines, specifying the number of wheels, and their 
diameter, the weic;ht of the engine, the weight on the front wheels, the construction of the axles 
and bearings, and any other particulars bearing upon the question of safety ? 

b 
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3. What are the names of the makers of such engines? 

4. What description of engines have the Directors been led hy their eaqwrienoeito {u-efer, and 
for what reasons? 

5. Have the Directors been led by their eiqperience to consider any particular description of 
engine as peculiarly dangerous^ and if so, for what reasons ? 

6. Are extra engines ever employed upon the Railway in propelling 
trains? 

7. If so, is the extra engine applied in front of the engine, or behind ? 

8. Have the Directors been led by their experience to consider the use of an extra engine 
either in front or behind as an additional source of danger ? 

9. Are engines ever allowed to nm tender foremost upon the Railway f 

I am, &c.. 
The Secretary of the Railway Company. S. Laino. 

The returns to this circular, which comprise much valuable information^ will be 
found in Appendix No. VI. p. 189. The following table gives the result as regards 
the proportions in which four and six* wheeled engines are actually used, and the 
number of accidents attended with personal injury to the public which may l^ 
possibility have been partly occasion^ by the peculiar construction ol the engine. ^ 



Name of Railway. 



Namber 
of Six- 
wheeled 
EogiopB. 



Number 
of Four- 
wheeled 
Engines. 



Number of 
Miles of 
Railway 

open 
1st Jan., 

1841. 



No. of Accidents, attended with personal 
injory, from 1st Ang^ust, 1840, to 1st 
January, 1841, occasioned by Engines 
running off the Rails without meeting 
with any obstroction or ottier specifte 



Arbroath and Forfar • 
Birmingham and Derby 
Birmingham and Gloucester 
Bolton and Leigh . 
Brandling Junction • • 
Chester and Birkenhead 

Clarence 

Dublin and Kingstown • 
Dundee and Arbroath • 
Bastem Counties • • 
Sdinbuzgh and Glasgow 
Glasgow and Greent^ . 
Glasgow and Ayre • • 
Grand Junction • • • 
Great North of England 
Gteat VITcstem • . . 

Bristol and Exeter 

Cheltenham & Great Western 
Hull and Selby . . . 
Laaoaster and Preston . 
liverpool and Manchester 
London and Brighton • 
London and Birmingham 
London and Croydon • 
London and Greenwich . 
London and South Western 
Manchester and Birmingham 
Manchester, Bolton and Bury 
Manchester and Leeds • . 
Maryport and Carlisle . . 
Bfidland Counties . • . 
Newcastle and Carlisle • . 
Newcastle and North fields 
Northern and Eastern • . 
North Midland .... 

North Union 

Stockton and Darlington • 

Ulster* 

York and North Midland . 



Total 



5 

14 

26 

12 

10 

6 

9 

8 

6 

io 

12 
12 
67 
II 

86 

14 

34 
19 

8 

5 

44 

6 

34 
2 
2 

19 
6 
8 

40 
2 

33 
7 

29 



605 



6 
2 

15 

10 



6 
90 

4 

4 

10 

2 

• • 

35 

7 



15 
3 



2*24 



15 

38i 

55 

H 
25 

14* 

36 

6 

:^ 

22} 
40 
83} 
45 
118 
33 
18 
31 
20* 
31 
56 

5 
10 
50 

7 
57 
61 

7 
20i 
72\ 
22 
25 
20 
27 



Oneaecidflttt, 19th Aogost, I840--*4kiUad, 
6 injured. Snginaran off the lioe, spaed 
excessive. 



One aeddttit, 2d Octobv, 1841—4 kUled, 
2 injured. Foor-whecded engine ran off 
the Use, attributed to nmrnivt speed 
on a new line. 



One accident, 8th Nofember* 1840—8 in. 
jured. Foor>wheeled engine ran off; 
line in a bad state. 



Three 



hUledyU injured. 



From the returns made by the different Railway Companies, it will appear that 
a very general opinion is entertained that foor^wheeled engines nxe rather more 
unsteady and subject to oscillatory movements, and especially to vertical movements, 
which in extreme cases may lead to jumping off the rails, while on the other hand 
six-wheeled engines are thought to be less adapted for going round sharp curves ; 
and if constructed with outside bearings, which are generally used with this descrip- 
tion of engine^ to be more liable to fracture their axles than four-wheeled engines 
with inside bearings. A reference to the above table will show that experience 
does to a small extent bear out the opinion that four-wheeled engines are more 
liable to run off the rails, but, at the same time, it shows conclusively that no 
description of engine at present in use upon railways can be pronounced dangerous, 
not a single accident having occurred in the course of 17 months whidi can be 
attributed solely to the construction of the engine, and only three in which the 
construction of the engine can be thought to have contributed even remotely to the 
accident. 
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Tke feet that the two lulways, which, in proportkMi to tiieir amount of passenger- 
traffic, have been perhaps most free from serious accidents, viz., the London and 
Birmingham, and the Grand Junction, use in the one case four-wheeled and in the 
other six-wheeled engines exclusively^ appears quite sufficient to show that any 
attempt at legisktive interference to enforce the adoption of any peculiar construe* 
tion would be in the present state of experience upon the subject altogether 
misplaced. 

Another result, which appears from the returns in the Appendix is, that the 
practice of running tender foremost is universally pronounced to be dangerous, and 
that a very general opinion is expressed against pi'opelling trains by an engine from 
behind wher^ it can be avoided. These opinions are entirely conformable to the 
reconmiendations frequently made by the Inspector-General in his Reports, and 
urged by this Department, and it is believed that the practice of running tender 
foremost with passenger trains is now almost entirely discontinued, and that the 
practice of propelling passenger-trains from behind is rarely resorted to. 

Another opinion very generally expressed is, that in the case of heavy trains it is 
better to empl^ an extra engine a-head than lo multiply the chances of collision by 
dividing the train ; but as tms opinion may be fairly questioned, and it is certain 
that trains so heavy as to require the assistance of an extra engine are to a certain 
extent a source of additional danger, the Board of Trade has not thought it right 
to offer any general recommendation on the subject. 

In consequence of the alarming accident of the 24th December on the Great Third Class 
Western Railway, it has been thought right to institute several inquiries as to the Passengers, 
precautions taken to ensure the safety of third-class passengers, and generally as to 
the effect which the great extension of the railway system has had on the interests 
of the poorer classes. These inquiries are not yet brought to a conclusion^ but 
some important information has already been obtained. 

The following Circular letter on the subject was sent to the different Railway 



Railway Department, Board of Trade, Whitehall, 
Sir, 1st January, 1842. 

In consequence of the recent accident on the Great Western Railway, the Lords of the 
Committee of Privy Council for Trade have thought it their duty to ascertain whether proper 
precautions are taken to ensure the safety of the poorer class of passengers upon railways 
generally ; I am therefore directed by .their Lordships to request that the Directors of the 
Railway Company will furnish them with answers to the following 
questions :— 

Ist. By how many and what description of trains in the course of the 24 hours are third- 
class passengers tak«n ? 

2nd. At what hours do such trains start, at what speed do they travel, and how long do 
they take to perform the journey ? 

3rd. What is the construction of third-class carriages ? — Specifying — 

1st. Whether provided with springs and spring-buffers, the same as other passenger- 
carriages ? 

2nd, Whether closed, partly closed, or open ? 

3rd. Height of framing or panelling at ends and sides ? 

4th. Whether any partitions in the body of the carriage, and if so, their height and 
position? 

.5tb. How maay passengers eaeh carriage is constructed to carry ? 
6ih. Whether there are seats ft>r the pAsseiigen, and if «o, how arranged ? 
7th. Whether third-class or other passenger«earriages go with trains partly com- 
posed of li>gg«ge-wa£goos, are such carriages plaeed beifore or behind the Iiiggage- 
waggons, and is sudi position invariably preserved, or is it altered according to 
the weight of the train, and other circumstances ? 

I have, &c.. 
The Secretary of the Railway Company. S. Laino. 

The returns to this Circular are given in Appendix, No. VII. p. 226. 

The following table which is as complete as the imperfect nature of the traffic 
returns made to the Board of Trade will permit of, shows the extent and nature 
of the third-class passenger traffic throughout the kingdom : — 
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Tabls showing the Nature of the Third-class Traffic on the different Railways of the United lUi^om 



Name of Railway. 



No. of TrainH 

each way 

per <lay tor 

SrdClasn 

Passengers. 



Nature of Trains. 

Note. " Mixed " 

denotes, mixed 

with Passengers 

of 
other Classes. 



Average Fare of 

3rd Class 

Passengers per 

Mile, from half 

. yearly Returns to 

July, 1841. 



No. of 3rd Class 

Passengem carried 

ill 6 Moath«, 

from half-yearly 

Return to 

July, 1841. 



Average 

Distance 

each 

Travelled. 



Arbroath and Forfar • • • 
Birmingham and Derby . . 
— Gloucester 

Brandling Junction • • . 
Chester and Birkenhead 

Dublin aod Kingstown • • 

Dundee and Arbroath • • 

Eastern Counties . • • . 

Glasgow and Ayr • • • 

Grand Junction • • • • 

Great North of England . . 

Great Western • • • . 

Hull and Selby • • • • 

lAncaster and Preston • • 

Leeds and Selby • . . . 

Liverpool and Slanchester • 

London and Birmingham • 

London and Brighton • • 
— — — - Croydon • • 
— — .^— Greenwich • • 
■ South Western 
Manchester and Birmingham 
Manchester and Leeds • • 
Midland Counties ... 
Newcastle and Carlisle . . 
Newcastle and North Shields 
North Midland • . . • 
North Union • • • • • 
Northern and Eastern • . 
Preston and Wyre . . • 
Sheffield and Eotherham 
Ulster 



No 3 Class. 

8 

« • 

1 

12 

10 

2 

^o 3 Class. 

12 

6 

No 3 Class. 

2 

4 

12 



Mixed . • • 

Ditto . * . . 

2 juLssenger, 2 

luj^gagH. 

Mixed . - . • 

Ditto . . . 

Ditto • . . 
Ditto ... 

Ditto . . . 

Ditto • . . 

Ditto . • . 

Ditto . . . 

L"Kff»(f« • • 

Mixed • • . 

D'tto . . . 

Ditto . . • 

Ditto . . . 
With 3ra Class 
Passengers ouly< 

Mixed . . • 

Ditto . . • 

Ditto • . . 

Wgag« • • 

Ditto . . . 

Ditto . . • 

Ditto . . . 

Ditto . . . 

Ditto . . . 

Ditto • . . 

Ditto . . . 

Ditto • . • 

Ditto • . . 

Ditto • . . 



0-968 

1-25 

1-25 

1*06 

0-82 

!• 

1*074 

1*46 

0-9 

1-3 

1*33 

1M83 

0*96 

0-9 

1-5 

1-27 

1-5 



Lowest fare 2* 
103 
1-6 



2 
2 

1-37 
1« 
Lowest fore 1*5 
1-25 
1- 
Lowest-fare 1*62 

i'25 

1- 

0*75 



40,643 

32^011 

287,179 

100,233 

327,652 

86,505 

81,317 

141,549 

20,656 

12,620 
52,602 
31,852 
29,263 
172,920 
24,158 



18,937 
292,066 

14,751 
261,120 
321,981 

78,252 
102,886 
297,210 
228,552 



42,657 
175,128 
155,945 



12 
12 
'9 



20 
13J 

• • 

55J 



54 

5 

11 



16 

il 



It will be seen trom this table, that in a great majority of cases third-class passengers 
are conveyed by the same trains as other passengers. In fact, the Great Western 
and London and South Western Railways are the only lines upon which third-class 
passengers are conveyed exclusively by heavy luggage-trains, and the ^Directors of 
the latter railway have signified their intention oi discontinuing the practice imme- 
diately and providing accommodation for third-class passengers in the regular 
passenger trains. 

Upon the London and Birmingham Railway, third-class passengers are con- 
veyed by a special train along with cattle, horses, and empty return-waggons, but 
not with heavy luggage-waggons. 

Upon all other railways where third-class passengers are carried, they are taken 
by mixed trains along with other passengers, and are therefore exposed to no 
peculiar risk except such as may arise from the construction of the carriages in which 
they are placed. 

In all cases in which, from the returns made to this Department, the construction 
of third-class carriages appeared defective, letters have been written recommending 
the adoption of buffer-springs, and an increased height of outside panelling as sug- 
gested by the Inspector-General in his report on the accident on the Great Western 
Railway. The Great Western, London and Birmingham, South Western, and 
other Railway Companies, have at once acceded to their recommendations, and it is 
hoped, that in future, third-class carri^es will be constructed with as much regard 
to safety as those of any other class. 

From the returns made by the different railways, it appears that the following 
Companies are of opinion, that where luggage-waggons are sent along with pas 
senger-trains, the waggons should be placed next the engine : — 

Arbroath and Forfar. 

Birmingham and Derby, 

Birmingham and Gloucester. 

Brandling Junction. 

Edinburgh and Glasgow. 

St. Helen's and Runcorn Gap. 

Midland Counties. 

Newcastle and Carlisle. 

North Midland. 

Stockton and Darlington. 
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Tlie foUowing Railway Companies place the whole of the luggage-waggons 
behind: — 

Manchester, Bolton, and Bury. 
Bolton and Preston. 

Gr.eat Western, (until the late accident, since when the pas- 
senger-carriages have been placed in a central position). 

And the following place the luggage-waggons partly before and partly behind, 
or have no settled rule, and place them either before or behind : — 
Great North of England, (luggage seldom taken). 

London and South Western, (about to discontinue taking passengers with 
luggage-trains). 

Manchester and Leeds. 
Sheffield and Rotherham, (generally before). 

Upon the following railways, heavy luggage waggons are never sent with 
passenger-trains : — 

Glasgow and Ayr. 

Grand Junction. 

London and Birmingham. 

Liverpool and Manchester. 

Lancaster and Preston. 

North Union. 

Preston and Wyre. 

Sheffield and Manchester. 

Until all luggage- waggons intended to form part of passenger-trains are 
constructed with buffer springs, axles of the best material ; and in all respects as 
carefully as passenger-carriages, there can be no doubt that whether placed in 
the front or the rear of the train, they constitute an additional source of danger ; 
in the former case from the increased risk of collisions, and of a brea-k down from 
an axle giving way, or a part of the loading falling on the rails as in the case of 
the accident in August, 1840, on the Hull and Selby Railway ; in the latter from 
the disastrous consequences which ensue from a sudden stoppage in front of the 
train, with a great weight behind as in the case of the accident on the Great 
Western. 

The only effectual remedy appears to be that passengers should not be sent by 
very heavy luggage-trains, and that where waggons of any description form part 
of a passenger-train, they should be provided with buffer springs and have wheels 
and axles of the best construction. 

With regard to the extent of acc(Hnmodation afforded to the poorer classes by 
railways, it will be seen from the foregoing table that a large third-class 
traffic is carried on by most of the lines in the manufacturing districts of Yorkshire 
and Lancashire, in the coal districts of the North, and in Scotland. These lines 
are in a great measure dependent upon third-class passengers, who are conveyed 
by all or nearly all the trains at fares averaging from Id. to lid. per mile. 

The following information respecting the nature of the third-class traffic upon 
the Manchester and Leeds Railway, for which we are indebted to Captain Lawes, 
the manager of that line, will afford a fair exemplification of the effect of a railway 
in a densely-peopled manufacturing district. 

The Manchester and Leeds Railway passes through. or near 15 towns, between 
which there were formerly several carts, waggons, and vans passing every hour 
of the day and night, with manufacturing and market produce, of which the 
humbler classes could avail themselves at a trifling expence of money and a con- 
siderable sacrifice of time. These are now almost entirely swept away, and the 
market-people load one or more of the railway trucks among them, paying 3d, or 
. 4rf. per ton per mile for their goods, and in many instances less than Id. per mile 
for themselves. The effect has been to bring a supply of fruit, fish, and vegetables 
within the reach of those who could never obtain them formerly, and to afford very 
great advantages to the market-people and towns. 

In fine weather respectable tradespeople, clerks, &c., avail themselves of the 
third-class carriages to a considerable extent; but the great bulk of the half a 
million of third-dass passengers who are carried on this railway in the course of 
the year are strictly the workmg-classes, weavers, masons, brickkyers, carpenters, 
mecnanics, and labourers of every description, some of whom used formerly to 
travel by carts, but the greater number on foot. 
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The fare from Manchester to London by railway and steam-bouft vi4 Hull is 
14*. ; and many of the labouring classes avail themselves of this mode of conreymice, 
especially during summer. In one respect a remarkable use has bei&n made of the 
facilities afforded by railway communication. On the occasion of several strikes, 
when there was a press of work, bodies of workmen iiave been engaged in London 
and carried to Manchester, and vice versA. 

In the case of such a line as the Manchester and Leeds» there can be litde doubt 
that the railway has been a great advantage to the poorer classes ; and it may be 
expected that the interest of the Directors will always prove a sufficient inducement 
to make them afford every facility for the development of an extensive third-class 
traffic. But upon the long lines, which form the main lines of communication 
with the metropolis, and upon which there is a great through trajffiCf the case is 
very different, and the number of third^lass passengers is mcoosiderable. The 
whole number, for instance, of third-class passengers carried on the London and 
Birmingham and Grand Junction Railways, between London, Manchester, and 
Liverpool, is less than the number carried by the Arbroath and Forfar Railway, 
and not a seventh part of the number carried between Newcastle and North 
Shields. 

Upon these lines it may be questionable whether the interest of the proprietors 
will ever induce them to encourage the development of a large third-class traffic. 
It is satisfactory, however, to find that there is a growing disposition among 
railway companies, thus circumstanced, to afford the accommodation of at least one 
train a-day by which the poorer classes may be conveyed at reduced fares. We 
are informed that the result of the experiment of running a third-class train upon 
the London and Birmingham Railway has been very satisfetctory, the persons who 
baive availed themselves of it having been, with few exceptions^ of a class who could 
not have afforded to pay seoond-dass fares ; and it ts expected that the number of 
this class of paAsengers will greatly increase when the advantages to be derived 
from the great saving of time are more generally known. It is right, however, to 
observe that the advantage to the third-olass passengers, in point of time, is often 
not so great as might be anticipated where the links of eonununieation are formed 
by distinct lines. For instance, third^Iass passengers from London to Manchester 
or Liverpool are detained at Birmingham from three in the afterneon till six next 
morning. It would be very desirable if, in such cases, arrangements could be 
made for securing to the public the same advantages which they would have had if 
the whole line of railway communication had been one undertaking and under one 
nianagement. 

Opening of New Raiiwaye. 

The following railways have been opened, or partially opened, for public traffic 
since the passing of the Act for regulating railways, ailer having been inspected 
by order of the Board of Trade : — 



Date of 
Oiiening. 



Nsme of Railway. 



Piortion Opened. 



1840. 
OetoberSO • 
December 14 
,, 15 
„ 80 
1841. 
February 1 . 
If arch 1 • • 
April 21 . . 
May 31 . . 

* » • • 

June 80 . . 
ialy 17 . . 

- i2- • 

,, 30 . . 
•t9 . 
.17 . 
September 14 

October 4 • 
No^Fvlttber 11 

,, 28 
Cloeed ^g^Atu 
December 22 



Birmingfiam and Gtoucetter • • • 
Grvat Western .•••... 
Birmingham and Glouceiter . . . 
Haocheiter and Leeds • • • « . 

Bolton and Preston ...... 

If anchester and Leeds • . • • • 

TaffVale 

Great Western ..*...• 
Cbeltoriumi and Gteat Werteni . . 

Bristol and Exeter • 

Great Western 

Ulster ........•• 

London and Brighton • • . . . 
London and BleckwaH • . . « . 

Notthern and Saetem 

Birmingham and Gloucester . . . 
London and Bri^^hton • . • « « 
Stockton and Hartlepool . • . • 

Ulster 

Shetteld and Maocheeter » • . . 
Northern and Eastern • • • • • 
Gosport branch of the London and 

SenthWesteru 

Bolton and Picston • 

Total . . I 



Oheltenhnm to GkMoester^ ^ mile. 

17 miles. 

CamjphSU to Coftun, 8 miles ; oompletiog the Hue. 

9 J miles ; nngle line of rails. 

Summit tunnel, 1 mile 6 furloi^s ; con^leting the line. 

8 miles ; single line of rails. 

13^ miles. 

13^ milea. 

32l miles. 

12^ miles; completing the Kae. 

2f miles; single line. 

28| miles. 

dSOjrafde. 

7^ miles. 

Junction with London and Biiminghmn, 1} miles. 

13 mike; completing tbe line. 

13 miles. 

\2\ miles ; lingle ftie. 

7^ mike; single hae of raik. 

4 miles; stngle line. 

15 



2^miks; single line. 

179i"u^«f^<'O^B^« 
46 miles single rail 
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In addition to which^ the Edinburgh and Glasgow Railway, length 46 miles^ 
has been inspected, but found not ready for opening. 

The reports relative to the inspection of the first five of the above-mentioned 
Bnes y^mch were opened previously to Mareli> 1841, are printed in the returns to 
the House of CanMnonfi made last Sessbn. The re^rts <m the remaining lines 
are given in the Appendix to this report, No. V. p. 8. 

It will be seen from these reports that one line, the Gosport branch of the 
London apd South- Western Railway, was opened, notwithstanding a report from 
Sir F. Smith stating that, ovnng to the badness of the weather and the imperfect 
nature of some of the works, it would be more advisable to postpone the opening, 
and a recommendation from the Board of Trade to that effect ; and that in le^ 
than a week's time after the opening it was found necessary to close the line again. 
It will ako be sew that, in a great number of caaes, too early a period for opening 
has been £xed; and it has consequently been found necessary to postpone it from 
time to time, and finally to appoint a time for inapection before the line was 
thoroughly completed, and so near to the time of opening as to make it a matter 
of the greatest difficulty for the inspector to discharge his duty, and frequently to 
place the Board of Trade under the necessity of accepting a certificate from the 
engineer or Directors of the Company of the completion of works which ought to 
have been finished before the line was reported to be ready for inspection. 

In order to enable the Board of Trade to discharge the duty of ascertaining that 
no railway is opened until it is thoroughly completed, and in such a state as to 
warrant the belief that the public traffic may be conducted upon it with the ordi- 
nary decree of safety, it appears essential that some more definite power should be 
given, first, of requiring a sufficient period for inspection to elapse between the 
actual completion and the opening ; secondly, of postponing the opening in case the 
report.of the inspector should be unfavourable. 

Revision of Bye'Laws and Regulations. 

The subjoined report will afford the best explanation of the coui-se which has 
been pursued, and ol the principles upon which the Board of Trade has acted in the 
discharge of the duties imposed upon it by the Act for regulating railways : — 
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REPORT TO THE RIGHT HON. THE EARL OF RIPON ON THE 
BYE-LAW JURISDICTION OF THE BOARD OF TRADE. ' 



Existing powers of 
malcin^ bye-laws 
and regulations. 



Power to inflict 
penalties 



And to apprehend 
offenders. 



Bye-laws, how 
made. 

Regulations may 
be made by the 
Directors. 



Sanction of magis- 
trates required. 

Report of Com- 
jnittee. 



Xnd Seymour' § 
Act, 

Jurisdiction of 
Board of Trade. 



Railway Department, Board of Trade, 
My Lord, 10th November, 1841. 

A POWER of making bye-laws or regulations, and of imposing penalties for 
their enforcement, is invariably given to railway companies by their acts of incor- 
poration. The usual provisions are, 

1 . That the company shall have power to make " bye-laws, orders, and rules for 
the good government of the officers and servants of the commny, and for regulating 
the proceedings and reimbursing the expenses of the birectors, and for the 
management of the undertaking in all respects whatever." 

2. That the company shall have power to make *' regulations for regulating the 
travelling upon and use of the railway, and for, or relating to, travellers and 
carriages passing upon the railway, and the mode and means by which, and the 
speed at wnich such carriages shall be moved or propelled, and the times of their 
arrival and departure, and the loading or unloading thereof, and the weights which 
they shall carry, and the delivery of goods and other things which shall be con- 
veyed in or upon such carriages, and also for preventing the smoking of tobacco, 
and the commission of any other nuisance, in or upon any such carriages or in any 
of the stations of the company, and generally for regulating the passing upon, 
usingy or working the railway^ or in anywise relating thereto** 

In both cases the company is empowered to impose tines on non-observance of 
such bye-laws or regulations to an amount which varies from 40*. to 10/., but is 
generally fixed as " not exceeding 6/." In some cases it is provided that these 
penalties may be recovered summarily before two justices, and that offenders may 
be seized by officers of the company without a warrant, so that the power of 
imposing penalties involves a power of summary imprisonment. 

In the first of the clauses above referred to' it is usually provided that such bye- 
laws as therein mentioned shall be made at general or special general meetings ; 
but the latter power, viz., that of making regulations, is vested in the Directors, 
who are authorized to act in the name of the company. The distinction between 
** bye-laws " and ** regulations " has been generally overlooked, and the terms 
indiscriminately applied ; but it is evident, from the above clauses, that *' bye- 
laws " are, strictly speaking, ** rules for the internal management of the corporation, 
which can only be made or altered by a general meeting of its members," while 
*' regulations" are " rules to be observed by the public using the railway," which 
may be made or altered by the Directors. 

In most of the early Railway Acts the exercise of the extensive powers thus 
given to Directors was left in a great measure irresponsible, the only check being 
a clause which provides that the bye-laws and regulations shall contain nothing 
contrary to the provisions of the Act, or to the law of the land ; but in the more 
recent Acts it was generally provided that the bye-laws and regulations should be 
sanctioned by the magistrates at quarter sessions, or by the judges at assize. 

In 1839, the subject was investigated by the Select Committee of the House of 
Commons on railways, who^ reported *' that it would be far better for the sake of 
establishing as much as possible one uniform system, and for duly protecting the 
general liberty of the subject, that some supervising authority in the nature of a 
Board should be established, to which all bye-kws should be re%rred, and which 
might have the power of sanctioning all necessary regulations, and annulling such 
as were not justified by the peculiar circumstances of the case, or by the general 
interests of the community." 

This recommendation was carried into effect by Lord Seymour's Act, the 3 and 
4 Vict. c. 97, which vests a general supervision over railways in the Board of 
Trade. The 7th, 8th, 9th, and 10th sections of this Act enact, 

1. That copies of all existing '* bye-laws, orders, rules, or regulations, which 
impose penalties for their enforcement upon persons other than servants of the 
Company,** are to be laid before the Board of Trade within two calendar months 
after the passing of the Act, or to become void. 
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2. That no such bye-laws, &c., made after the passing of the Act are to be valid 
until two months after they have been laid before the Board of Trade, unless 
approved of by the Board before such period shall have elapsed. 

3. That the Board of Trade may at any time disallow any such bye-law, &c., 
either before or after it has come into operation. 

4. That all provisions of local Acts requiring bye-laws, &c., to be sanctioned by 
justices or any other authority, be repeal^. 

The first step taken by the Railway Department under this Act was to issue a Returns made lo 
circular, calling on all railway companies to make returns of their bye-laws and the Board of Trade, 
regulations. Thirty-four railway companies made returns of bye-laws and regula- 
tions, and 43 either made no return, or made a return that they had no bye-laws or 
regulations within the terms of the Act. The returns consist of regulations (there 
are, strictly speaking, no bye-laws requiring the sanction of a general meeting) 
relating to a great variety of matters, but reducible into two classes. 

L Regulations relating to matters of local detail, such as the local traffic of coal Local regulations, 
and goods-waggons upon the railway. 

2 Regulations of a public nature relating to passengers. The latter commonly Regulation! affect- 
provide that passengers must take out tickets berore taking their seats, and impose *"g P"»«'*g*'«* 
penalties on persons who fail to deliver up their tickets when required, or who ride 
in carriages of a higher class tban that lor which they have paid, or who proceed 
beyond the destination for which they have paid. They also very frequently impose 
penalties on smoking, intoxication, offensive conduct towards other passengers, 
obstructing the servants of the company in the discharge of their duty, and damaging 
or defacing the company's carriages. 

There is no reason to believe that the practical operation of these regulations is, 
generally speaking, oppressive, but many of them are objectionable in point of form, 
and there is an almost total want of uniformity among those of different railway 
companies. With regard to the first class of regulations, which are of a local Regulations of a 
nature, it would be obviously impossible to enforce any great degree of uniformity "* ^^* 
or legal accuracy ; and I would submit to your Lordship that, unless in cases of 
manifest illegality or insufficiency as regards the public safety, it will be sufficient 
to interfere when complaints are made by parties interested. 

The other class of regulations, however, which affect the public generally. Regulations of a 
appear to call for the exercise of the powers vested in this department in order to P^*® nature, 
introduce, as far as possible, a correct and uniform system. Hitherto no attempt No general reviiioa 
has been made at a general revision of the regulations submitted to the Board of ^** attempted. 
Trade, for several reasons, among which may be mentioned, 

L The necessity of acting with great caution where interests of such magnitude 
are involved. 

2. The more pressing importance of attending to questions connected with the 
pubKc safety occupying the whole time of the Railway Department. And, 

3. The difficulty that presented itself in the way of carrying into effect the 
recommendation of the committee as to establishing an uniform system, owing to 
more than half the railway companies in the kingdom having made no returns. 

The action of the Board of Trade has been, therefore, confined to a revision and 
provisional confirmation of such new i^egulations as were from time to time sub- 
mitted, with a request that they might be immndiately considered, in order to 
avoid the delay of two months, which would otherwise elapse before they acquired 
validity. 

Several sets of regulations have been thus confirmed, with such modifications as 
appeared indispensaole, but with no attempt to introduce any great degree of 
accuracy, until prepared to revise the regulations of all railway companies upon an 
uniform system. 

With a view to a more general revision, I now proceed to offer the following Suggestions with a 
suggestions for your Lordship's considertion : — reviiion.* ^"^^ 

The principal objects of the regulations affecting passengers are, 

1st. To enforce the ticket system, and to protect the company from fraud. 

2d. To enforce such discipline as is required for the comfort of the travellers, 
and the protection of the comjpany's servants in the discharge of their duty. 

The extent and nature of the passenger traffic upon railways make it indis- Ticket system, 
pensable, in order to check fraud on the part both of tne public and of their own 
servants, for companies to adopt the ticket system, which requires fares in all 
instances to be prepaid, and tickets given to the passengers, which are considered 
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I. Tieketf. 



II. Fraud. 



Prerention of 
fmoking^ &e. 



Defects of ezifltiiig 
regulatkms. 



!• Smokmg. 



as the sole vouchers for the payment of the fare, and are collected from the 
passengers hefore they leave the trains or stations. 

The only objection to this system is, tliat tickets are frequently lost on the 
journey, and thus passengers, who have bond fide paid their fare, are liable to be 
confounded with persons fraudulently attempting to evade payment* Some com- 
panies, the Grand Junction for instance, in order to sp^e the public this incon- 
venience, collect the tickets before the train starts, although by so doing they incur 
a certain risk of being defrauded by persons travelling beyond the destination for 
which they have paid their fare. By far the most usual practice, however, is to 
collect the tickets at the end of the journey, betbre the passengers leave the 
carriages. 

It appears to me that it would be improper, considering the magnitude of the 
interests at stake, to interfere with existing arrangements tor the sake of protecting 
a few persons, who, after all, have their own negligence to blame. 

I think, therefore, that the principle should be admitted that railway companies 
may require passengers to take out tickets, and may require such tickets to be pro- 
duced and given up on demand, or the fare to be paid. In no case, however, 
should the regulation be so worded as to confoun<l the mere inability to produce 
a ticket with frauds and to make it the subject of a penalty. The Board of 
Trade should also require, as a condition of allowing the regulation which requires 
payment of fare on non-production of ticket, that proper instructions should be 
issued to the servants of tne company, giving a discretionary power to some officer 
at each station to remit the payment of the mre, when satisfied that the ticket has 
really been lost, and making it imperative to investigate promptly every case where 
the ticket is said to have been lost ; and if the assertion proves to be true, to return 
the extra fare. The instructions should also state that the power of summary 
apprehension is to be exercised with great caution. 

If the principles above stated meet your Lordship's approval, I would suggest 
the following as standard regulations : — 

Proposed Standard Regulations. 

I. No passenger will be allowed to take his seat in or upon any of the Compaay'ff carriages, 
or to travel therein upon the said railway, without having first booked his place and paid his 
fare. 

Each passenger booking his place will be furnished with a ticket, which he is to show when 
required by the guard in charge of the train, and to deUver up before leaving the Company's 
premises, upon demand, to me guard, or other servant of the Company duly authorized to 
collect tickets. 

Each passenger not producing or delivering up his ticket as aforesaid, will be required to 
pay the fare from the place whence the train originally started* 

II. Every person attempting to defraud the Company, by riding in or upon any of the 
Company's carriages without having previouslv paid his fare, or by ridings in or upon a car- 
riage of a higher class than that for which be has booked his place, or by eontiauiag his 
journey in or upon any of the Company's carriages beyond the destination for whicli he has 
paid his fare, or by attempting in any other manner whatever to evade the payment of his fare, 
is hereby subjected to a penalty not exceeding forty shillings. 

As regards the prevention of smoking and other nuisances, and the maintenance 
of proper discipline, the chief points to be attended to are, that the regulations 
shoula be uniform, and not inconsistent with the provisions of Acts of Parliament. 

Those at present in force are frequently defective in one or more of the following 
respects: — 

1. Mixing up cases of miseoaduet by which danger is oeeusioned, wkh caoes 
which occasion only annoyaaee or inconvenience, the former being already provided 
for by Lord S^mour 's Aet. 

2. Imposing absolute penalties, instead of penalties which may be mitigated at 
the discretion of the justice who tries the case. 

3. Want of uniformity, the penalty in some cases attaching in the first instance, 
in others only upon persisting in the offence after warning to desist ; in some cases 
being a fine, in others expul^on from the company's prenuses. 

The following are suggested as standard regulations : — 

1. Smddng is strictly prohibited both in and upon the earriage and in the Company V 
stations. Every person smoking' in a earriage is hereby subjected to a penalty not exceeding 
40#., and f^erj person pevsbting in smoking in a camase or station, after bnng warned to 
desist, shaU, in Mdition to incurring a penalty not exceeding 40#., be immediately, or if travel- 
ing at the first opportinuty, removed from the Company's premises and forfeit ma fare* 
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2. Any person found on the Company's carriages or stations in a state of intoxication, or 
committing any nuisance, or otherwise wilfully interfering with the comfort of other pas- 
sengers; and any person obstructing any of the Company^s o£Scers in the discharge of their 
duty, is hereby subjected to a penalty not exceeding 40^., and shall immediately, or if travel- 
ing at the first opportunity, be removed from the Company's premises and forfeit his fare. 

Note. Persons wilfully obstructing the Company's o£Scers, in cases where personal safety 
is concerned, are liable, under the 3 and 4 Vict. c. 97, s. 16, to be apprehended and fined 
51., with two months' imprisonment in default of payment. 

3. Any person wilfully cutting the lining, removing, or defacing the number plates, break* 
ing the windows, or otherwise damaging any of the Company's carriages, is hereby subjected 
to a penalty not exceeding 5/., in addition to payment for the damage done. 

Several Railway Companies have regulations limiting their liability in regard to t^*"***^ 
passengers' luggage, the purport of such regulations generally being, that the '^^^^W?^ 
charge made for passengers does not extend to luggage^ and that the Company 
will not be answeroMefw luggage unless boohed amd paid for. 

Such a regulation may be reasonable vi^hen the practice of booking luggage is 
really carried out, and proper facilities are afforded to the public for complying 
with it. Railway Companies, like coach proprietors or other carriers, may refuse 
to take charge of luggage unless booked, or otherwise given over to their servants 
in conformity with the general rules which they have found it necessary to lay 
down for conducting their business. But the case is different when, as frequently 
happens, the regulation respecting booking is a dead letter, aud the general prac- 
tice is to take charge of passengers' luggage without requiring it to be booked. 
In this case the regulation in question is nothing but a notice, the legal effect of 
which is very doubtful, and which, if the Directors think it advisable to issue, 
they ou^ht to issue as a notice, and not in the form of a regulation requiring the 
approval of the Board of Trade. 

The Carriers' Act distinctly provides, that no general notice shall limit the lia- 
bility of conmion carriers with regard to objects other than those enumerated in 
the Act, and the proper rule appears to be, that although Railway Companies may 
refuse to take charge of passengers' luggage unless such reasonable regulations as 
they find it necessary to lay down are complied with, yet that if they do actually 
take charge of such luggage, they incur the ordinary common law liability of 
carriers, subject only to the limitations of the Carriers' Act. 

The same principles apply to regulations limiting the Company's liability as 
regards carriages and horses. This is sometimes done by refusing to carry car- 
riages or horses, unless the owner will sign a special agreement exempting the 
Company from all liability. 

This is clearly illegal as regards the general liability, Railway Companies 
being bound like other carriers by the common law to undertake the carriage of all 
articles offered to them unless there is some reasonable ground for refusal, and it 
is only allowable to the extent of guarding against any extraordinary risk arising 
from the nature or value of the object unless a proper insurance is paid. In tl^ 
ease of carriages, it is generally admitted that there is no ground for charging any 
insurance ; but in the case of horses, it appears fair that the Company should not be 
responsible for accidents arising from the viciousness or restiveness of the animal ; 
and that they should not be responsible for more than a fair average value, unless 
the horse has been entered as of extraordinary value and a reasonable insurance paid. 

Should your Lordship approve of the principles above stated, they may be applied 

Generally in all cases where bye-laws or regulations are referred to the Board of 
'rade for approval, and opportunities may be taken of suggesting the standard 
regulations lor coosideration with a view to the gradual introduction of an uxiiform 
code. 

I have, &C., 

S. Laing. 

The views stated in this Report having met with your Lordship's approval, have 
been acted on with regard to the revision of bye-laws and regulations, and the 
proposed standard regulations have been adopted by several Companies. On the 
whole, 17 sets of new regulations have been submitted to the Board of Trade for 
revision since the passing of Lord Seymour's Act, viz. : — 

1840. 
September 15th. Arbroath and Forfar. 
September 23rd. Birmingham and Gloucester. 
October 10th. Hartlepool. 

December 7th. Ardrossan. 

c2 
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1841. 

January 23rd. Garnkirk and Glasgow. 

February 1st. Birmingham and Derby. 

March 9th. Hull and Selby. 

April 3rd. Newcastle and Carlisle. 

June 17th. Northern and Eastern. 

July 16th. London and Brighton. 

October 30th. North Union. 

November 12th. Sheffield and Manchester. 

December 1 1th. North Midland. 

December 8th. Hartlepool. 

December 10th. Edinburgh and Glasgow. 

December 23rd. Birmingham and Gloucester. 

December 24th. Brandling Junction. 

The details relating to the revision of the first five of these sets of regulations are 
published in the Parliamentary Return of last Session ; those relating to the re- 
maining 12 are given in the Appendix, No. VIII. p. 244. 

It will be seen that the suggestions made by the Board of Trade have been uni- 
formly attended to, and that the proposed standard regulations have been already 
adopted by the following Companies : — 

North Midland. 
Edinburgh and Glasgow. 
Birmingham and Gloucester. 
Brandling Junction. 

Similar suggestions will be offered to other Railway Companies as opportunities 
arise, and there is every reason to believe that in a short time an uniform code upon 
all matters of regulation affecting the public at large will be generally adopted. 

In two instances, representations have been made to this Department, to the 
effect that railway companies were in the habit of enforcing an illegal regulation 
requiring parties who sent carriages or horses by the railway to sign a special 
agreement, exempting the Company from all liability for loss however occasioned. 
Jjetters were written to the Companies, pointing out the illegality of such a course, 
except so far as might be necessary to protect themselves against extraordinary 
risk arising from the nature or value of the object, and the result was, that the 
regulation as regards carriages was entirely withdrawn, and as regards horses, 
modified in conformity with the principles above stated. 

Enforcement of the Provisions of Railway Acts. 

The Board of Trade has been called upon in several cases to exert the powers 
vested in it by Lord Seymour's Act, in order to prevent alleged deviations on the 

}>art of Railway Companies from the provisions of their Acts and of the general 
aw, but hitherto it has not been found necessary to institute any prosecution for 
that purpose. 

The enforcement of the provisions of the Act 2 and 3 Vict. c. 45, relative to 
erecting gates and stationing gatekeepers at level crossings has been, as is already 
stated, generally complied with, and also of the provisions of different local Acts 
relative to fencing, and other measures for the protection of the public safety. 

The proceedings of the Railway Department in the case of Messrs. Pickford and 
Co., against the Grand Junction Railway Company, are fully stated in the Evi- 
dence before the Select Committee of the House of Commons of last Session. 

It only remains to add that the Board of Trade having been satisfied that one 
of the most material points, in respect of which their interference had been 
requested by Messrs. Fickford and Co., was the subject of litigation in an action 
then pending in a court of law, letters were written to the parties stating that 
under these circumstances no further steps would be taken at least for the present, 
since which period no application has been made to this department on the subject. 
See Mr. Johnstone's In April last an application was made to this department by Mr. G. W. John- 
Letter, Appendix, gtone, ot Glasgow, to interfere for the purpose of preventing the Glasgow and 
^* ^ • Greenock Railway Company from indirectly becoming steam-boat proprietors, for 

the purpose of forwarding passengers by the railway to Rothsay, Dunoon, and other 
places beyond Greenock, and acquiring a monopoly of the whole passenger traffic 
on the Clyde. 
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After a full consideration of the circumstances, it was determined that this was 
not a case on which the Board of Trade could interfere, on the following grounds, 
which may be stated as illustrative of the principles upon which their Loi-dships 
have acted in the exercise of the power of instituting prosecutions against railtvay 
companies, vested in them by Lord Seymour's Act, in cases where personal safety is 
not concerned. 

1. That this power, being of an extraordinary nature, is only to be exercised in 
cases where it is quite clear, 1st, that the conduct of the railway company is illegal ; 
2nd, that it is contrary to public policy, and injurious to public interests. 

2. That in the present case neither of these points was sufficiently established ; 
for although it is clearly illegal for- a company, incorporated for a specific purpose, 
such as making a railway^ to undertake a different and distinct branch of business, 
yet in the present instance it might be fairly a question whether the employing 
steam-boats to forward passengers from the terminus of the railway was not inci- 
dental to the main business and a public convenience ; and, at any fate, it did not 
appear that, whatever might be the ultimate object of the railway company, any 
loss was in the mean time sustained by the public, but rather that a certain class of 
passengers were conveyed part of the distance at lower fares than had been charged 
before the opening of the railway. 

The next appucation was from Mr. Grey, of Norton, near Stockton-on-Tees, 
complaining of the conduct of the Clarence Railway Company, in having illegally 
laid down a new branch across a public road under circumstances involving great 
danger. The Inspector-General was instructed to visit the line, and from his report, 
which with Mr. Grey's memorial and other documents relative to the affair, are 
given in Appendix, p. 286, it appeared that the branch line, of which Mr. Grey 
complained, was absolutely necessary, in order to conduct the traffic upon the rail- 
way in. safety, and that with certain precautions and alterations pointed out in the 
report, there was no reason to apprehend that the public safety would be endangered. 
Under these circumstances it was considered that although the right of the railway 
company to cross the highway might be doubtful, yet as the measure was on the 
whole conducive to the public safety, the Board of Trade should not interfere, on 
condition of receiving an assurance from the railway companies that the various 

?recautions specified in the Inspector-General's report should be complied with, 
'his assurance was given, and proper steps will be taken, to ascertain that it is 
duly fulfiUed. 

One case has occurred in which the Board of Trade has been called upon to 
exercise the jurisdiction vested in it by the 19th section of the Act for Regulating 
Railways, of determining disputes relative to the opening of branch communications 
with railways. It arose in consequence of a dispute between the Great North of 
England Railway and the proprietors of a warenouse and brick-yard adjacent to 
the line, who had enjoyed a right of communication by means of a short branch 
line with the main railway, which the extension of traffic consequent on opening the 
line from York to Darlington had rendered highly dangerous. 

It will be seen from the report and correspondence relative to the case. Appendix, 
p. 283, that an amicable arrangement was effected through the intervention of this 
Department, by which the danger to the public was entirely obviated, and the rights 
of the parties preserved. Such an arrangement, however, might not be practicable 
in all cases, and in the event of the right, generally secured to the proprietors of 
lands adjoining a railway, of laying down branch communications with the main 
line of rails, being frequently acted upon, the powers at present vested in the Board 
of Trade might prove insufficient. 

In concluding this review of the proceedings of the Railway Department during Further legislation, 
the past year, we think it right to advert to the points upon which further legisla- 
tion appears desirable. 

The recommendation of the Committee of the House of Commons of last session, 
that the supervision of the Board of Trade should for the present be exercised in 
the way of suggestion rather than that of ^o«7it;6 regulation, will probably be con- 
sidered conclusive, more especially as the experience of the past year has shown a 
progressive diminution in the number of railway accidents, and a general disposition 
on the part of railway companies to acquiesce in the suggestions offered by the 
Board of Trade. 

Under existing circumstances, therefore, it seems better that the Government 
should not at present ask for the power of enforcing regulations for the prevention 



Digitized by 



Google 



ail REPORT OF THE OFFICERS 

of accidents, and that such a power should not be resorted to hereafter unless expe- 
rience should clearly show the existence of general and culpable negligence and 
mismanagement under the present system. 

The same consideration may, perhaps, render it advisable to postpone for the 

S resent any attempt to introduce a system of examining and licensing the engine- 
rivers employed on railways. We have already stated that a remarkable mmi- 
nution has taken place in the number of accidents which may be attributed to the 
misconduct or unskilfulness of engine-drivers, and we may add that in the few 
instances which have occurred there has been no backwardness on the part of the 
railway companies to prosecute the offenders imder the provisions of Lord Sey- 
mour's Act. Under these circumstances it may, perhaps, be more prudent to wait 
for further experience before attempting to introduce any change in the system at 
present in operation, which would appear to foe on the whole not ill adapted for 
procuring a supply of efficient engine-drivers. 

With regard to the opening of new lines, however, the case is different, as here 
the immediate interest of the OonYpany always furnishes an inducement to open at 
the earliest possible moment ; and experience has shown that a large propoilion of 
the railway accidents which have occurred have been upon lines recently opened. 

We have already stated that the powers at present vested in the Board of Trade 
are inadequate for the purpose of insuring an efficient inspection before a line is 
permitted to open ; and we should recommend that the clauses of the Bill of last 
session, requiring a more definite notice of the completion of the line, and giving 
to the Board of Trade a positive power of postponing the opening in the event of 
an unfavourable report from the inspector, should be again brought forward. 

The necessity of some further power of obtaining from railway companies 
returns of accidents, and information bearing upon the question of safety, is also 
obvious, the only power at present enjoyed being that of ordering returns of acci- 
dents attended with personal injury, to be made within thirty days. 

It is evident that, in order to exercise an effective supervision, the Railway De- 
partment should have access to any description of information bearing upon the 
question of public safety. Accidents frequently occur where imminent danger is 
sustained by the passengers, and under circumstances calculated to throw much 
light on the sources of danger in railway travelling, of which no return is made to 
the Board of Trade, because it happens that no personal injury has been sustained. 
It is important that the Railway Department should be enabled to keep a record of 
all accidents, such as engines running off the line, axles breaking, &c., which tend to 
throw li^ht on the respective advantages of different methods of construction, and 
also of interruptions and irregularities in the traffic, which are a source both of 
danger and inconvenience to the public. 

With this view we should recommend the renewal of the clauses in the Bill of last 
session, which extend the powers of the Board of Trade, of requiring information 
bearing upon the question of the public safety. 

The Conmiittee of last session recommended that provision should be made for 
obliging the Directors of connecting lines of railways to come to an agreement 
upon the arrangements necessary for conducting the joint traffic with safety and 
convenience to the public, and to refer disputes between them to arbitration. This 
principle might properly be extended to several other cases in which rights have 
been secured to various parties by Railway Acts, which cannot be exercised without 
danj^er to the public. These rights are principally of three classes : — 

1. The right of crossing roads by railways on a level. 

2. The right of laying down branch communications opening into the main line 
of a railway. 

3. The right secured to parties, odier than the Railway Company, of entering 
upon the railway with locomotive engines. 

\^lth regard to level crossings, the cases of the Glasgow and Ayr, Dundee and 
Arbroath, and Croydon Railways, have been already mentioned, in which level 
crossings, which it would be extremely desii-able for the public safety to avoid, have 
been continued from the want of any controlhng power to compel the different 
pariies interested to come to an agreement. 

It is also obvious that the rights which have beeo universally guaranteed to the 
own rs of lands adjoining to railways, and to the pubUc, with their permission of 
la} nig down branch communications with the main line, and entering upon it with 
can ages and locomotive engines of their own^ could seldom be exercised without 
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extreme danger to the public using the railway. One case has been already men- 
tioned, that of the Great North of England Railway and Messrs. Gill and Brown, 
in which the former right was insisted on, under circumstances which, but for the 
amicable arrangement effected by the intervention of the Board of Trade, would 
have been attended with considerable danger. It might not be possible to effect 
. such an arrangement in all cases, and it would appear desirable that some more 
effectual provision should be made to insure the public safety. With this view 
we should recommend that in all cases where rights have been given with respect 
to level crossings, branch communications or locomotive engines, which cannot be 
exercised without decided danger to the public, the Board of Trade should have a 
power analogous to that recommended by the Committee in the case of connecting 
railways, of calling upon the parties interested to come to an agreement for 
obviating the danger, and to refer any disputes between them to arbitration. 

It would also be desirable to set at rest all doubts relative to the proper manner 
of shutting gates at level crossings, by a specific enactment, that such gates should 
be kept shut in the manner which experience has shown to be most conclusive to 
safety, viz. across the road, and not across the Railway, excepting in special cases 
where the Board of Trade may find it necessary for the public safety to make a 
different arrangement. 

It has been represented by several railway companies, that the clauses usually 
inserted in Railway Acts, imposing a penalty on persons omitting to shut and fasten 
private gates opening on the railway, are insufficient ; and as we have reason to 
believe tnat this statement is correct, and as it is very important for the public 
safety to prevent cattle and horses from straying upon the railway, we should 
recommend a clause obliging the occupiers of lands adjoining the railway to keep 
gates opening upon it locked. This clause might be properly accompanied by 
one making it imperative on railway companies to keep their lines properly fenced, 
instead of merely obliging them to erect such fences as the owners of adjoining 
lands may require, as is generally the case under existing Railway Acts. 

The occurrence of so many slips during the present winter upon lines which 
had been constructed for a considerable period, has shown that it would be desi- 
rable in several cases to give a greater width to embankments, and inclination to 
cuttings. A considerable obstacle is, however, presented to the adoption of these 
precautionary measures by the want of power to take the land requisite for the 
purpose. We would recommend, that in cases in which the Board of Trade shall 
certify that certain small portions of land adjoining a railway are required for the 
above purpose, the compulsory powers of taking land contained in the original Act, 
should, as regards such portions of land, be revived. We should also recommend 
that, with a view to the speedy repair of slips and failures in the works of rail- 
ways, railway companies should be allowed to enter upon and pass over adjoining 
lands for the purpose of repairing accidents, upon paying proper compensation to 
the owners of such lands for any damage done. 

We have the honour to be, 
&c. &c. 

G. R. PORTER. 
FREDERIC SMITH. 
S LAING. 
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APPENDIX^ 



L— RETURN OF ACCIDENTS. 



St. HELEN'S AND RUNCORN GAP RAILWAY. 



Appendix* 



I. 
Returns of 
Accidents. 



St. Helen's and Runcom-Gap Railway Company, 
Sir, St. Helen's, February 5th, 1841. 

Referring to the annexed accident, I beg to refer you to the substance of the st.Helen'«and 
evidence giren before the coroner. Runcorn Gap. 

I have, &c., 
G. R. Porter, Esq. F. W. James, jun. 

&c. &c. &c. 





Return of Accident occurring in the course 


ofthe public traffic 


'• 


Dale. 


Name of Person 
Injured. 


D^cription. 


Nature of Injury. 


Nature of Accident. 


Cause of Accident 


1841. 
Feb. 3. 


John Abbott. 


Fanner of Sutton. 


Compound fracture 
of leg and thigh. 


Run over by a train 
of waggons. 


His farm being inter- 
sected by the RaU- 
way, he was driving 
his cows across ibo 
road to water, when 
one ran along the 
line towards the com- 
ing ^*gROQS» he ran 
and endeavoured to 
drive her off and was 
run over. 



F. W. JAMES, Jun., Agent. 

At an Inquest held at the Royal Oak, Sutton, in the parish of Prescot, this 5th February, 
1841, before John Heyes, Esq. coroner, upon the body of John Abbott. 

William Edwards, labourer of Sankey Brook Colliery deposed, that he, in company with 
James Jackson, (in the same employ,) had been to the dock, and had arrived at the top of 
Sutton incline with a train of empty coal waggons, and two laden with copper ore, when the 
breaksman, Samuel Dannett, stopped the train till he had examined and applied the breaks, 
when the signal having been given that all was clear, all three began to descend the incline ; 
when within 150 yards of the road where Abbott's farm is intersected, he saw Abbott run- 
ning from the field after a cow which he was taking to water, but had taken up the incline; 
instead of across the road ; when the first waggon was within forty yards of the cow, he, the 
deceased, endeavoured to push her across the road, but whether he slipped in the snow or was 
knocked down by the waggon, I do not know ; Dannett immediately exclaimed, '^ There is a 
man killed,'* and as soon as he was able stopp^ the train, when we returned in company and 
found the deceased lying between the western line of rails, he died before we could convey 
him home. 

James Jackson corroborated the foregoing statement. 

Samuel Dannett deposed that he had been employed as breaksman by the St. Helen's and 
Runcorn Gap Railway Company near three years, and that when the train arrived at the top 
of the incline he had examined the breaks, and finding three waggons with breaks that he con- 
sidered inefficient, he applied ''scotches" to prevent the wheels of those waggons from revolv- 
ing, and that the speed of the train was not more than two miles per hour when he first saw 
the deceased, but, that from the short distance there was between the deceased and the first 
waggon, he could not have stopped the train in time to prevent the accident if he had been so 
inclined ; the deceased being in the habit of crossing several times a day he was under no 
apprehension except for the cow ; he further corroborated the evidence given by W. Edwards, 
and Jackson. 

Hannah Gerrard deposed to the deceased leaving the house for the purpose of watering the 
cows, and to his being brought in dead in less than a quarter of an hour. 

Further evidence was teiklered, but the jury were unanimously of opinion it was uncalled 
for, and a verdict of accidental death recoitled, with a deodand of five shillings upon the 
waggons. 
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Appendix. 

Retnms of 
Accidents. 

Clarence. 



London and 
South Western. 



REPORTS to the COMMITTEE of PRIVY COUNCIL, 

CLARENCE RAILWAY. 

Return of Accident occurring in the course of the public traffic. 



Date. 


Name of Person 
Injured. 


Description. 


Nature of Injury. 


Cauie of Accident. 


1841. 
Feb. 6. 


Thomas Goundrey. 


Coal Teamer. 


Broken Leg. 


Jumping off the coach without 
the engine being stopped. 



Clarence Railway Office, Stockton, 
February 9, 1841. 



GEORGE CHILD, Superintendent. 



LONDON AND SOUTH WESTERN RAILWAY. 



Sir, 



Nine Elms Station, February 13th, 1841. 

I AM sorry to have to state that a collision took place on Sunday evening last on our 
railway, at Kingston, between the train leaving Woking at six o'clock and some empty waggons. 
It was unattended with personal injury, so far as we are inforifted, and it therefore appeared to 
me not to be a case calling for a return to the Lords of the Committee of Privy Council for 
Trade. As, however, it is evident that a greater scope of information is sought for hereafter 
than is at present demanded, and as we wished to err, if at all, on the right side, I did myself 
the honour of calling on Sir Frederick Smith, to communicate with, and consult him on the 
subject ; Mr. Laing was also present ; and these gentlemen confirmed the opinion which I 
already entertained, that no report was required. ITiey, however, expressed an opinion that 
you would like to be informed of the occurrence, and of the mode in which those whose 
culpable negligence occasioned the accident were dealt with by the directors : I beg therefore 
to state, that at their meeting yesterday the station clerk, one of the policemen, and the porter, 
were each discharged, and that the Company's solicitor received instructions to cause them to 
be summoned before the magistrates, in order to institute a prosecution. 

I have, &c. 



G. R. Porter, Esq. 
&c. &c. &c. 



A. Martin, 
Resident Engineer and Superintendent. 



GRAND JUNCTION RAILWAY. 

Return of Accident occurring in the course of the public traffic. 



Date. 



Name of Person 
Injured. 



Description. 



Nature of 

Injury. 



Nature of Accident. 



Cause of Accident. 



Remark s. 



1841. 

11th Feb. 

At 4h. 40m. 

A.M. 



James Neister. 



A man in charge 
of pigs. 



Internal. 



Thrown out of 
wafi^gon that 
broken. 



a 
was 



A train with pigs 
ran against a goods 
train thatwas stand* 
ing on the line at 
the Whitmore First 
Class Station. 



From the state of the rails, 
which were coated with ice, 
the engineman of the second, 
or following train, did not 
stop in sufficient time to pre- 
vent the collision. He had 
shut off his steam earlier than 
usual, and, as he thought, 
soon enough iat stopping at 
the station to take in water 
_ _ A Coroner's Inquest was held on the 12th (yesterday), which I attended j 

and every Bian in any way connected with either train, or with the station, was produced, as also the Superintendent of the Locomotive 
Department, to show the condition of the engines, dec, and several other persons unconnected with the Company. After an inquiry of 
nearly six hours, the Jury returned a verdict of *' Accidental Death, with a deodand of one shilling on the engine." Both Corouer and 
Jun expressed themselves perfectly satufied that the accident was *' purely accidental." I may add that the state 0i\the rails on the night 
and morning in question was (from ice) really altogether unprecedented ; in proof of which I may also state that thd Mail Train hence at 
7 p.K. on the 10th was three hours in traversing the first twenty miles, and did not arrive in Birmmgham till 5 o'clock in the morningy 
being 5^ hours after time. V 

£. J. CLEATHER, Superintendent an^ Secretary. 



and coke as usual, the breaks oeing at the same 



time applied. 



Great Western. 



GREAT WESTERN RAILWAY. 



Sir, 



(Extract.) 

Princes Street, Bank, 15th February, 184i 
My absence during last week prevented my sending in a return to you of 
breakage of a wheel on a second class carriage in one of the trains. A piece of the iron str 
one of Uie passengers, but the injury was not serious. His name is William Sweetman, ai^ 
he proceeded on his journey by a subsequent train on the same day — the 9th instant. 

The carriage, being on six wheels, was not thrown off the rails ; and the train, after a shor 
detention, proceeded to its destination* I have, &c 

G. R, Porter, Esq., Charlbs A. Saunders, Secretary. 

&c. &c &c. 
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and RETURNS of ACaOENTS on RAILWAYS. 3 

ARBROATH AND FORFAR RAILWAY. 

Arbroath and Forfar Railway Office, Arbroath. 
Sir, Monday, 15th February, 1841. 

I BEG to enclose a return of an accident which occurred upon this line on Friday 
last. The cause thai led to the accident, and where the blame rests, are now under strict in- 
vestigation by the judicial authorities, as well as by the directors ; and I have not, therefore, 
been able to make the return complete on that head. 

I am happy to say, that, from me Medical Report received to-day, the two engine drivers, 
who were the persons most hurt, are considered to be going on favourably. 

I am, &c. 
G. R. Porter, Esq. John Macdonaid, Secretary. 

&c. &c. &c. 



Appendix. 

IT 
Hetums of 
Accidents. 

Arbroath and 
Forfar, 





Return of Accident occurring in the course of the Public Traffic. 




Date. 


Names of Penons 
Injured. 


Description, 


Nature of 
Injury. 


Nature of Accident 


Cause of Accident. 


1841. 
Feb. 12. 


William Barrie. 
John Adamson. 

George Porter. 
Robert M'Goire. 

D. Campbell. 


£ng^ne-dri?er, — ser^ 
vant of the Com- 
pany. 

Engine^river, — ser- 
vant of the Com- 
pany. 

Trainman, — servant 
of the Company. 

Labourer, — servant 
of Jas. Robertsoui 
road contractor. 

Passengen^Go- 
vemor of Dundee 
Prison. 


Scalded, and sus- 
tained a severe 
stroke on the back. 

One of his legs 
broken in two 
places, and both 
his hands severely 
burnt. 

Very slightly cut 
about the head. 

Collar-bone broken. 

Slight fracture of 
the knee-pan of his 
left leg, and a slight 
cut on the forehead. 


A collision between 
the up passenger- 
train, which left Ar- 
broath at half-past 
eight o'clock, a.m., 
and a ballast-train 
coming downwards. 
The collision took 
place after passing 
Clocksbriggs Station, 
and near to Forfar. 


The cause of the ac- 
cident is still under 
strict investigation 
by the Directors, 
and also by the 
Sheriff of the Coun- 
ty of Forfar. 



Rtmarlu— Sunday intervening interrupted the inquiry. 

Arbroath and For£sr Railway Office, JOHN MACDONALD, Secretary. 

Arbroath, 15th February, 1841. 



GLASGOW AND AYR RAILWAY. 

Report of an Accident on the 22nd of February. 



Glasgow and Ayr. 



Date. 


Name of Person 
Injured. 


Description. 


Nature of Injury. 


Cause of Accident. 


Remarks. 


1841. 
Feb. 22. 


Robert Baxter. 


Second Guard of 
Luggag* Train. 


Severely bruised. 


Having improperly 
gone between the 
buffers of two trucks 
when backing, the 
train was stamJing at 
the time. 


Likely to recover* 



J. H. HUMFREY, Secretary. 



BRANDLING JUNCTION RAILWAY. 
Return of an Accident, attended with loss of life, on the 25th of February, 184L 



;Date- 


Name of Person 
injured. 


Description. 


Nature of 
Injury. 


Nature of 
Accident. 


Cause of Accident. 


Remarks. 


1841. 
Feb. 25. 


William Taylor. 


Passenger. 


Fracture of the 
skull> from 
which imme- 
diate death 
ensued. 


A fall from the 
step of one of 
the carriages. 


The sufferer having impru- 
dently left the carriage in 
which he had been seated, 
and having attempted to 
pass from one carriage to 
another. 


Nothing occurred to the train, which 
was proceeding at its iisual rate of 
about 20 miles an hour. A Coroner's 
Inquest has this day been held upon 
the body, and a verdict of acci- 
dental death returned, with a deodand 
of b9. upon the engine and carriages. 



The evidence given on tbe Coroner's Inquest went to show that the deceased had been much affected on hearing 'of the death of his father 
and that a great change in hit demeanour had been observed for the last three or four days. 

ROBERT W. BRANDLING, Managing Director. 

B 2 
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REPORTS to the COMMITTEE of PRIVY COUNCIL, 



Appendix. 

Returns of 
Accidents. 

Great Western. 



GREAT WESTERN RAILWAY. 

Sir, Princes Street, Bank, 27th February, 1841. 

I regret to inform you that a man (whose name is unknown), apparently about sixty 
years of age, having with him a basket of apples and nuts, from which it is inferred that he 
was engaged in seUing fruit, suddenly crossed the line of railway, when the engine with the 
4. 30. up-traiu was passing last evening, and was knocked down, having been struck on 
the temple by the off buffer of the engine. I have reason to believe that the engine driver used 
every exertion which was in his power to prevent this accident, as soon as he saw the man to be 
crossing the Une ; but the whole transaction was so instantaneous, that he could not even check 
the speed of the engine in time. 

The train was, of course, stopped, and the unfortunate man brought to Reading. The only 
mark being on his temple, the surgeon who examined him, reports that instantaneous death 
must have taken place from the nature and violence of that blow. 

I have, &c.. 



G. R, Porter, Esq., 
&c. &c. &c. 



Charles A. Saunders, Secretary. 



St. Helen's and 
Runcorn Grap. 



ST. HELEN'S AND RUNCORN GAP RAILWAY. 
Return of Accident occurring in the course of the public traffic. 



Date. 


Name of Person 
Injured. 


[Detcription. 


Nature of 
Injury. 


Nature of 
Accident. 


Cause of 
Accident. 


Remarks. 


1841. 
Feb. 24. 


John Deakan. 


Jloy 9 years of 
age. Resident 
at Widnes 
Dock, in the 
parish of Pres- 
cot. 


Compound frac- 
ture of the left 
thigh and arm, 
and se? ere in. 
jury in the ab- 
domen. 


Run over by 
coal wa^^ns. 


Attempting to 
run between 
the horse and 
the waggons. 


This boy is the son of a 
Flatman, whose vessel 
loads in Widnes Dock, 
and was returning from 
school, and attempted to 
run between the waggons 
and the horse, although 
cautioned by the driver 
to keep away. 



F. W. JAMBS, Jim., Secretary. 



Great Western. 



GREAT WESTERN RAILWAY. . 

Sir, Princes Street, Bank, 3rd March, 184L 

I have to acquaint you, in compliance with the orders of the Lords of the Committee 
appointed for Trade, that a policeman on the line, named George Thatcham, was found on the 
morning of the 1st instant, to have been run over and killecIC by one of the night trains in 
Basildon Wood cutting, where he was placed to watch the railway. 

It does not appear that the engine-driver, or any person with either of the night trains was 
aware of the circumstance, and it is entirely left to conjecture the cause of accident, or the 
mode in which it occurred. 

A Coroner's Inquest sat upon the body, and returned a verdict of accidental death, with 
the declaration that no blame was imputable to the Company. 

I have, &c., 

G. R Porter, Esq., Charles A. Saunders, Secretary. 

&c. &c. &c. 



Digitized by 



Google 



and RETURNS of ACCIDENTS on RAILWAYS. 

MANCHESTER AND LEEDS RAILWAY. 
Rkturn of Accident occurring in the course of the public traffic. 



Date. 


Name of Pertoa 
iDJured. 


Description. 


Nature of Injury. 


Nature of Accident. 


Cause of Accident. 


1841 
Mar. 2nd 


John Braiin 


Passenj^r and a pri- 
•ooer, being on hia 
way to Wakefield. 


Broken leg and other- 
wise injured. 


By leaping out of the 
carriage intending to 
escape from the con- 
stable. 


See pre? ious answer. 



Appendix. 



Returnt of 
Accidents. 

Manchester and 
Leeds. 



WILUAM ROBINSON. 



GLASGOW AND AYR RAILWAY. 
Return of an Accident, attended with loss of life, on the 3rd of March. 



Glasgow and Ayr. 



Date. 


Name of Person 
Injured. 


Description. 


Nature of Injury. 


Nature of Accident 


Remarks. 


1841 
March 3. 


John Da?ies. 


In the employment 
of a contractor. 


KUled on the spot. 


Lost his hold in at- 
tempting to unlock 
six waggons, and 
the whole six went 
over him. 


This man was going 
with a coal train at 
night, and lost his life 
by want of caution 
alone. 



J. H. UUMFKEY, SecreUry. 



SLAMANNAN RAILWAY. 



Return of Accident occurring in the course of the completion of the Work. 



1841 
March 1. 



Name of Person 
Injured. 



Patrick McAnalty 



DeseriptioB. 



Employed by one of 
the contractors, in 
completing a por^ 
tionofthe railway, 
as a Breaksman. 



Nature of Injttiy. 



Injured by being 
crushed between 
two wa^^gont, and 
died m conse- 
quence. 



Remarks. 



There is a portion of the railway still unfinished 
from which place the excavated earth is con- 
Teyed down an inclined plane, of 1 in 100, 
by giavity, and the deceased was employed 
tr. check the speed, as occasion required, by 
means of the breaks. In this instance he 
was standing behind the first waggon in the 
train, from the top of which a stone, or lump 
of earth, fell upon the rail, throwing tb^ 
waggon off' the way and causing it to stop 
suddenly, and the others behind coming clo»e 
up, jammed the deceased in such a manner 
as caused death in a short time thereafter. 



March 4, 1841. 



BALLOCHNEY RAILWAY. 

Return of Accident 



Slamannan: 



Date. 


Name of Person 
Injured. 


Description. 


Nature of Injury. 


Nature of Accident. 


Cause of Accident. 


Remarks. 


1841. 
March 3. 


James Crawford 


The man was a 

waggoner employ- 
ed m driving bal- 
last along the Bal- 
lochney Railway 
for the Slamannan 
Railway Company. 


Instant death. 


Two loaded wa^ 
gons went over his 
body.. 


He was standing upon 
the waggons drivin|^ 
his horse, when it 
is supposed he had 
either takensome sort 
of fit, or had slipped 
or fallen from nia 
post before the wag- 
gons. . 


James Crawford's bro- 
ther, who is owner of 
the horse, and whose 
servant the man was, 
was upon the waggons 
at the time of the ac- 
cident; but could not 
account for the cause 
of the accident; 



WILLIAM DAVIES. 
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REPORTS to the COMMITTEE of PWVY COUNCIL, 



Appendix. 

Returns of 
Accidents, 

Eastern Counties. 



EASTERN COUNTIES RAILWAY. 

Return of Accident on the Works. 



Date. 



1841. 
Feb. 6. 



Name of Penon 
Injured. 



Samuel Long. 



Description. 



Contractor's la- 
bourer. 



Nature of In- 
jury. 



Cut and bruise 
on the band. 



Nature of Acci- 
dent. 



Slipping of tbe 
tackle of tcaf- 
folding! used 
in tbe erection 
of a temporary 
bridge near 
Button. 



Cause of Acci- 
dent. 



Thetimberfall- 

imt upon his 

ngbt hand. 



fiemarks. 



The accident on its hafi- 
pening was considered so 
trivialby the contractor, 
that no report was made 
of it to any of the Com- 
pany's officers, it subie- 
quently became neces- 
sary to amputate tlie 
little finger, and the man 
has since died in the 
London Hospital, where 
he was taken. Tlie first 
intimation the officers 
received of the accident 
was on the 1 5th instant. 
The result of the Coro- 
ner's Inquest will be re- 
ported as soon as known. 



Eastern Counties Railway Office, High Street, Bhoreditch, 
16th March, 1841. 



ANTH. BULKKLEY, Secretary. 



Northern and 
Eastern. 



NORTHERN AND EASTERN RAILWAY. 

Return of Accident occurring in the course of the public traffic. 



Date. 


Name of Person 
Injured. 


Description. 


Nature of 
Injury. 


Nature of Accident. 


Cause of Acci- 
dent. 


Remarks. 


1841. 
March 9. 


John Webb. 


Plate-layer. 


Toes injured and 
ribs fractured. 


Standing on the railway, 
and driven off by the 
baffer of the engine. 
The engine-man whis- 
tled ; but the man was 
deaf. This was un- 
known to the contractor. 


Inattention ;to 
the .whistle of 
the engine- 
man. 


The man taken 
to London Hos- 
pital, and ap- 
pear! to be gra- 
dually recover- 
ing. 



Wm. bourne, Secretary. 



Newcaslle and 
North Shields. 



NEWCASTLE AND NORTH SHIELDS RAILWAY. 
Rbturn of Accident occurring in the course of the public traffic. 



Date. 



1841. 
Mar. 13. 



Name of Person 
Injured. 



William LiddeU 



Description. 



Passenger. 



Nature of In- 
jury. 



Fracture of leg 
and dislocation 
of shoulder. 



Nature of Ace 
deot. 



Leaping from 
the carriage 
before being 
brought up at 
the station at 
Howden. 



Cause of Acci- 
dent. 



Intoxication of 
the injured 
party. 



Remarks. 



This is the first accident 
which has happened to 
any passenger since the 
railway was opened. 
There seems no blame 
attributed to any servant 
of the Company. The 
party appears to have 
escaj>ed the observation 
of the' clerk at the sta- 
tion, in passing to the 
train, although much in- 
toxicated, and persisted 
in leaping out before it 
stopped ; the other pas- 
sengers sitting near at- 
tempted to prevent him, 
but could not. 



March 1, 1841. 



WILLIAM SOBAN, Cierk to the Company. 
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STOCKTON AND DARLINGTON RAILWAY. 

Return of an Accident, March 16, 1841 \ 



Name. 



JohnOarbutt 



Injurj, &c. 



Hand injured^ 
and afterward! 
ampntatcd. 



Particulars. 



On March 16th, 1841, at 9 o'clock p.k., John Garbutt, of Mandate, near Stockton, 
was discovered laying in a state of extreme intoxication upon the line in Stockton Cut. 
Some wageons had passed over his rig4it hand, which had to be amputated. 

Henry Glanders observed him laying Between the roils ; called for assistance, and 
conveyed him to his fathei^s house. The young man can give no account of the 
circumstances. 

Henry Joicey, engineman, was coming up with his engine ; saw a horse with a saddle 
on, which ran in front of the engine. Henry Joicey saw nothing of the owner. The 
horse is since proved to be the one upon which Garbutt had been riding. 

The Superintendent of Police reports the young man is doing well. 



Darlington, March 19, 1841. 



Signed, by order of the Committee of Management, 

SAMUEL BARNARD, Secretary. 



Appendix. 

I. 

Returns of 
Accidents. 

Stockton and 
Darlington. 



BIRMINGHAM AND GLOUCESTER RAILWAY. 

Return of Accident occurring in the course of the public traffic. 



Da«e. 


Name of Person In- 
jured. 


Description. 


Nature of Injury. 


Nature of Accident 


Cause of Accident. 


1841. 
March 9. 


James Howell. 


Labourer, servant of 
the company. 


Violent bruise on the 
side. 


The buffer of a loco- 
motive engine 
struck the deceased 
on the side. 


A hammer being left 
on the line, which the 
deceased endeavour- 
ed to remove before 
the train reached it. 



The above James Howell was conveyed to the Worcester Infirmary immediately after the accident, where every 
surgical assistance was afforded him, but he died the same evening. A Coroner's Inquest was held the following morn- 
ing, when a verdict of accidental death was returned, with a deodand of 5«. on the engine. 

WILLIAM BURGESS, Secretary. 



MONKLAND AND KIRKINTILLOCH RAILWAY. 
Return of Accident occurring in the course of the puhlic traffic. 



Date. 



184L 
Mar. 20. 



Name of Person 
Injured. 



John Wilson. 



Detcriptioo. 



Dragsman to one 
of the engines 
belonging to the 
MonUand and 
Kirkintilloch Rail 
way Company. 



Nature of Injuiy. 



The right hand 
severely bruised, 
bat no 
broken. 



Natoreof Aecident. 



The hand jammed 
betwixt the wag- 
gons loaded with 
coaL 



Canae of Accident 



The loaded train of wag- 
gons attached to the on- 
line, while being put back 
into a lay, to b^ attached 
to several other loaded 
waggons coming together, 
the said John Wilson hav- 
ing incautiously put his 
hand on one of the trams 
of the said waggon, while 
coupling them together. 



Birmingham and 
Gloucester. 



Monkland and 
Kirkintilloch. 



Remarks. 



Immediately after receiving 
the injury, the said John 
Wilson went to a surgeon 
and had his hand examined, 
the surgeon gate it as hrs 
opinion that there wti e no 
hones broken. 

The said John Wilson resides 
at Commonhead, parish of 
New Monkland. 



GEORGE LISH, Superintendant, 

Monkland and Kirkintilloch Railway. 



GRAND JUNCTION RAILWAY. 



Grand Junction* 





Rbturn of Acdd 


ent occurring in the course of the puUic traffic. 


Date. 


Name of Per- 
son Injured. 


Deacription. 


Nature of 
Injury. 


Nature of 
Accident. 


Cause of Acci- 
dent. 


Remarks. 


1841. 
Mar. 23. 


William Heorv 
Box. 


Servant of the 
Company; 
guard of pai- 
sengen^ trains. 


Broken arm. 


A faU from 
the roof of 
acoach. 


Foot slipped 
whilst strap- 
the sheet upon 
the luggage. 


The surgeon in attendance 
upon the suflferer reports 
that amputation will pro- 
bably be necessary. 



S. J. CLEATHERy Manager and Secretaiy. 
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I. 

Returns oi 
Accidents 

Liverpool and 
Manchestei. 



.Maryport and 
Carlisle. 



REPORTS to the COMMITTEE o/PRIVY COUNCIL, 
LIVERPOOL AND MANCHESTER RAILWAY. 







Return of Accident 


occurring in the course of the public traflSc. 


Date. 


Name of 
Perwn 
Injured. 




Nature of 
Injury, 


Nature of Accident. 


Cause of Accident 


Remarks. 


1841. 
March 20 


J. Thelwell 


Night 
Watchman. 


KUled. 


Run over by Grand 
Junction mail-train 
from Liverpool, 
about half-pitst 7, 
P.M., about 12 miles 
from LiverpooL 


Nothing known beyond 
the fokct of the man 
having been found 
lifeless by Henry 
Tarbuck, another 
watchman, almost im- 
mediately after the 
passing of the mail* 
train. 


It seems probable ThelweU 
was coming to his post as 
night-watchman in that 
neighbourhood, and that he 
was not aware that a train 
was veryoear him. The 
circumstances of the acd- 

before a Coroner's Jury, 
whose verdict is "Acci- 
dental death.*' 



Liverpool, 25th March, 1841. 



H. BOOTH. 



MARYPORT AND CARLISLE RAILWAY. 



Sir, 



Maryport, 26th March, 1841. 

On Saturday the 20th instant a stonemason of the name of Joseph Smith, on the train 
passing the quarry where he had been workin^r, got upon the last truck, whilst the train was 
proceeding at the rate of ten miles per hour. He was sitting with his legs over the side of the 
truck, and on the train slackening speed he fell therefrom, and fractured his arm so severely 
that it was found necessary to amputate it : he is now doing well. The cause of the accident 
is to be attributed entirely to the man's own imprudence. I am, &c. 

G. R. Porter, Esq. William Mitchell, Secretary. 

&c. &c. &c. 



Manchenter and 
Leeds. 



MANCHESTER AND LEEDS RAILWAY. 

Superintendent's Office, Lees Street, Oldham Road, Manchester. 
Sir, 27th March, 1841. 

I TRANSMIT to you, for the information of the Right Hon. the Lords of the Committee 
of Her Majesty's Privy Council appointed for Trade and Foreign Plantations, the accom- 
panying particulars of a collision which happened at a quarter to five o'clock yesterday 
evening between a pilot-engine, which was returning to Manchester on the wrong line of rails, 
contrary to printed instructions, and a goods train, which departed from the Manchester station 
at about twenty-nine minutes past four o'clock p.m. The individual who lost his life in this 
melancholy afi^r was the person at fault, for presuming to conduct one of the Company's 
engines on the wrong line of rails, and in opposition to his printed instructions. The borough 
inquest, or rather the one held by the borough coroner, has taken place this evening, and the 
verdict of the jury is that the dececued came to his death by accidenty and exculpating the 
Company and their servants from blame. The inq\iest to be held by the county coroner is 
adjourned to Wednesday next, in consequence of his being obliged to leave Manchester for 
London. I shall be able on Saturday next to furnish you with a report of both inquests. 
In communicating which I am, &c. 

G. R. Porter, Esq. William Robinson. 

&c. &c. &c. 

' Return of Accident occurring in the course of public traffic. 



Date. 



Names of Per- 
sons Injured. 



Description. 



Nature of Injury. 



Nature of Accident. 



Cause of Accident. 



Remarks. 



1S41. 
Mar. 26. 



Charles Innii. 

John Leedham. 
James Smith. 



Foreman in the loco- 
motive department 
of this Company. 



Stoker to the engine 
which lunis was 
driTiDj?. 

Driver of the engine 
of the goods tuun. 



Arms, legs, and ribs 
broken, frc, of 
which he died in 
half an hour after 
the accident. 



Collision between the 
Pilot engine (which 
lonis was driving), 
and a goods train. 



Contused thumb and 
his side injured. 

A severe bruise on 
the side of his tem- 
ple. 



Ditto. 



Ditto. 



Inois was acting 
contrary to printed 
instructions in re- 
turning on thesame 
line of rails as he 
went up, which 
caused the accident. 
Ditto. 



/ 



The unfortunate deceased had 
been helping up the incline 
the four o'clock, p.m. passen« 

ger train, which ought to 
avebeen assisted as ii&r as 
Mill's HUl, a distance of five 
and a half miles from Man- 
chester, where there is a shunt, 
by which he ought to have 

gone upon the right line; but 
e left the train about four 
miles from Manchester, and in 
opposition to the stoker's ex- 
postulation, who reminded him 
that it would be impossible to escape the four o'clock luggage train,* 
persisted in proceeding. It was in a deep cutting, called Morton Cut- 
ting, and when within 200 or 300 yards ot each other, that the drivers 
first saw their perilous condition, owing to that portion of the line being a 
sharp curve. The stoker of the goods-train, and also the guard, escaped 
without any injury. 



Ditto. 



* This train, though due at 4, does not depart before 20 minutes after that time. 
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NORTH UNION RAILWAY. 
Return of Accident which occurred in the course of public traffic. 



Date. 


Name of Per- 
•on Injured. 


Description. 


Nature of 
Injury. 


Nature of 
Accident. 


Cause of Accident. 


Remarics. 


1841 














UMt.25. 


George AtherJ 


A lervant of the 


Scalp of the head 


Crushed under the 


The roan either fell off 


Instantaneous 




ton. 


Company, under 


taken off, and 


wheel! of the 


the tender, or at- 


death. 






notice of dis- 


other tev«re 


tender and car- 


tempted to leap off 








misial at the 


bruisea on the 


nage. 


(not known which), 








time for haying 
been intoxicated 


body. 




while the engine woa 












running between 15 








before, and who 






and 20 miles an hour. 








hadonthisoccsp 














lion left his sta- 














tion without 














leave. 











The Minutes of the Coroner's Inquest will be forwarded. 



North Union Railway Office, Preston, 
March 29, 1841. 



JAMES CHAPMAN, Secretary. 



BALLOCHNEY RAILWAY. 

Reporting an Accident on the 25th March. 



Sir, 



Glasgow, 27th March, 1841. 

I AM under the painful necessity of inclosing to you a return by the resident engineer 
on the Ballochney Railway of a fatal accident which happened the day before yesterday to one 
of the oldest and most valued servants of the Company. He was employed upon the incline 

{)lanes, which you may be aware are what are called self-actors — that is, the descending, 
oaded trains take up the empty waggons, to which they are attached by a rope round a pulley. 
In transmitting the report^ Mr. Dodds says, " it is certainly consolatory to think that no blame 
has attached to any person ; every thing was done to save him by the men on the train, as 
well as others who were on the train at the time. I think his mind must have been deeply 
engaged about his work, though not of a mental nature.** 

I have, &c. 



J. Laing, Esq. 
&c. &c. 



James Mitchell. 









Return of Accident. 








Name of 
Person 
Injured. 




Nature of 


Nature of 


Cause of 




Date. 


Description. 


Accident. 


Injury. 


Accident 


Remarks. 


1841 














March 35 


John Scott. 


Railway Com- 


A train of load- 


Instant death. 


He was in the act 


The accident took place at 






pany*! servant 


ed waggons 




of oiling the pul- 
leys on incline 
planes, and not 


the paning place on the 
inclines, that is, where 








went oyer hit 










head and feet 




the one train passes the 












obsenring the 


other. The men on each 












waggons ap- 


train called out and waved 












proaching waa 


to the man, but it appeara 
he took no notice of them. 












run down. 














He lurobably sedng the 














empty waggons on the 














opposite Ime had forgot 
that the loaded ones were 














immediately behind him 














until the ?ery moment 














when he was turning hia 














bead to kwk behind him 














he received the blow. 














He has been employed 














on these inclines between 














10 and 12 yean. 


Man 


Oi 27, 1841. 






WILLIAM I 


)ODD, Superintendent. 



Appendix. 
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Retaros of 
Accidents. 

North Union. 



Ballochney. 
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REPORTS to the COMMITTEE 0/ PRIVY COUNCIL, 



Appendix. 

"77 

Returns of 
Accidents. 

Monkland and 
Kirkintilloch. 



MONKLAND AND KIRKINTILLOCH RAILWAY. 





Return of Accident' occurring in the course 


of the public 


traffic. 


Date. 


Name of Per- 
son Injured. 


Description. 


Nature of 
Injury. 


Nature of 
Accident. 


Cause of Aed* 
dent. 


Remarks. 


1841. 
Mar. 30. 


James Lepord. 


Waggoner to 
the Coltnett 
Iron Com- 
pany. 


One of his legs 
fractured above 
the ancle, and 
hb other leg 
braised. 


A waggon load- 
ed with pig 
iron pasted 
oyer one of his 
legs, and the 
wheel of the 
said waggon 
came in con- 
tact with his 
other leg. 


His'feet slipped, 
wh«?reby he 
fttU, when in 
the act of 
loesinsr the 
tail diain of 
his horse from 
a race of wag. 
gone. 


He, the said James Le- 
pord, was immediately 
put ioto a waggon and 
conveyed to a surgeon, 
a distsnce of about a 
quarter of a mile; and 

the said surgeon, he or- 
dered him to be conveyed 
immediately to the Royal 
Infirmary, Glasgow, as 
one of his legs would 
require to be amputated. 
James Lepord resided it 
or near Coltness, parish 
of Cambusnethan. 



Glasgow, Paisley, 
and Greenock. 



GLASGOW, PAISLEY, AND GREENOCK RAILWAY. 

Return of Accident occurring in the course of the public traffic. 



Date. 


Name of Person 
Injured. 


Deicriptton. 


Nature of 
Injury. 


Nature of 
Accident. 


Cause of 
Accident. 


Remarks. 


1841. 
2d April. 


John Barclay. 


Guard. 


Death. 


Scull fractured 
by striking a- 
^ainstabndge 
m consequence 
of standing on 
the caniagu. 


CarelessDees 
and inatten- 
tion to repeat- 
ed orders on 
thesobiect. 


This guard wasyoawgsad 

ineznerienced, but was 
caretully drilled to his 
work. He was warned 
only a minute before his 
death that he was in a 
dangerous position. 



MARK HUISH, Secretary, 
Glasgow, Paisley, and Qreenock Railway Company. 



Gamkirk and 
Glasgow. 



GARNKIRK AND GLASGOW RAILWAY. 

Sir, Glasgow, 23d Aprfl, 1841. 

I BEG to report the following accident : I would put it in the usual formal shape, did 
I not suppose that it does not come under the requisition for such returns, the sufferer being a 
workman employed on the railway, though not by the railway Company, but by the occupier 
of an adjoining brick-work. 

30th March, 1841, Edward Hutton, labourer, Heathfield, employed at the time as. a 
wagroner on the railway, killed by leaping from the front of a waggon, and being run over by 
it. He and another man were pushing the waggon along the railway, and were overtaken, far 
from any siding, by an engine and mineral tram, which shoved the waggon onwards, the men 
having moimted upon it. They jumped from the waggon on reaching the brick-work which 
they were going to, but while the waggon was still in motion before the train. The deceased 
seemed ignorant of the proper mode of quitting a waggon in motion. His companion was 
not injurra. 

In case any blame might attach to the engine-driver, I reported the matter to the fiscal or 
public prosecutor for Lanarkshire, Mr. George Salmond, of Glasgow, who has examined 
several witnesses, but the result has not transpired. 

I have, &C. 

G. R. Porter, Esq., Charles Alex. Kiifo, Secretary. 

&c. &c. &c. 
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EASTERN COUNTIES RAILWAY. 
Rktuen of Accident on the Works. 



D«te. 


Nameof Peraon 


Description. 


Nature of 
Injury. 


Nature of 
Accident, 


Gaute of 
Accident. 


Remarks. 


1841. 
April 2. 


Jonathan Boyce 


Contractor's U^ 
bourer. 


Leg broken be- 
low the knee. 


Struck by a 
fttU of earth 
at Widford. 


The earth un- 
expectedly 
giTing way. 


The surgeon reports 
that iht man is 
doing very well, 
and that there is 

his recofery in a 
month or six 
weeks. 



Appendix. 

IT 

Returns of 
Accidents. 

Eastern Counties. 



Bastem Counties Railway Office, High-street, Shoreditch, 
April 5, 1841. 



ANT. BULKBLBT, Secretary. 



MONKLAND AND KIRKINTILLOCH RAILWAY. 
RxTURN of Accident occurring in the course of the public traffic. 



Date. 



Nameof Person 
Injured. 



Description. 



Nature of 
Injury. 



Nature of 
Accident. 



Cause of 
Accident. 



Remarks. 



1841. 
April 4. 



Geo. Buchanan 



Labourer at 
Dundjrran 
iron works. 



One of his 
arms severe- 
ly fractured. 



One of the wag- 
gon wheeU 
came in con- 
tact with his 



In attempting 
to leap off 
from between 
the waggons, 
the brake 

caught his 
clothes, which 
caused him 
tofaU. 



One of the Monkland and Kirkintilloch 
Railway Company's locomotive engines, 
after delivering a loaded train of waggons 
at Dimdyvan iron works, was returning 
from the works with a train of empty 
waggons, when the said George Bu- 
chanan, unknown to the engine driver, 
leaped on betwixt two of the waggons, 
and concealed himself from the engine 
driver for some time; and when in the 
act of leaping off, got entangled with one 
of the brakes, which caused him to fall, 
whereby he received the injury as before 
stated. 



GEO. LISH, Superintendent 



WHITBY AND PICKERING RAILWAY. 







Return of Accident occurring in the 


course of the public traffic. 


Date. 


Name of Person 
Injured. 


Description 
(sUting whe- 
ther Passenger 
or Servant of 
the Company.) 


Nature of 
Injury. 


Nature of 
Accident. 


Caiifieoi 
Accident. 


Remarks. 


1841. 
Aprils. 


William Herbert 


Not either. 


The body being 
nearly cut in 
two. 


By three load- 
ed carriages 
passing over 
the body. 


Intoxication. 


The deceased was unfortunately trespass- 
ing on the line when the accident oc- 
curred. 

The jury's verdict was Accidental Death, 
without any deodand. 



Railway Office, Whitby. 
April 12, 1841. 



W. THOMPSON, Manager. 



EASTERN COUNTIES RAILWAY. 
Return of Accident occurring in the course of public traffic. 



Date. 



Name of Person 
Injured. 



Description. 



Nature of Injury. 



Nature of Accident. 



Cause of 
Accident. 



Remarks. 



1841. 
April 11 



Joseph Poole 



Passenger 



Left leg fractured 
* and lacerated 
below the knee, 
and the foot 
also lacerated ; 
the right foot 
slightly lace- 
rated. 



Having alighted from 
the train, he was 
walking on the edge 
of the platform of 
the Devonshire-street 
station, supporting 
himself, being lame, 
on his stick, when 
the stick broke, and 
he fell off the plat- 
form, tumbling be- 
tween it and the 
last car'ria}^ of the 
train, which, having 
proceeded on at the 
moment, passed over 
his leg. 



The stick upon 
which he was 
leaning break- 
ing, causing 
him to fall off 
the platform. 



The accident is mainlv attributa- 
ble to the man being intoxicated 
at the time, and to his want of 
caution in walking unnecessarily 
close to the edge of the platform, 
for which there was no occasion, 
as the platform was not at all 
crowded at the time, there being 
only seven persons U|)on it. 
The man was intoxicated when 
brought to the London Hospital, 
and admitted having been drink- 
ing. He is doing as well as can 
be expected. 



Eastern Counties Railway Office, High-street, Shoreditch, 
April 13, 1841. 



ANT. BULKELEY, Secretary. 
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REPORTS to the COMMITTEE of PRIVY COUNCIL, 



Appendix. 

I 
Returns of 
Accidents. 

Birmingham and 
Gloucester. 



BIRMINGHAM AND GLOUCESTER RAILWAY. 
Return of Accident. 



Date. 



1841. 
April 7. 



Names of 
Penons Injured. 



William Creuze • 



Rich. Walworth • 

Mrs. Walworth . 
Archibald Terry • 
Charles Shaw • 



Description. 



Eni^neer of 
locomotives. * 

Foreman of en- 
l^ne shops. 

Wife of abof e . 

Kngineer • • 

Fireman • • 



Nature of the 
Injury* 



Extensive 
scalding. 
Slightly. 

Ditto. 
Ditto. 
Badly scalded. 



Nature of the 
Accident. 



Immediately after 
the above-mention- 
ed accident had 
occurred, surgical 
astistance was ren- 
dered to the per- 
sons scalded, but 
from the serere 
nature of the in« 
juries received by 
Mr. Creuxe, his 
death ensued on the morning of the 8th. An inquest was held on the 9th, when the following verdict 
was returned, *< We find that the deceased William Greuse came to his death in consequence of a ping 
which had been u^ed to stop one of the holes in the tube-plate of the fire-lK>x of the trailer of a locomotive 
enf^ine called the ' Boston,* being blown out, by means of which he was severely 8calded,.and we areof opinion^ 
thai the plug was not placed in the plate in a secure manner." Deodand 25/. on the engine. 

The circumstance of there l>eing so many persons upon the engine, is accounted for by their having availed 
themselves of it to return to Bromsgrove after assisting a train up the inclined plane. 
A copy of the evidence taken by the Coroner will be forwarded as soon as possible. 



A qumntity of 
steam and 
boiling water 
rushing out 
of the trailer 
of a locomo- 
tive engine, 
on which the 
parties were 
standing. 



Cause of the 
Accident. 



Remarks. 



A plug being 
forced out. 



W. BURGESS, Secretary. 



Brandling Junction. 



BRANDLING JUNCTION RAILWAY. 
Rbturn of Accident. 



Date. 


Name of 
Person Injured. 


l^escnption. 


Nature of 
Injury. 


Nature of 
Accident. 


Cause of 
Accident. 


Remarks. 


1841. 
Apr. 14. 


Chas. Ruddock. 


Plate-layer on 
the line. 


Head contused, 
causing im- 
mediate death. 


The deceased 
knocked down 
by the engine. 


rhe deceased*!* 
want of care. 


Nothing occurred to 
the train, and the 
coroners verdict 
was Accidental 
Death with a deo- 
dand of 5«. upon 
the engine. 



April I6th, 1841. 



ROBERT W. BRANDUN6, Managing Director. 



Dundee and Ncw- 
tyle. 



DUNDEE AND NEWTYLE RAILWAY. 
Return of Accident occurring on the course of the public traffic. 



Date. 



1841. 
Apr. 13. 



Name of 
Person Injured. 



John M*Kwan 



Description. 



In the employ- 
ment of the 
Company as 
a waggon-dri« 
ver upon the 
branch line 
on the exten- 
sion from the 
depAt to the 
harbour of 
Dundee. 



The left thigh 
considerably 
bruised, but 
not danger- 
ously so. 



Nature oi 
Injury. 



Dundee and Newtvle Railway Office, 
April 16th, 18*41. 



Nature of 
Accident. 



Cause of 
Accident, 



The man was dragging a wanon 
loaded with wooden uleepers oown 
to the harbour (a part of the 
line being a slightly inclined i»Une), 
and he neglected to prove the suf- 
ficiency of the drag before enter- 
ing on the inclined plane, (which 
is one of the regulations) ; the 
consequence of this was that when 
he required to use the drag, he 
found that a rope had been acci- 
dentally wound round the handle 
in such a way as to render it use- 
less, and the waggon acquiring a 
cunsidtrable velocity, was overturned 
in passing along a curve, and the 
man 8 thigh was crushed between the 
waggon and a gate or door-post. 



Remarks. 



The place where 
the accident hap- 
pened was not a 
public thorough- 
fare, the public 
l)eing excluded 
from that part of 
the railway. 



RICHARD BAIRD, Manager. 
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BALLOCHNEY RAILWAY. 

Sir, Glasgow, 19th April, 1841. 

I AM exceedingly sorry to hare to send to you the enclosed return of a fatal accident 
which happened on Friday last to James M'Ewan^ one of the servants of the Balkichney 
Railway Company, in the manner specified in the return. 

In sending me this return, Mr. Dodds writes to me, that since completing his return, he has 
been informed that a few minutes before the accident, M'Ewan, who was m the house where 
he lodges by the side of the railway, bolted out of the door and sprung upon the train pre- 
ceding the one that killed him, and for doing so was warned and cautioned by the woman of 
the house, but it appears to no effect. It remains only to be regretted, that for his rash 
conduct he paid so severe a forfeit. 

S. Laing, Esq. I have, &c. 

&c. &c. James Mitchell. 



Appendix. 



Returns of 
Aocidentf. 

Ballochney. 



Return of Accident* 



Date, 



1841. 
Apr. 16. 



Jas. M*Ewan . 



Name of 
Peitoa Injured. 



Deicription, 



Railway Com- 
paoy't Senrant. 



Nature of 
Injury. 



Inatant death. 



Nature of 
Accident. 



A train of 
loaded wa|(- 
gona went 
over hit 
head, arm, 
and leg. 



Cause of 
Accident. 



He f ery impru- 
dently at- 
tempted to 
leap on to the 
tram as it 
pasMed him on 
the incline 
plane while 
going at a 
quick rate and 
was thrown 
in before the 
wheels. 



Remarks. 



The duty of M*Ewan was 
to remove the side chains 
from the loaded to the 
empty train at the foot of 
the inclines; and tu ad- 
just the switches for the 
train, which are a little 
way up the incline. It 
appears, that after adjust- 
ing the switches, instead 
of going to his post where 
the chains are to be 
changed, he committed 
the rash act which ter- 
minated so latally. 



AptilI7th,1841. 



WILLIAM DODDS, Superintendent. 



WHITBY AND PICKERING RAILWAY. 
Return of Accident occurring in the course of the public traffic. 



Date. 


Name of Person 
Iii^. 


Description 
(stating whe- 
ther Passenger 
or Servant of 
the Company). 


Nature of 
lojury. 


Nature of 
Aeeideat 


Cause of 
Aecident. 


Remarks. 


1841. 
AprU19. 


Abraham Pearson 


Not either • 


By the lower 
part of the 
body being 
crushed be- 
tween two 
waggons. 


By being 
jammed be- 
tween the pro- 
jecting ends 
of two loaded 
waggons. 


Puiely acci- 
dentaL 


The deceased was (amoving some waggons 
in a siding belunging to a private Com- 
pany, near a loading place adjoining the 
railway, about six miles from Whitby; 
and, whilst iu the act of doing 80» was 
unfurtunatelv walking backwards, and 
pulling by hand a waggon after him, and 
by that means gut entangled between it 
and another loaded waggon, which caused 
his death about two hours after the acci- 
dent. The jury's verdict was Accidental 
Death, without a deodand. The deceased 
was a single man, about 17 years of age. 



Railway Office, Whitby, AprU 21st, 1841. 



WM. THOMPSON, Manager. 



DUNDEE AND NEWTYLE RAILWAY. 
Rbturn of Accident occurring in the course of the public traffic. 



Date. 



Name of Person 
Injured. 



Defcription. 



Nature of 
Injury. 



Remarks. 



1841 
April 23.'Thomas Coupar* 



A pMter in the 
employ of Mr. 
Mafcthewson, 
Grocer, Over^ 
gate, Dundee. 



The head The accident occurred at the foot of the Law inclined plane at Dundee, at 

crushed be- the starting of the 5 p jf . coach-train to the north. It is necessary to hang 
neath the the coachts on the incline previous to their final starting; but, before this 
wheels of one is done, a bell ia always rung to warn the passengers that the train is about 
of the passen- to be moved; and Coupar (who had been patting a bag of seed into one of 
ger carriages, the boots) was standing upon the foot-boani of a first-class carriage, at the 
causing in- moment the fixed engiue at the top of the incline started for the purpose of 
Btant death. hanging on the coaches. He lost his balance, and feU betwixt the coach 
on the foot-board of which be was standing and the next coach of the train, 
and his' head resting upon one of the rails, 'the two eastmost wheels of the next coach, containing a considerable number of passeugers, 
went over his head, crushing it, and causing instantaneous death. Coupar had been frequently employed in putting luggage, &c. on the 
coadies before, and no doubt understood the nature of the warning si^al perfectly weU, but had neglected to be on his guard at the 
starting of the train. On the morning of Saturday, the 24th instant, bemg the day after the accident, the directors met to investigate the 
case ; and, after examining the witnesses, came to the following conclusion : — ** The meeting having now completely ascertained the cir- 
cumstances attending the accident, did not consider that the slightest blame attached to the servants of the Comuany, or that it arose from 
any deficiency in the regulations connected with the starting of the trains.** The directors insuucted their clerk to forward a full copy of 
this minute to the procurator fiscal for the district, for his information. 



Dundee and Newtyle Railway Office, 
April 26th, 1841. 



RICHARD BAIRD, Manager. 
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REPORTS to the COMMITTEE of PRIVY COUNCIL, 



Appendix. 

Returns of 
Accultnts. 

Midland Counties. 



MIDLAlfiD COUNTIES RAILWAV. 
Dear Sir, Leicester^ 28th April, 1841. 

I REGRET having to transmit you the annexed report. 
The unfortunate man was a policeman on the line, and had been up to Leicester to be 
measured for his uniform. He was too late for the passenger-train, and got up on the break- 
carriage, with the breaksman. The engine-driver had promised to slacKen for him ; but, in 
about a quarter of a mile, as I am assured by the breaksman, and in opposition to his wishes, 
he persisted in getting off: he fell, and a waggon of com which had been taken on on the road, 
and hung behind the break-carriage, ran over his foot, and rendered amputation of the leg 
below the knee necessary. 

I have &c., 
S. Laing, Esq., J. T. Bell, Secretary. 

&e. &c. 



Return of Accident occurring in the course of the public traffic. 



Date. 



1841. 
April 27. 



Name of Person 
Injured. 



William Lacey < 



Description. 



Policeman 



Nature of 
Injury. 



Lost his leg 



Nature of 
Accident. 



Ron over by 
A luggage- 
waggon. 



Cause of Accident 



Fell in getting down 
from the break 
whilst the train 
was in motion. 



Remarks. 



J. T. BELL, Secretary. 



BIRMINGHAM AND GLOUCESTER RAILWAY. 







Return of Accident occurring in the 


course of the public traffic. 


Date. 


Name of Person 
Injured. 


Description. 


, Nature of 
Injury. 


Nature of 
Accident 


Cause of Accident 


Remarks. 


1841. 
April 27. 


James Dudley 


Train porter, 
employed by 
the Company. 


Fracture of the 
skuU and 
right arm. 


AfiOl from a 
railway car- 
riage (upon 
his head), at 
Echington. 


It is supposed 
that he missed 

in getting down 
as the train was 
stopping. 


The deceased was taken into the statioo- 
honse immediately after the accident had 
occurred, and a surgeon sent for, but life 
was extinct in about three minutes after 
the accident The coroner's inquest was 
held yesterday, the 29th instant, when a 
verdict was returned, — '* That the deceased 
was accidentally killed by faUing from a 
railway carriage, and that no blame 
attaches to any person." 



WILUAM BUBGESS, Secretary. 



MONKLAND AND KIRKINTILLOCH RAILWAY. 







Return 


of Accident occurring in the 


course of the public traffic. 


Date. 


Name of Person 
Injured. 


Description. 


Nature of 
Injury. 


Nature of 
Accident. 


Cause of Accident. 


Remarks. 


1841. 
May 5. 


John Prentice 


Waggoner to 
the Coltness 
Iron Com- 
pany. 


His body a 
little bruised. 


An empty wag- 
gon ran orer 
him. 


His feet slipped 
on the rail, while 
in the act of 
taking off the 
tail-chain of his 
horse from the 
waggon. 


He, the said John Prentice, was in the act 

by a horse, into a lay, when the acddant 
happened. Immediately after receiring 
the injury, surgical assistance was pro- 
cured, and his body examined. There 
were several bruises about the body, but 



Midland Counties. 



MIDLAND COUNTIES RAILWAY. 

Dear Sir, Leicester, 10th May, 1841. 

I REGRET having to forward you the enclosed report of an accident on Friday last at 
Barrow. 

I send you the evidence (attested by the Coroner) from whence you will observe that the 
jury expressed their unanimous opinion that the unfortunate sufferer was alone to blame. 
You will also see that such was his own admission to the surgeon and station-master. 

Should you wish for any explanation, I shall be at the Victoria Hotel on Wednesday 
morning next, and would cadi upon you if you wish it. 

I have, &c., 
S. Laing, Esq., J. T. Bell, Secretary. 

&C. &c. 
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Date. 


Name of Person 
Injured. 


Description. 


Nature of 
Injury. 


Nature of 
Accident. 


Cause of Accident. 


Remarks. 


1841. 
May 6 


Antony Sewell • 


Passenger • 


KiUed . . 


Run oTer by 
the train. 


Crossing the line in 
front of the engine, 
when the engine was 
pulling up at Barrow 
SUtion; knocked down 
by the engine. 


Had been requested by the Stft- 
tion-master to cross in ample 
time, to cross safely. HaTing 
dekyed, was requested to re- 
main where he was till the train 
had passed. 














J. T. BELL, Secretary. 



NEWCASTLE-UPON-TYNE AND CARLISLE RAILWAY. 
Return of Accident occurring in the course of .the poblic traffic. 



Date. 


Name of Person 
Injured. 


Description. 


Nature of 
Injury. 


Nature of Accident. 


Cause of Accident. 


Remarks, 


1841. 
May 10 


A man-servant of 
R. L. AUgood, 
Esq., name not 
ascertained. 


Passenger 


A bruise on the 
face. 


A truck on which his ma8ter*s car- 
riage was, together with two 
other carriages, got off the line, 
and he lost his balance and fell, 
although none of the carriages 
were thrown over. He was sit- 
ting on the servants' seat behind 
the carriage. 


A bale of goods 
having got disen- 
gaged and fallen 
nom one of the 
carriages which 
was before the 
others, and nearer 
the engine. 


It was doubtful 
whether so trifling 
an accident should 
be returned. 



Newcastle-npon-Tpe, May 12, 1841. 



JOHN ADAMSON, Ckrk to the Company. 



WISHAW AND COLTNESS RAILWAY. 
Return of Accident oeeurring in the course of the public traffic. 



Dater 



Name of Person 
Injured. 



Deieriptioo* 



Nature of 
Injury. 



Nature of 
Accident. 



Cause of Accident. 



Remarks. 



1841. 
May 10 



Hugh Loughrey 



Rail-layer, ser- Severely in- Two empty wag- Locomotive en- 
vant of the jored inter- gone passed over gine ascendins; 
Company. nally, which his body in an Cleland Branch 

caused death oblique direc- of Wi»haw and 
in about two tion. Coltness Rail- 

hours, way, when near 

to Stevenson 
Quarry on said branch ; the engine train came up to the decea^ 
who was waiting on' the engine to take an empty waggon forward 
to Stevenson Colliery. The deceased put his waggon in motion, 
and when the engine train came up to his waggon, it toi»k the 
waggon out of his hand, when he fell between the train and his own 
waggon on to the rails, when two of the waggons in the engine 
tram passed over his body. 



The locomotive engine and train was 
not proceeding at a greater speed 
than about one and a-half miles per 
hour whan the accident took plao'* 
The engine-driver had shut off his 
steam, in order to take on the wag- 

Son to his train. It is supposed tne 
eceased had been leaning conside- 
rably forward with his hoilj, while 
puttmg his waggon in motion, and 
when the engine train had come in 
contact with his waggon, and taken 
it out of his hand, he had not been 
able to recover his centre uf gravity. 



Woodend by BUlahiU, May 1 1> 1841. 



ROBERT DODDS, Reudcnt Engineer, 

Wishaw aad Coltness Railway. 



EASTERN COUNTIES RAILWAY. 
RsTURN of Accident occurring in the course of public traffic. 



Date. 



Name of Petson 
Injured. 



Description. 



Nature of 
Injury. 



Nature of 
Accident. 



Cause of Accident. 



Remarkii. 



184U 
May 16 



William Cox . 



Stoker in the 
Company's ser- 
vice. 



Leg broken 
a£>ve the anp 
de. 



His leg slipped 
between the 
tender and 
engine at the 
of the 



engine tiroing 
off the ant. 



As the half past four o'clock 
up train was coming slow- 
iv into the Ilford Station, 
tne points were wrong, 
and before the train could 
be quite stopped, the en- 
gine went off the line. 



The man was taken immediately 
to the London Hospital where 
his le^ was set. In a*swer to 
inquiries made this morning, 
lie is stated to be doitig very 
well. 



Baatem Counties Railway Office, High Street, Shoreditch, 
M^ 17« 184L 



ANTHONY BULKELET, Secretaiy. 
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EASTERN COUNTIES RAILWAY. 
Return of AccidentB on the Work;. 



Date. 


Names of Persons 
Injured. 


Description. 


Nature of Injury. 


Nature of Accident 


Cause of Accident. 


Remarks. 


1841. 
May 15 

May 18 

May 19 


• • 

• • 


Contractor's la- 
bourer. 

Ditto • • . 
Ditto • • • 


Arm broken and other- 
wise bruised. 

Small bone of lef^ 
broken ; lower part of 
body injuMd. 

Bruised on the body 
slightly. 


Struck by a fall of earth 
at iht Brentwood Hill 
cutting. 

Ditto. • . • • . 

Fell from the barrow- 
road on to a waggou 
bumper at Brentwood 
Hill contract. 


Earth unexpectedly 
giving way. 

Ditto 

Falling from the bar- 
row road. 


Doing well. 

Ditto. 

Ditto. 



Eastern Counties Railway Office, High Street, Shoreditch, 
May 21, 1841. 



ANTHONY BULKELEY, Secretary. 



EDINBURGH AND DALKEITH RAILWAY. 
Return of Accident occurring in the course of the public traffic. 



Date. 



1841 
26th May 



Name of Person 
Injured. 



James Hazlewood 



Description. 



Waggon driver 
employed by 
the Company. 



Nature of 
Injury. 



Legs and body 
crushed and 
one leg frac- 
tured ; and 
he died in 
about six 

hours after- 
wards. 



Nature of Accident. 



He slipped and fell 
when leaping off the 
trains of the second 
hindmost waggon of a 
train of loaded coal 
waggons while in mo- 
tion; and it is proba- 
ble that the wheels of 
the two waggons pass- 
ed over one leg about 
the knee, and at the 
same time grazed his 
other leg and one of 
his sides. 



Cause of Accident. 



It is supposed that one 
of the dragging hooks, 
which are fixed so as 
to project a little above 
the tram, caught his 
toe as he was leaping 
off the waggon, but no 
one has yet been found 
who saw it happen, 
and he could not him- 
self give a distinct 
account. 



Remarks. 



He was immediately 
con veyed on a litter 
from St. Leonard's 
depot, where it hap- 
pened, to the Edin- 
burgh Infirmary; and 
died in about six hours 
afterwards. 

I cannot blame any 
one, but I intend to 
request the owner of 
the waggons to shift 
or remove the draw- 
ing-hooks. 



Edinburgh Station, 
May 27, 1841. 



D. RANKINE, Manager. 



LONDON AND GREENWICH RAILWAY. 
Return of Accident occurring in the course of the public traffic. 



Date. 



Names of Persons 
Injured. 



Description. 



Nature of 
Injury. 



Nature of Accident. 



Cause of Acddent. 



Remarks. 



1841. 
May 28, 

alH>ut 

half*past 

2. 



John Nash 



Conductor or 
guard of the 
train. 



Broken leg 



Carriage thrown off the 
line, and John Nash 
fell under it. 



A log of wood or post 
which had been left 
on the line by the pre- 
ceding up-train, for a 
fence to be erected 
while the parapet wall 
had been pulled down 
for the purposes of the 
works for widening the 
railway. . 



John Dilderfield 



A carpenter*s 
labourer in 
the employ of 
the Company. 



Injured spine • 



Alarmed at the carriage 
being thrown off the 
Ime, he ramped off the 
new worKs in the hope 
of getting on the scaf- 
folding - pole, from 
whence he fell. 



A watchman had been 
placed at the spot to 
keep the linet who 
from negligence omit- 
ted to remove the post 
from the rails, and 
alleges as his excuse 
that he did not see it. 
The engine-man for- 
tunately observed the 
post on the rails, and 
reversed his engine. 



May 29, 1841. 



J. L. AKBRMAN, Secretary. 
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Date. 



1841. 
June 1. 



Name of the 
Penon iDjured. 



Muthftll Hutch- 
inson, aged 41. 
Returning from 
York to Dar- 
liugton. 



Deecriptioo. 



Conductor 
the train. 



to 



Nature of 
Injury. 



ConcuBtion 
the brain. 



of 



Cause of Accident. 



Supposed tohafe fallen 
on the roof of the car- 
riage in a fit, 
Thirsk. 



lUmsrks. 



Doing as well as can be ex* 
pectod under the circum- 
stances. 

Brouffht to his own house in 
Dmngton. 



D. O'BRIEN, Secretary. 



Appendix. 

Returns of 
Accidents. 

Great North of 
England. 



EASTERN COUNTIES RAILWAY. 
Return of Accident on the Works. 



Date. 



Name of Person 
Injured. 



Description. 



Nature of 
Injury. 



Nature of Accident 



Csute of 
Accident. 



Remarks. 



1841. 
June 3. 1— Ward (boy) 



Contractor's 
waggon driver. 



Ribs broken, 
and severe 
contusion of 
the knee. 



While driving an em^ 
waggon on an incUae 
of the Brentwood Hill 
works, he fell between 
the horse and the wag- 
gon, when the latter 
passed over him. 



The ^ waggon 
passing over 
him on fall- 
ing, as de- 
scribed in the 
preceding co- 
lumn. 



Under the 
care of 
Mr.Butler, 
surgeon, 
Brentwood. 



Eastern Counties Railway Office, Uigh-street.'Shoreditch. 
June 5, 1841. 



ANT. BULKELBY, Secretary. 



SHEFFIELD AND ROTHERHAM RAILWAY. 

Return of Accident occurring in the course of the public traffic. 



Datew 



1841. 
June 3* 



Names of 
Injured. 



James Bates 



John Richardson • 



Description. 



Engine driver* 



Stoker 



Nature of 
Injury. 



Severely scalded^ 
and violent con- 
cussion by fall- 
ing with the 
engine. 

Killed . • . 



Nature of 
Accident. 



Train upset 



Tank of the 
tender falling 
upon him. 



Cause of 
Accident. 



Breaking of one 
of the tender 
axles. 



Breaking of the 
above Mue • 



Remarks. 



Comau and 
ow sitting. 



Jury sitting. 



i«T 



Sir, June 5th, 1841. 

Aboyb I hand you a return of an accident which occurred on this Railway, and will 
write again so soon as I obtain a copy of the verdict 

I am, &c., 
6. R. Porter, Esq. Thomas Pearson, Secretary. 

&c. &c. &c 



Substance of the evidence given at the inquest before Thomas Lee, Esq., Coroner, and a 
respectable jury of sixte^ jurors, held at the Station Inn, Brightside, Bierlow, in the 
parish of Sheffield, county of York, on Saturday, the 5th day of June, 1841, on the bodies 
of John Richardson and James Bates. 

It appeared that the North Midland train, from Sheffield to Leeds, was despatched from 
Sheffield station at half-past 7 o'clock in the evening: of 3rd of June, consisting of three passenger 



J passenger 



carriages (one of each class) and seven luggage waggons, all belonging to the North Midland 
^ * * 1 of the Sheffield station. 



Company, who have the management 

The power is provided by the Sheffield and Rotherham Company as far as Masbro*, 
and accordingly their engine called Victory, with its tender, was attached to the train. 

It further appeared that in consequence of some alterations at the station, which have been 
some time in progress by the North Midland Company, that they have been unable to turn 
the engines, and the practipe has been for some months to rvn the trains downward out of the 
Sheffield station, with the tender before the engine, which was the case in this instance. 

The men were proved to be perfectly sober and fully competent; and the train proceeded 
without interruption for several miles, when it appeared that just at the place where, according 
to the Company's rules, the steam ought to be snut off and the break applied, the fore axle of 
the tender broke witliin a few inches of the wheel, in consequence of which the tender, the 

D 



Sheffield and 
Rotherhanu 
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REPORTS to the COMMITTEE of PRIVY COUNCIL, 



Appendix. 

I. 
Returns of 
Accidents. 

Sheffield and 
Rotherham. 



engine, and carriages, were thrown off the rails, the engine fidling over on to its side. The 
stoker, Richardson, who it would appear was applying the break at the time, was found dead, 
with the tank upon his chest, on the left side of the rails. Bates, the driver, was thrown on 
the other side, immediately opposite to the engine, and was alive, but much scalded. He was 
quite sensible, and was immediately conveyed to the Sheffield Infirmary, where he died in 
about five hours afterwards. To the person who accompanied him to the Infirmary, and also 
afterwards to the house surgeon, in answer to their inquiries as to the cause of the accident, he 
stated, " the axle broke, and that's all I know about it." 

It was also proved that the line was in good order, and that no outward defect appeared in 
the axle, which was made by Messrs. Robert Stephenson and Co., of Newcastle, and had been 
in work upwards of two years, and had lately been subjected to inspection. The broken axle 
was produced, and from the fracture it appeared that the defect was entirely internal, and 
could not have been seen externally. Several witnesses stated their opinion that danger was 
increased by running the tender before the engine, and that the strain upon the axle is the 
greatest when the break is forcibly applied. The engine has six wheels, not coupled ; the 
tender has four wheels. The jury retired for about half an hour, and returned the following 
verdict: — 

^* We find that the deceased, James Bates and John Richardson, came to their death 
by accidental causes, arising from a defect in the axletree of the engine-tender, 
which was not visible ; and we urge upon the Railway Company the necessity 
of never allowing the tender to precede the engine. Deodand on the tender, 1*.*' 

The above is a true copy of the verdict, made his 8th day of June, 1841. 

Thomas Pearson, 
Secretary to the Sheffield and Rotherham Railway Company. 



Bolton and 
Preston. 



BOLTON AND PRESTON RAILWAY. 
Return of Accident occurring in the course of the public traffic. 



Date. 

1841. 
June 4* 



Name of 
Person Injared. 



DetcriptioD. 



David Jones 



Engine drirer, 
in charge of 
a passenger 
txaio. 



Nature of 
Injury. 



Nature of 
Accident. 



Contosiotts on 
th ^ head and 
aide; the 

fingers of one 
hand and the 
toes of one 
foot crushed. 



Cause of 
Accident. 



The man had ieft his engine 
while the 4rain was proceeding 
at the usual speed, luid get on 
the top of ^e carnage next 
the tender, for the purpose, it 
would seem, of speaking to 
the guard, who was in his pro- 
per place on the next carriage, 
and he was knocked down with 
great Tiolence by coming in 
contact with the first bridge 
the train passed under; he 
then fell between the carriages, 
and one or more of the wheels 
passed over some of bis fingers 
and toes. 



Remarks. 



David Jones was not 
the seivaot of the 
Bolton and Preston 
Railway Company, 
but of the Man- 
chester and Bolton 
Railway Company, 
who find powe^ and 
carriages for the 
Bolton and Preston 
line ; his home being 
at Manchester, he was 
conveyed to the In- 
firmary there, and 
according to the re- 
port received to-day, 
his injuries, though 
serious, are not likely 
to prove iaiaL 



PETER SINCLAIR, 
Secretary of the Bolton and Preston Railway Company 



Stockton and 
Darlington. 



STOCKTON AND DARLINGTON RAILWAY. 
Accident, May 3l8t, 1841. 



Name. 


Injury. 


Farticnlan. 


Wm. Wightoak • 


KiUed . 


John Gray, engine-man, with the Ocean engine, was descending from Shildon, towards 
Darlington, with his engine, and a loaded train of waggons; when near to the water- 
house at Darlington the engine waa detached from the waggons, for the purpose of 
getting water, and for the waggons to pass over the wtigh. William Wightoak, a 
passenger, was sitting on the water barrel, with his back towards the engine. He had 
placed abundle on the flfit waggon ; when he found the waggons (then moving at the 
rate of four or five nules per hour) were detached firum the engine, he reached for his 
bundle ; by so doing he fell in front of the waggons, with both legs over one of the 
rails ; his right leg and left thig^ were broken, with other injury, which caused his 
desth m about three hours after. Two medical men were in attendance. An inquest 
was held on the 1st June instant,* before William Trotter, Esq., Coroner, when a verdict 
of Accidental Death was returned, with a deodand of 1*. on the first waggon. 



June 4th, 1841. 



Sicrned, by Order of the Committee of Maoafement, 
^ ^ SAMUEL BARNARD, Secretary. 
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LIVERPOOL AND MANCHESTER RAILWAY. 







Retuen of Accident in the course of the public traffic. 




Ikte. 


Name of Perwn 
Injured. 


Description; 


Nature of Injury. 


Nature of Accident 


Cause of Accident. 


1841. 
June 4. 


John Hunt • . 


CoAch porter . 


One wheel paused Of er 
his legs ; reported at 
present to be fracture 
of one ancle and the 
other leg to have the 
muscular part injured. 


Unhooking the chain 
connecting the parcel 
vanwithacoach,whilst 
the hon»e drew them 
back against some 
other coaches, in order 
to enable him to do it 
by means of the colli' 
sion driving in the 
springs. 


He had stepped upon 
the floor of the Ar- 
rival Station preri- 
oiuly, and on step- 
ping down again to 
accomplish bis object, 
he from some cause 
slipped. 



Appendix* 

IT 
Returns of 
Aoddenti. 

Dverpooland 
Manchester. 



MIDLAND COUNTIES RAILWAY. 



Midland Counties. 







Return of Accident in the course of the 


public traffic. 




Date. 


Name of Person 
Injured* 


Description. 


Nature of 
Injury. 


Nature of 
Accident. 


Cause of 
Accident. 


Remarks. 


1841. 
May 31. 


Thomas White • 


Passenger • . 


and ribs broken. 


• • 


Jumped out of 
the train when 
travetling near 
Borrowash. 


This person had been in 
the constant habit of 
travelling on the rail- 
way, but ^ot into the 
wrong tram, and when 
he found out his mis- 
take he jumped out. 



J. T. BELL, Secietary. 



EASTERN CX)UNTIES RAILWAY. 
Return of Accident on the Works. 



Date. 



1841. 
June 11. 



Names of Persons 
Injured. 



William Baker 



James Spindle 
I John Thomson 



DescriptioB» 



Excavator • 



Ditto 
Ditto 



Nature of 
Injuries. 



Nature of 
Accident. 



Thigh broken 



• Slightly braised . 
. ^Ditto . . • • 



Fall of earth, 
Brentwood Hill 
cutting. 

Ditto . • . • 
Ditto .... 



Cause of 
Accident. 



Carelessness 



Ditto 
Ditto 



Remarks. 



Under the care of a 
surgeon at Brent- 
wood and doing 
well. 

Nearly recovered. 

Ditto. 



Eastern Counties RaUway Office, High-street, Shoreditch, 
June 14, 1841. 



ANT. BULKELEY, Secretary. 



Eastern Counties. 



SHEFFIELD, ASHTON-UNDER-LYNE, AND MANCHESTER RAILWAY. 

Sir, No. 15, Piccadilly, Manchester, June 19, 1841. 

In pursuance of the instructions received from the Lords of the Committee of Privy 
Council for Trade, I forward to you the particulars of two accidents which have lately taken 
place upon this line. 

1. On Sunday, the 6th instant, Joseph Howarth, a miner, native of Oldham, in Lancashire, 
was killed at the works now proceeding with at .the Summit Tunnel, Woodhead, by falling 
down an air shaft. Inquest held on the 8th instant ; verdict, *' Accidental Death." 

2. On Monday, the 14th June instant, George Bally, a slide turner, was hurt by an earth 
waggon falling over both his legs, and died during the process of amputation ; the verdict of 
the iuquest I have not yet received. 

Our line not being opened for traffic, does away with the necessity of attending to the 
returns received on the 17th instant from you. 

I am, &c., 
S. Laing, Eeq. John Platpord, Secretary. 

&c. &c. 



Sheffield, 

Ashton-under-Ljme, 

and Manchester. 
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Appendix. 

17" 

Returns of 
Accidents. 

St. Helen's and 
Runcorn Gap. 



ST. HELEN'S AND RUNCORN GAP RAILWAY. 
Return of Accident occurring in the course of the public traffic. 



Date. 


NameofPenon 
Injured. 


Detcription. 


Nature of 
Injury. 


Nature of 
. Accident. 


Cauie of 
Accident. 


Remarks. 


1841. 
June 19. 


Henry Webeter . 


Porter in the 
employ of the 
Company. 


Shoulder crushed . 


GoDcuision • 


He omitted to put 
down the break of 
the wag{(on on 
whkh he wai riding 
down a slight in- 
cline. 


Doi^g very well. 



JOHN HOLFENDEN. 



Liverpool and 
Manchester. 



LIVERPOOL AND MANCHESTER RAILWAY. 



Sir, 



Lime-street Station, Liverpool June 25, 1841. 

I AM sorry to have occasion to transmit to you particulars of an accident to Joseph 
Adamson, a labourer on this line, who was thrown over Barton embankment, (between Chat- 
moss and Patricroft,) along with a small lorry, on which he was riding. He received several 
severe cuts in the head, and was much bruised. The lorry was attached to one of the trains, 
as is not unfrequently done by the workmen for their accommodation, and was considered in 
good order. The cause of its quitting the rails is not known. 

I am, &c., 
G. R. Porter, Esq., Henry Booth. 

&c. &c. &c. 

Return of Accident occurring in the course of the public traffic. 



Date. 



Name of Person 
Injured. 



1841. 
June 22. 



Joseph Adamson 



Description. 



Labourer for 
repairing 
fences, &c. 



Nature of 
Injury. 



Se? eral severe 
cuts on the 
head, and 
otherwise 
much 
bruised. 



Nature of 
Accident. 



Had been repairing 
some fences near 
Manchester, and 
was going to Bury 
Lane, where he re- 
sides, on a small 
lorry attached be- 
hind the 5^ P.M. 
train. 



Cause of 
Accident. 



When near the end of 
Barton embankment 
the lorry, from some 
cause, left the rails, 
and together with 
Adamson was thrown 
over the embankment 
with considerable force. 



Remsrks. 



The lorry 
tobein^ 
and ha4 
Uie for 
years. 



y appeared 
good order, 
id been in 



HENRY BOOTH. 



Witbaw and 
Coltness. 



WISHAW AND COLTNESS RAILWAY. 
Return of Accident occurring in the course of the public traffic. 



Date. 



Name of Person 
Injured 



1841. 
June 21. 



James Gilday. 



Description. 



Labourer — 
servant of 
the Com- 
pany. 



Nature of 
lojuiy. 



Nature of 
Accident. 



Fractured leg. One wheel of a 
loaded wag- 
gon pBssed 
over the leg. 



Cause of Accident. 



A horse-train of loaded 
waggons was fussing 
along the main line 
of rulway at Holy- 
town -road Bridge, 
where the man was 
standing with his 
back to the waggons 
lighting his pipe,when 
the waggmi struck 
him, and the first 
wheel passed over his 
leg- 



Remarks. 



Speed which horse- 
train was going at 
woidd be about two 
miles and a-half an 
hour, and the man 
was taken out be- 
farethe second wheel 
came to his leg. The 
man has t>een sent to 
the Qlasj^ Royal 
Infirmafy. 



Woodend by Billshill, 24th June, 1841. 



ROBERT DODDS, Resident Engineer. 



Sheffield, Ashton* 

under- Lyne, and 

Manchester* 



SHEFFIELD, ASHTON-UNDERLYNE, AND MANCHESTER RAILWAY. 

Sir, No. 15, Piccadilly, Manchester, 30th June, 1841. 

I AM sorry to commimicate to you the death of Samuel Turner, of Gorion, near this 
town, a single man 30 years of age, a labourer on the " Ardwick Contract," on the 23rd, by 
getting entangled betwixt the buffers of the earth-waggons whilst in the act of uncoupling 
me horses. He had worked on this contract about 10 months. The coroner's jury returned 
a verdict of " Accidental Death." 

I am, &c. 
S. Laing, Esq., John Platford, Secretary. 

&c. &c. 
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GRAND JUNCTION RAILWAY. 
Returh of Accident ooenrring in the conne of the public traffic 



Date. 



1841 
July 3, 



Henry Shaw 



Name of Person 
Injured. 



Description. 



Servant of the 
Company. — 
Knand boy in 

Eircel office at 
irming^am. 



Nature of 
Injury. 



Mttcfacatand 
bruited on 
the lower 
part of the 
body, caus- 
ing in Stan 
taneous 
death. 



Nature of 
Accident. 



Cause of Accident. 



Wheel of a 
tender pass- 
over his 
boUy. 



Carelessly standing 
on the end^ of a 
waggon, which an 
engine was very 
slowly approaching 
for the purpose of 
being attached to 
it> and the shock 
of the concusvion 
occasioned his fall- 
ing from the wag- 
gon to the rail. 



Remarks. 



The waggon was sta- 
tionary, and the de- 
ceased was leanmg 
over the end of it so 
far that the slightest 
shock caused hun to 
fall. 

In proof of how slowly 
the engine was moving, 
it may be mentions 
that only one wheel of 
the tender passed over 
the body. 

The deceased was pro- 
ceeding on duty from 
the passenger station 
to the goods station at 
VauxhalL 



£. J. CLEATU£R> Manager and Secretary. 



LIVERPOOL AND MANCHESTER RAILWAY. 
BsTURN of Accident occurring in the course of the public traffic. 



Date* 


Name of Person 
Injured. 


Description. 


Nature of 
Injury. 


Natore of Accident. 


Cause of Accident. 


Remarks. 


1841. 
July 7. 


JohnStubbt • 


P^vter . . 


InsUntly 
kttled. 


Between 10 and 11 
P.M he went up the 
tunnel at Liverpool 
(that proceeds from 
Wapping to Edge- 
hill) on a waggon, 
to give notice to the 
engine-man that 
all the waggons 
were sent up. 


In attempting to get 
off the waggon be- 
fore the train had 
completely stopped, 
he fell under the 
waggon ; several 
wheels of the train 
passing over his 
6ody. 


He had been in 
the Company's 
service nine yeaiB, 
and was a remark- 
ably steady man. 



HENRY BOOTH. 



MONKLAND AND KIRKINTILLOCH RAILWAY. 
Return of Accident occurring in the course of the public traffic. 



Date. 



1841. 
.July 10 



Name of Persoa 
Injured. 



Robert Bruce 



Description. 



Labourer at a 
liine-kiln, near 
to the Monk- 
land and Kir- 
kmUUoch Rail- 
way. 



Skull fractured. 



Nature of 
Injury. 



Nature of 
I Accident. 



A locomotive 
engine passed 
over his head. 



One of the locomo- 
I engines was 
ascending the north 
line of rulway with 
a train of limestone 
waggons for the kiln 
at which the said 

Robert Bmce was employed, and when nearly opposite the lime-kiln, another engine was descending the 
south line of railway, the said Robert Bruce, not obeerving the engine that waa descending, leaped over a 
quantity of limestone that was laying near the mouth of the kiln tQ cross the railway, within two yards of 
tne tender of the descending engine, when he was immediately knocked down and killed on the spot. 



Cause of 
Accident. 



While attempt- 
to cross the 
railway, was 
knocked down 
by an engine 
and tender. 



Remarks. 



Appendix. 

Returns of 
Accidents. 

brand Junction. 



Liverpool and 
Manchester. 



Monkland and 
Kirkintilloch. 



Date. 



1841. 
July 9 



WISHAW AND COLTNESS RAILWAY. 

Return of Accident occurring in the course of the public traffic. 



Abr. Ferguson . 



Name of Person 
Injured. 



Description. 



Collier 



Nature of 
Injury. 



Fractured head 
and arm, which 
caused death. 



Nature of 



Two empty wag- 
gons passed 
over his head 
and arm* 



Returning in empty 
carriageH from 
Cambro Iron Com- 
pany'a store to 
Dalgel Colliery. 
Several other peo- 
ple with the de- 
ceased had got into the empty carriages and commenced drinking 
spirits, and when at Motherwell, the deceased attempted (it is sup- 
posedp to leap from the waggons while in motion, when he fell before 
the wheel of the carnage. 



Catise of Accident. 



Woodend by Billshill, July 12, 1841, 



Remarks. 



Hors^traingoing 
about two miles 
an hour; the 
horse train be- 
longed to the 
Cambro Iron 
Company, into 
whose employ- 
ment the de- 
ceased had just 
entered. 



ROBERT DODDS, Resident Engineer, 

Wishaw and Coltuess Railway. 



Wishawand 
Coltness. 
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REPORTS to the COMMITTEE of PRIVY COUNCIL, 



Appendix. 



Retnus of 
Aeeidents. 

BMtinrCoonties. 



EASTERN COUNTIES RAILWAY. 

Return of Accidents on the Works. 



Dat6. 


Nvnes of Penons 
Injured. 


Description. 


Nature of 
Injury. 


Nature of Accident. 


Cause of 
Accident. 


Remarks. 


1841. 
July 


• • 


Contractors' la- 
bourer. 


Leg broken . 


Fall of eortl) at the 
Brentwood Hill 
cutting. 


Carelessness. 


Doing weU. 


" 


Daniel PasUrfleld, 
(boy.) 


Ditto . . . 


Shoulder dislo- 
cated. 


Kick from a hone 
which he was driv- 
ing on the Brent* 
wood Works. 


See preceding 
column. 


Ditto. 


July 14 


William Harris, 
(boy.) 

• 


Diito . . . 


Two of his fin- 
gers badly cut. 


While driving a wag- 
gon on the Brent- 
wood Works he feU, 
when the wheel of 
the waggon passed 
over his fingers. 


Ditto . • . 


Ditto. 



Eastern Counties Railway Office, High Street, Shoreditch, 
July 15, 1841. 



ANTHONY BULKELEY, 

Secretary. 



TafiFVale. 



TAFF VALE RAILWAY. 

Return of Accident occurring in the course of the public traffic. 



Date. 


Name of Person 
Injured. 


Description. 


^!.-r/^ Nature of Accident 
Injury. j 


Cause of 
Accident. 


Remarks. 


1841. 
July 16 


Joseph Bentley 


Engine driver 


Broken ribs and 
other internal 
injuries. 


Cullision of two 
trains of empty 
wag|;ons, for the 
carnage of coal and 
iron ore. 


The coal train 
being after 
time appoint- 
ed. 


The engine- 
driver of the 
coal train was 
killed upon the 
spot 



St. Helen's and 
Runcorn Gap. 



ST. HELEN'S AND RUNCORN GAP RAILWAY COMPANY. 

Return of Accident occarring in the course of the puUic traffic 



Date. 



1841. 
July 17 



Name of Person 
JBjuxed. 



Description. 



— 



Edward Ryaa 



Fiiemaa ia employ 
of the Company. 



Nature of 
lofory. 



Fracture of the 
skull. 



Nature of 
Acctdent 



Cause of 
Accident 



He fell betwixt 
the waggons. 



Remarks. 



Newcastle and 
North Shields. 



NEWCASTLE AND NORTH SHIELDS RAILWAY. 

Sir, RaUway Office, July 21, 1841. 

I BEG to hand you particulars of a slight accident which occurred on the Newcastle 
and North Shields Railway on the 18th instant, to a boy about 12 years of age, who was riding 
on the end seat of a third-class carriage, by the seven o'clock train from Shields, and who, by 
an unexpected start on the train when in act of being brought up at Percy Main Station, fell 
off, and the flat part of the wheel of the last carriage passed over his foot on the outside of 
the rail. I have seen the surgeon who attended him, who informs me there is no other injury 
beyond a bruise. 

I have, &c., 
G. R. Porter, Esq. W. Swan, Clerk to the Company. 

&c. &c. &c. 
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Return of Accident 


occurring in the coarse of the puhlic traffic. 




Date. 


Name of Person 
Injured. 


Description. 


Nature of 
Injury. 


Nature of 
Accident 


Cause of 
Accident. 


Remarks. 


1841. 
July 18. 


Thos. Thompson. 


Passenger (a 
boy about 12 
years of age.) 


Foot bruised, 
but no broken 
bones. 


Falling off car- 
riage. 


The train when 
nearly brouirht up 
at Percy Itfain 
Station, on being 
relieved of the 
breaks had sud- 
denly started the 
last carriage, by 
which the sut- 
ferer fell off the 
end of the seat, 
and the wheel of 
the next carriage 
caught his foot. 


No blame attaches 
to any party; it 
appears to he 
purely accidental. 
The parent of the 
boy was also on 
the carriage, but 
the shock was so 
slight, he did not 
observe anything 
had happened. 



July 21, 1841. 



W. SWAN, Clerk to the Company. 



BALLOCHNEY RAILWAY. 
Return of an Accident. 



Date. 



1841. 
July 21 



Name of Person 
Injured. 



Margaret 
M'Wakenshaw. 



Description 
(stating whe- 
ther Passenger 
or Servant of 
the Company). 



Neither 



Nature of In- 
jury. 



Bruised 
body. 



in the 



Nature of Acci- 
dent. 



Horse carriage 
went over her 
body. 



Cause of Accident. 



This girl, with other 
little ones, it ap- 
pears, ha4 been 
gathering coal, &c, 

about the pits on the side of the railway, and, through mischief, unloosed a horse-carriage from a 
jhrain of waggons, standing on the traders private branch, and pushed it along to the main line, 
where it descends at the rate of 1 in 45. The carriage got away from them, and the girl attempt ing 
to stop it, fell in before the wheels. 



Remarks. 



The accident 
happened at 
night, about 4 
or 5 hours after 
the trade on the 
railway was 
over. 



WILLIAM DODD, Superintendent. 



DUBLIN AND KINGSTOWN RAILWAY. 



Sir, 



48, Westland Row, 22nd July, 184L 

I BEG to report, for the information of their Lordships, that on the arrival of the ten 
o'clock train last night at the Black Rock station, a woman named O'Neill, when getting out of 
the coach, fell and broke the small bone of her arm immediately above the wrist ; she was not 
otherwise injured. 

There does not appear to be blame attributable to any person. 

Every necessary attention was paid to her by the station keeper until removed by her 
husband. 

I have, &c. 
G. R. Porter, Esq. T. F. Bbrgin. 

&c. &c. &c. 



Appmidix. 



Rolums of 
Accidents. 

Newcastle and 
North Shields. 



Ballochney. 



Dublin and 
Kingstown. 



STOCKTON AND DARLINGTON RAILWAY. 

Thomas CA^VERT, of Middlesbro*, labourer, employed by Richard Jonsey, foreman of the 
shipping staiths, Middlesbro', was connecting two waggons together, and had his elbow crushed 
severely by the sudden collision of the waggons. 

Surgical assistance was immediately obtained, and amputation thought necessary by Mr. 
Coates, surgeon, of Middlesbro*. 

The superintendent of police reports that he is at present doing as well as can be expected. 

Signed by order of the Committee of Management, 
July 23rd, 1841. Samuel Barnard, Secretary. 



Stockton and 
. Darlington. 
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REPORTS io the COMMITTEE of PRIVY COUNCIL, 



Appendix. 



Returns of 
Accidentf. 

Eastern Counties. 



EASTERN COUNTIES RAILWAY. 

Return of an Accident on the Works. 



Date. 



1841. 
July 24. 



Nuqe of Person 
Injured. 



Wm. Stammerf . 



Description. 



Driver of wag^ 
gons at tip. 



Nature of In- 
jury. 



Arm and leg 
broken. 



Nature of Acci- 
dent. 



Caofcht hia foot 
against point of 
switch and fell, 
when the waggon 
went over his arm 
and leg. 



Cause of Acci- 
dent. 



Hie darkness of 
the nighty al- 
though proper 
light was on 
t£) tip. 



Bemarkn. 



Taken to his father's 
residence at Chip- 
ping Hill, and it 
attended by Mr. 
Proctor, suigeoo, 
Witham. The acci- 
dent occurred on 
Job'sWood embank- 
ment at half-past 
12 at night. 



Eastern Counties Railway.Offiee, Hiirh Street, Shoreditch, 
26th July, 1841. 



ANT. BUiKKLEY, Secretary. 



Eastern Counties. 



EASTERN COUNTIES RAILWAY. 
Return of an Accident on the Works. 



Date. 


Name of Person 
Injured. 


Description. 


Nature of In- 
jury. 


Nature of Acci- 
dent. 


Cause of Acci- 
dent. 


Remarks. 


1841. 
July 23. 


Stephen Knight, 
*aged 14.^ 


Waggon driver 
in contractor's 
employ. 


Leg fractured 
and limbs 
bruised. 


Empty earth 
wagiron ran 
over hb leg on 
the works near 
Lezden. 


Stumbling over 
the rails whiUt 
leading hb horse, 
and before he 
could recover 
himself the wag^ 
gon running over 


Admitted into Col- 
chester Hospital,and 
b reported by the 
surgeon to be doing 
as well as can le 
expected. 



Eastern Counties Railway 0£Bce, High Street, Shoreditch, 
30th July^ 1841. 



ANT. BULKELET, Secretary. 



Eastern Counties. 



EASTERN COUNTIES RAILWAY. 

Return of Accidents on the Works. 



Date. 


Names of Persons 
Injured. 


Description. 


Nature of Injury. 


Natureiof Accident. 


Cause of 
Accident. 


Remarks. 


1841 
July 28. 

July 29 • 


William WUks . 
William Hopkins 


Contractor's la- 
bourer. 

Ditto • • • 


Severe internal in- 
juries. 

Ribs broken, and 
otherwise injured. 


Fallorearthatthe 
Brentwood HiU 
cutting. 

Ditto • • • 


Ditto • . 


Taken to the East 
London Hospital. 

Ditto. 



Eastern Counties Railway Office, High Street, Shoreditch, 
2d August, 1841. 



ANT. BULKBLEV ^Secretary. 



Newcastle-upon- 
Tyne and 
Carlisle. ' 



NEWCASTLE-UPON-TYNE AND CARLISLE RAILWAY. 
Rbturv of Accident occurring in the course of public traffic' 



Date. 


Name of Person 
Injured. 


Description. 


Nature of 
Injury. 


Nature of Accident. 


Cause of 
Accident. 


Remarks. 


1841 
Aug.2. 


Rebecca Dobson • 


Neither pastenf^r 
or servant of the 
Company, but a 
labourer at a 
paper mill. 


KiUed • . 


Persisted in crossme 
the railwayalthougn 
particularly cau- 
tioned by several of 
her companions not 
to do so. 


Engine ran 
her down. 


Coroner's inquest, 
held 3d August; 
verdictAccidental 
Death. Deodnnd 
on the engine Is. 



4th August, 1841. 



JOHN ADAMSON,aerktotheCompany. 
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Dite. 



William Heslop, 
residing at Case- 
wayencU 



Name of Person 
Injured. 



Description. 



He was guard to 
the Slamanuan 
Railway Com- 
pany's passenger 
trains. 



Leg amputated, 
and head slightly 
cut. 



Nature of Injury. 



Nature of Accident 



Right leg ampu- 
tated below the 
knee . by the 
engine going 
over it. 



Cause of Accident. 



Heslop was going along the 
fuot-board of one of the car- 
riages when the train was at 
the passing place on the 
incline, and the engine tender 
of the descending train came 
in contact with him, and 
dragged him down among the 
wht^ls, when the engine went 
over his leg. He said he 
forgot that he was at the 
passing place, and did not re- 
collect the danger till it was 
too 1 ate. 



WILLIAM DODDS, Superintendent. 



Appendix. 

Returns of 
Accidents. 

Bailcchney. 



EASTERN COUNTIES RAILWAY. 
Return of Accident on the "Works. 



Date. 



Name of Person 
Injured. 



1841. 
Aug. 6. 



David Train . 



_ ... Nature of 

Description. j^j^^y^ 



Nature of 
Accident. 



Horse driver in 
contractor's 
service. 



Splinter bone 
of the foot 
broken. 



A fall uf earth 
on the Hat- 
field Peverel 
works. 



Cause of Accident. 



The earth falling upon 
him as he wai passing 
with his horses alH)ut 
3 o*clock, p.H. ; having 
had a broken leg before, 
he was less active in 
.getting out uf the way. 



Remarks. 



Removed to his lodg- 
ing, anJ attended 
by Mr. Proct4)r, 
surgeon, Witham. 



Eastern Counties Rwlway Office, High Street, Shoreditch, 
9th August, 1841. 



ANT. BULKELEY, Secretarj'. 



Sir, 



Eastern Counties. 



DUBLIN AND KINGSTOWN RAILWAY. 

Dublin, 12th August, 1841. 
I HAVE the honour to inform you that a melancholy accident occurred at this station on 
Monday evening, the 9th instant, whereby a young man named John Smith was so severely 
injured that his death ensued on the following day. 

The inquest on the body was held yesterday, and I cannot better give you a detail of the 
circumstances, than by sending you the fullest report of the proceedings given in " Saunders* 
News Letter" of this day, and which as far as I know, I believe to be perfectly correct. 

It has been a cause of the deepest regret to the Directors, and to me, that such an accident 
should have occurred. 

I send a copy of the newspaper herewith. 

I am, &c., 
G. R. Porter, Esq., James Pim, Jun., Treasurer. 

&c. &c. &c. 



Dublin and 
Kingstown. 







EASTERN COUNTIES RAILWAY. 


Eastern Counties. 


Return of Accidents on the Works. 


Date. 


Names of 
Persons Injured. 


Description. 


Nature of 
Injury. 


Nature of 
Accident 


Cause of 
Accident. 


Remarks. 


1841. 
Aug. 


William Islii. 


Driver at Tip,— 


Hand and fin- 


Knocked down by 


Stopping to quar- 


Taken to Colchet- 






in contractor's 


prs seriously 


the waggon be 
was driving. 


rel with another 


ter Infirmary. 






service. 


injured, breast 


man and not no- 










bruised and 


which went over 


ticing his wag- 
goo, which he 










head sUghtly 


him, on Hatfield 




1 






crushed. 


Peverell contract. 


was taking home 
empty afterwork- 
iog hours, he was 
knocked down 
by it. 






VfrUliam Claxon. 


Excavator, — in 


Ancle dislocated 


Fall of earth on 


Eurth yielding un- 








contractor's , 


and leg much 


Mountnessing 


expectedly. 








service. 


bruised 


coDtract. 






Eastern Counties Railway Office, High Street, Shoreditch, ANT. BULKEJLKY, Secretary. 




16th August 184] 


• 
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REPORTS to the COMMITTEE of PRIVY COUNCTL, 



Appendix* 



Retimsof 
Aoeideiitt. 

Edinbufgh and 
Dalkeith* 



Hull and Sdby. 



EDINBURGH AND DALKEITH RAILWAY. 

Return of Accident occurring in the course of the public traffic. 



Date. 



1841. 
Aag. 18 



Name of 
Person Injured. 



James Black. 



Description. 



Waggon driver 
to the Com- 
pany. 



Nature of 
Injury. 



Arm crushed un- 
der the wheels 
of the foremost 
waggon. 



Nature of 
Accident. 



His having lallen 
before thie wag- 
gons he was 
driving. 



Cause of 
Accident. 



His bdng seated 
upon one of the 
trains in front of 
the leadin)^ wag- 
gon while in mo- 
tion, and trip- 
ping when get- 
ting off. 



Remarks. 



His arm has 
amputated. 



D. RANKINE, Manager. 



HULL AND SELBY RAILWAY. 



Sir, 



Railway Office, Hull, 21st August, 1841. 
I beg leave to transmit to you the following particulars of an accident which hap- 

Sned yesterday to William Bell, the fireman of the engine which took the goods train from 
ull at noon. 

When the train arrived at the Staddlethorp Station, some additional load was taken on for 
the Cliff Statioo, near Selby, mduch was placed before some waggons which were to be left at 
Eastrington. On arriving at the Howden Station, there were other additions to the load for 
Selby, which rendered it necessary to detach the waggon for Cliff, from the train, as those for 
Eastrington had been before, in order that the goods for the stations on die line might be in 
proper order for being left at them in passing, and thereby avoiding the delay which would 
otherwise necessarily arise. Bell, after having tightened down the break, and reduced the 
speed to about seven or eight miles per hour, descended the steps of the tender, in order to 
unhook the waggon for Cliff, in doing so his foot slipped on the step of the tender, and he fell 
with one of his less across the rail, some of the wheels passed over it, and of course crushed it 
severely ; he was brought to Hull, and taken to the Infirmary here, as recommended by the 
surgeon at Howden, who was immediately called in, and it was found necessary to amputate 
the leg below the calf of it. 

The case is one purely accidental. Bell has-been some time in the Company's employ, and 
his conduct has been such as to cause him to be respected by his fellow workmen. I hope 
that he may soon recover. 

I have, &c. 
G. R. Porter, Esq., Gborob Locking, Secretary. 

&c. &C. &c. 



Eastern Counties. 



EASTERN COUNTIES RAILWAY. 
Return of Accident on the Works. 



Date. 


Name of 
Person Injured. 


Description. 


Nature of 
Injury. 


Nature of 
Accident. 


Cause of 
Accident 


Bamarks. 


1841. 
Aug. 26 


John Hares . 

N 


Excavator in 
contractof's 
employment. 


KiUed . . 


A fall of earth in 
ths night on 
Brentwood Hill 
contract 


The earth unex- 
pectedly giving 
way. 


The unfortunate 
man came irom 
W«t Haddon, 
near Daventiy. 



Eastern Counties Railway Office, High Street, Shoredltch, 
28th August, 1840. 



ANT. BULKELEY, Secretary. 



Dublin and 
Kingstown. 



DUBLIN AND KINGSTOWN RAILWAY. 

Sir, Dublin, 5, Westland Row, 28th August, 1841. . 

I RBORET having to report that an accident, attended with personal injury, occurred 
on Sunday evening the 15th instant. The sufferer, a boy named Reeves, not a passenger, 
improperly and incautiously attempting to cross the rails, was caught by the foot, which was 
crushed by one of the wheels passing over it. The Surgeon-gen^^, Sir Philip Crampton, 
was in immediate attendance, and amputated the injured member. Sir Philip has since been 
in constant attendance, and has now pronounced the patient out of danger. 

This communication waa delayed in consequence of my being absent from Dublin at the 
time of the accident, and for some days after ; and the time limited by their Lordships' order 
having elapsed, I thought it well further to delay it till I could report the result. 

I have, &c. 
G. R. Porter, Esq., T. F. Bbboin. 

&c &c. &c. 
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Date. 


Name of Penoo 
Injured. 


Deacriptioa. 


Katureof 
Injuiy. 


aSL' jCau- of Accident 

f 


Btmarks. 


1841. 
Aug. 27. 


Jotiat Joliffe. 


Senrant of tha 
Company. 


KUled. 


Byhiaheadftrik- 
inff agninat the 
raua. 


In consequence of 
jumping off the 
wag^n while in 
notion. 


Verdict of the Co- 
roner's Inque«t, 
"AccidentalDeath." 



G. R. PORTER, Esq., 
Ac ftc Ac 



JAMES CHAPMAN, Secretary. 



Appendix. 

IT 
Returns of 
Accidents. 

North Union. 



SHEFFIELD, ASHTON-UNDER-LYNE, AND MANCHESTER RAILWAY. 

Sib, No. 15, Piccadilly, Manchester, August 30, 1841. 

I AM sorry to have to communicate to you angther accident on this line, causing the 
death of a man named Daniel Mill, banksman, aged 25, native of Cheltenham, in the county 
of Gloucester, by the breaking of one of the cross stays, in letting down pump-trees into 
No. 3 shaft, which struck him on the head and caused a concussion of the brain. He died 
in 161iours after the accident. 

I will forward you the verdict of the Coroner's jury so soon as I receive it. 

I am, &c. 
S. Laing, Esq., John Platford, Secretary. 

&c &c. &c. 



GREAT WESTERN RAILWAY. 



Sheffield, Ashton- 

under-Lyne, and 

Mancnester. 



Sir, London Terminusy Paddington, 8th September, 1841. 

It is my duty to acquaint you, for the information of the Lords of the Committee of 
Privy Council for Trade, that an accident has occurred to the mail train of laifC night, on its 
way from Bridgewater to Paddington, owing to a sudden sli]p of the embankment on the 
iDciiiie, between Wootton Bassett and Chippenham, about 86 mdes from London. I am as 
yet very imperfectly informed of the circumstances of the case, excepting that there were two 
locomotive engines attached to the train, the foremost of which passed over the slip and the 
seeond wa» thrown from the rails, which occasioned serious injury to the carriages, also thrown 
off the Hne. 

I regret to say^, that one gentleman had his les broken and was obliged to be left at Wootton 
Bassett (or surgical assistance. Two or three otner passengers were, I am informed, bruised 
by the blow, but they have been able to proceed on their journey, and no serious mischief has 
befallen any passenger by the train, excepting in the case of the fracture reported by me. 

I have, &c. 

Chakleb a. Saunders, Secretary. 
Lieut.-Colonel Sir Frederick Smith, B.E., 
&c. &c &e. 



Great Western. 



NORTH UNION RAILWAY. 



North Union. 



Rbturn of Accident occurring in 1 


t&e course of the 


public traffic on the 7th Sept 


. 1841. 


Date. 


Names of Persons 
Injured. 


Description. 


Nature of 
Injury. 


Nature of 
Accident. 


Cause of 
Accideut. 


Remarks. 


'1841. 
Sn>t.7. 


Mr.Ja8.ThreUan. 


Passenger per train 


Fractore of the 


Concussion of 


The London 










leg, slight 


two trains. 


down mail 


parties all re- 




Mr. Bowoeu. 


Do. 


Fracture of the 
knee pan. 




overtakmg 
and running 


covering and 
doing well. 




Mr. Thos. Jackson. 


Do. 


Shoulder bruised. 




agaiast the 






Mr. Turner. 


Do. 


Face slightly cut. 




Liverpool and 
Manchester 






Thomas Picknol. 


Company's ser- 


General concus- 










vant; gnard of 


sion, slight. 




regular train 








the train. 












Mr.andMrs.Ni-1 




Bruised, but gone 




station, in 






cholson,daugh-l 


Passengers per 


on to Fleetwood. 




thick rainy 






ter, and two | 


train. 






weather. 






servants. J 













North Union Railway OfRee, Pftston, 
9th Sept. 1841. 



JAMES CHAPMAN Sauetary. 
E2 



Digitized by 



Google 



28 



REPORTS to the COMMITTEE o/PRIVV COUNCIL, 



Appendix 



NORTH UNION RAILWAY. 
Return of Accident occurring in the cuune of the public traffic on the 1th Sept 1841. 



Returns of 
Accidents, 


Date. 


Namei of Per- 
sons Injured. 


Description. 


Nature of Injury. 


Nature of Acci- 
dent 


Cause of Acci- 
dent. 


Remarks. 


Jorth Uni(»n. 


1841. 
















Sept. 7. 


Rer. BIr. Iry. 


Dissenting minister, 


Fracture of both 


A collision at a 


The Soutbport 


Death afanost 








passenger by stage 


thighs and one leg. 


crossing on the 
level in Euxton 


stage coach 


instantaneous. 








coach. 


General concuvnion. 


coming in con- 












Killed. 


township, of 
the Chorley 


tact with a 








Mrs. If y. 


His wife, passenger 


Concutsion of the- 


coUiet's engine 


\ 








by stage coach. 


spine, not serious. 


Road and the 


and train of 








Mr. Ward. 


Innkeeper, ditto 


General concussion, 
not serious. 


Railway. 


empty coal 
wagi^ons, b^ 








Miss Paton. 


Ditto 


Bruise of the arm, 
not serious. 




longing to Mr. 
Pearson, of 








Mr. Craig. 


Ditto 


Slight concussion of 
the brain, fracture 
of the clavicle. 




Ince Colliery 
Wigan. 


Surgeons re- 
port all re- 
' covering and 






Mrs. Greer. 


Ditto 


Slight concussion of 














the brain. 






doing well. 






Henry Elston. 


Coachman of stage 
coach. 


General concussion, 
bruiseof the kidney 










• 


John Arnold. 


Servant of coach pro- 
prietors. 


and loin. 
General concussion, 

slight. 
Sli|fnt /general con- 












John Eccles. 


Toll-bar keeper, pas- 














senger by itage 
coach. 
Company's servant. 


cussion. 




^ 








Thos. Nickson. 


Compound disloca- 




] 


Leg amputated. 








Gatekeeper of Eux- tion of the ankle 






but going on 








ton itation. joint, with fracture. 


« 




welL 




North Union RaUway Office, Pretton, 9th Sept. 1841. JAMES CHAPMAN, 


Secretary. 



Manchester and 
Birmingham. 



MANCHESTER AND BIRMINGHAM RAILWAY. 
Return of Accident occurring in the course of the public traffic. 



Date 


Name of P«r^ 

son Injured. 


Description. 


Nature of 
Injury. 


. Nature of 
Accident 


Causs of 
Accident. 


Remarks. 


1841. 














Sept. 10. 


— Bsxter. 


Platelayer, em- 
ployed by the 


Four toes 


Wheel of ten- 


Rashness of 


In compliance wth a signal given. 






crushed. 


der passed 


the person 


becAUse the road was uuder^ 






contractor. 




over the 
man*s foot. 


injured. 


gumg repair, the speed of the 
train had been reduced to about 
ei^ht miles an hour. The man 
injured ran in front of the train 
to remove a tool from between 
the rails, was struck by the 
huffier, and feU with his foot 
under the wheel of the tender. 



10th Sept. 1S41. 



MATT. LYON, Acting Director. 



Eastern Counties. 



EASTERN COUNTIES RAILWAY. 
RsTURN of Accident on the Works. 



Date. 


Name of Person 
Injured. 


Description. 


Nature of Injury. 


Nature of Aoddent. 


Cause of Accident. 


1841. 
Sqit. 11. 


William Brown. 


Excavator, in the 
contactor's employ. 


Leg severely frac- 
tured. 


A fall of earth on 
Brentwood Hill con- 
tract. 


The man's own care- 
lessness, as he was cau- 
tioned several times. 



Eastern Counties Railway Office, High Street, Shoreditch. 
14th September, 1841. 



ANT. BULKELSr, Secretaiy. 



Glasgow and 
Paisley. , 



GLASGOW AND PAISLEY JOINT RAILWAY. 
Return of Accident occurring in the course of the public traffic. 



Date. 



1841. 
Sept. 13. 



Name of Person 
Injured. 



Peter McDonald. 



Description. 



Nature of In- 
jury. 



Soldier, private, 
10th JBLegt. of 
Infantry. 



Nature of Acci- 
dent. 



One of his toes Struck by the The man at- This man took a ticket 
crushed. traiu. tempted to get furthe20minutesto9, 

on a train iu p.m. train, from Paisley 
motion. to Glasgow,but instead 

of goinginto a carriage, 
p a ssed from the plat- 
form, nnobserved by the poUce, and walked a quarter of a mile up the line towards Glasgow, accompanied by a 
female. When the next train was passing him he attempted to get on it, and in doing so was hurt as stated. 



Cause of Acci- 
dent. 



Remarks. 



JNO. WASS, Manager. 
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GREAT WESTERN RAILWAY. 

Sir, Princes Street, Bank, 16th September, I84I, 

Since I had the pleasure of seeing you to relate the circumstances under which the 
accident to the Exquisite coach occurred at Bridgewater, I have visited the spot, and made 
myself fully acquainted with every particular. The Directors are gratified to learn that the 
Lords of the Committee of Privy Council for Trade, concur in the sentiments I expressed 
to you at that interview, that it would be advisable to require the coaches, even at some loss 
of time, to wait until the engine shall have removed the carriages beyond the crossing, an 
order which I had previously given and have since confirmed. 

The Exquisite coach having received all her passengers at the railway station, on the 
occasion alluded to, proceeded to cross the line beyond the station, notwithstanding the remon- 
strance of the policeman, while th^ locomotive engine was removing the railway carriages. The 
coachman who was well acquainted with the place, and the mode of shifting the carriages, 
whipped his horses across the rails in order to precede the engine, at the moment at which he 
was cautioned to stop. The passengers, I am|infomied, saw the whole transaction, and state 
that no blame can be attached to any one but the coachman, who both saw and heard the 
engine whistling, and must have known the risk he incurred. 

The engine, moving very slowly, struck the coach, which was thrown over and much broken. 
The passengers escaped with contusions only, but a woman standing at the spot, although 
previously warned twice to leave, was unfortunately knocked down, and seriously injur^. 
ohe is, however, alive, and hopes are entertained of her recovery. 

I have. Sec. 



S. Laing, Esq., 
&c. &c. 



Chas. a. Saunders, Secretary. 



Appendix. 

Returns of 
Accidents. ' 

Great Western. 



EASTERN COUNTIES RAILWAY. 
Return of an Accident on the Works. 



Date. 


Name of Person 
Injured. 


Deicription. 


Nature of 
Injury. 


Nature of Acci- 
dent 


Remarks. 


1841. 
Sept 7. 


George Cranmer. 


Bricklayen* ia- 
bourvr, in the 
contractor's em- 
ployment 


Hand lacerated, 
and internally 
bruised. He is 
now labouring 
under brain 
ferer. 


FeU off a plank. 


This accident occurred 
on the 7th init., but 

the 16th inst., the 
contractor not being 
aware of the same. 



Eastern Counties Railway Office, High Street^ Shoreditch, 
17th September, 1841. 



NATH. DAVIES, for the Secretary. 



Eastern Coontief . 



EASTERN COUNTIES RAILWAY. 
Return of an Accident on the Line. 



Date. 



1841. 
Sept. 18. 



Name of Person 
Injured. 



Samuel Elson. 



Pointman, in 
the Company's 
service ; un- 
marriedy and 
about 35 years 
of age. 



Description. 



Nature of 
Injury. 



Leg broken a- 
hove the knee. 



Nature of 
Accident. 



His leg slipped 
across the 
rail in conse- 
quence of his 
getting off the 
engine before 
it had fully 
stopped, and 
the engine 
passed over it. 



Cause of 
Accident. 



Carelessness,— 
as he was cau- 
tioned by the 
engine-driver 
not to get off. 

»He has fre- 
quently ad- 
mitted that it 
was entirely 
his own fault. 



Remarks. 



Eastern Coantiet. 



This accident occurred at 
night, a little way beyond 
Stratford, about an hour 
after the passenger-trains 
had done running. The 
man injured accompanied - 
Robert Taylor, driver of 
engine No. II, with two 
trucks loaded with rails 
from theStratford Station 
to Ilford Station, and 
when returning near the 
Stratford Station at- 
tempted to get off whilst 
the engine- was moving 
J very slowly, although 
cautioned by the engine- 
driver not to do so. He 
was uken to the London 
Hospital, and had his 
leg amputated. He is 
now doing well. 



Eastern Counties Railway Office, High Street, Shoreditch, 
20th September, 1841, 



NATH. DAVIS, for the Secretary. 
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L 

Returns of 
AccuflcDiK 

€lasg[ow and 
Paisley, 



GLASGOW AND PAISLEY JOINT RAILWAY. 

Rkturn of Accident occurring in the course of the public traffic. 



Date. 



Name of Penon 
Injuied. 



1841. 
Sept 22. 



Gkorge Donald- 



Descriptioo. 



Pbliceman in 
the Company's 
semce. 



Ntttnre of 
Injnry. 



l>eath. 



Nature of 
Accident. 



Struck by the The 
bii£Een of the 
engine. 



1 at- 
tempting to 
cross the road 
when the en- 
gine was too 
close to him. 



His daties were the 'ordi- 
nary dndes of a poUee- 
man. He was standing 
upon the slope of the 
cutting, at about twenty 
yards from the west 

. ... , V . . , . . • ^*^® ®f ^^ tunnel at 

Arkiestone ; and npon hearing the one o'dock train from Glasgow coming, he ran down the slope with the intentioa 
of cnssmg the road to gi?e the signal to the train when passing, but the engine at the time waa too doae to him to admii 
hia so doing. He was struck by Uie buffers of the engine and killed. 

The tunnel lies nearly east and west ; and he being on the wlope at the down roadside, and close to the west face 
of the tunnel, and the train coming fnim the east, he could not judge the proximity of the engine till it was too late. 



'Cause of 
Accident 



Remarks. 



JNO. WA^, Manager. 



Manchester and 
Leeds. 



MANCHESTER AND LEEDS RAILWAY. 

Return of Accident occuring in the course of public traffic. 



Date. 


Name of Person 
Injured. 


Description. 


Nature of Injury. 


Nature of Accident. 


Cause of Acci- 
dent 


Remarks. 


1841. 
Sapt 25. 


Robert Law. 


Farmer, and nei- 
ther passenger 
nor servant of the 
Company. 


Broken legs and 
arms. 


It is supposed that 
he must have got 
upon the rail and 
fallen asleep. 


A train ran over 
him. 


The man was seen 
by 2 persons go- 
ing on the lino in 
a state of intoxi- 
cation. 



W. ROBINSON. 



Dublin and 
Kingstown. 



DUBLIN AND KINGSTOWN RAILWAY. 

Return of Accident occurring in the course of public traffic. 



Date. 


Name of Person 
Injuscd. 


Description. 


Jfatureef 
Injur)'. 


Cause of 

Accident. 


Remarks. 


1841. 
Sept 30. 


James Brown. 




Simple fracture 
of leg. 


Leaping out of 
a train at full 
.seed. 


Immediately removed to " City of Dublin" 
Hospital, where the bone was at once set ; 
and on inquiry in the eveninp;, ascertained 
there was not any other injury, nor any 
appearance of imfavourable symptoms. 
Said that when getting out was quite 
aware of the risk he was incurring, and 
couM not say why he did^ao. 



2nd October* 1841. 



T. F. BBRGIN. 



London and 
Brighton. 



LONDON AND BRIGHTON RAILWAY. 



Sir, Angel Court, Throgmorton Street^ 4th October, 1841. 

I AM instructed to inform you, in compliance with the regulations of the Lords of tho 
Privy Council of the Board of Trade, that an accideut of a very serious description occurred 
on that part of the railway between the Ouse Viaduct and Hayward's Heath, on Saturday 
last, to tile 10. 45 down tram, whereby two fishermen and two second class passengers were 
killed, and an engine-driver and guard very much injured — no other person was hurt mate- 
rially. 

Fidl and detailed particulars will be forwarded to you, as soon after the Inquest as pos- 
sible, for the further information of their Lordships. 

I have, &e. 



S. Laii^^ Esq., 
&c. &c. 



Thomas Wood, Secretary. 
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LIVERPOOL AND MANCHESTER RAILWAY. 

Return of Accident occurring in the coarse of the public tra£Sc. 



Date. 


Kame of Person 


Description. 


Natine of In- 
jmy. 


Nature ef Accident. 


Remarks. 


1841. 
Oct. 8. 


J<An L«a. 


LalHHmr. 


His head and 
face much 
hcuisad* and 
one eyesevere- 
ly cat 


He got in 4he 7 a.m. train from lif erpoc4 i 
at Ecdes, and m little be&re the train 

thrown with great force agunst some 
railing hy the road side. 


He is a steady, 
sober maniaad 
has graerally 
been careful. 



H. BOOTH. 



Retunit«f 



Liverpool aad 
Manchefter. 



WISHAW AND COLTNESS RAILWAY. 

Return of Accident occurring in the course of public traffic. 



Date. 



1841. 
Oct 5. 



Wm.Fitzpatrick. 



-theei 
him. 
limb 



NaMe«fPersoa 

Injured. 



Description. 



Labourer in the 
employ of 
Wm.Jefisand 
Sons, one of 
the Railway 
contractors. 



iNatufeaf la- 

jury. 



Fractured limb. 



One wheel of 
engine passed 



NatweofAeei- 

dent. 



Cause of Accident. 



over the Uml>. 



The accident occurred 
at the station near to 
the Edinburgh and 
Glasgow road, by 
Shotts, where the en* 
gineaare supplied with 
water. The down go- 
ing engine had just got 
a supply of water, and 
WBS standing until the 
man had attached the 
empty waggons. The 
up coming engine was 
coming very slowly 
akmg the liae at the 
same time, when the 
mas, unpereeived by 

leer, ran across the rails befine the engine, and when the engine was at the time within a yard or two o£ 
man was taken immediately to the Glasgow Royal Infirmary, where he died immediately after the fractoved 

amputated. 



When in the act 
of crosniag the 
Railway with a 
diaininhishand 
to oenpU his em- 
ployers waggon 
ti the down go- 
ing train, his foot 
caught one of 
the rails of the 
up coming road, 
where he fell, 
and the up com- 
ing engine pass- 
ed over his lag 
with one wheeU 



Remarks. 



Wishaw and 
Coltiieaa. 



Woodend by BilUiill, 6th Oct 1841. 



ROBERT TODD, Resident Engio 



HULL AND SELBY RAILWAY. 



Hall and Selby. 



Sir, Railway Office, Hull, October 9, 1841, 

I HAD the pleasure of writing to you on the 6th instant* with answers to sundry ques- 
tions transmitted by you, and regret exceedingly to have to transmit to you now, the particu- 
lars of an accident to John Meesom, one of the gatekeepers at the Skillings Lane Gate, which 
is about twenty-two chains from the Brough station, eastward, by which he was unfortunately 
killed on the evening of that day. 

The last train from Selbv to Hull reached the Brough station about twenty-one minutes 
past nine o'clock, p. m., and remained there about four minutes, during which time the engine- 
driver oiled the engine, and examined it, in order to endeavour to ascertain the cause of a 
squeaking noise which he had heard brfore arriving at Brough. As he did not find out the 
cause whilst the engine was stationary, he thought he could do so when the engine was in 
gentle motion after leaving the station ; Howard, (the engine-driver,) had whistled before leav- 
ing the station, and did so very loudly, as is admitted on all hands, before leaving it ; and, ex* 
Secting the saAekeeper at Skillings Lane to be at his post and open the gates, he desired the 
reman to hold the lamp, whilst he looked along the engine, which he did, and Howard 
ascertained that the cause of the noise he heard was, the stuffing of the spindle being loose ; on 
lifting up his head and looking forward he saw the red-li^ht, and immediately called out to 
the fireman that the gates were shut, at the same time he laid hold of the regulator, but was 
too near the gatesito be able to stop the engine and train, which went through them. He looked 
forward on the engine to see if any part of the gates was on the engine, but findingr all clear 
he put on the steam again and proceeded to Hull, where the train arrived at ten o clock. I 
was on the platform at the time, and he immediate^v came to me to report the neglect of the 
gatekeeper, and that he had gone through the gates — ^not, however, anticipating in me slightest 
degree any other accident. The following morning a man came from Brough, to state that 
the gatekeeper was killed near the gate ; and it was allowed on all hands that the man must 
have been asleep in his box, but had been awakened by the whistle, perhaps not fully so, and 
rather stupefied, and in endeavouring to go to the gates had not been in time to open them, 
and was struck down by the engine. This gatekeeper who had the night duty, had relieved 
the other about half-past six o'clock in the evening, two men being employed in the day and 
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Appendix. 

"IT 
Retorniof 
Accidenti. 

Hull and Selby. 



night duty, which was taken by each in alternate weeks ; and the men are always most strictly 
enjoined to be attentive in discharging their duties. These facts came out at the Inquest held 
yesterday^ when a verdict of ** Accidental Death '* was returned. One of the jurymen came 
from Selby to Brough by the train ; he said he was rather timid, and noticed the very great 
care and attention whicn the engine-driver appeared to pay to his duties during the journey ; 
and he also heard the squeaking noise referred to by Howard ; the whistling was heard by 
him and also by others of the jury. I feel pleasure in stating, that not a more sober, steady, 
and attentive man than Howard is, can, in my opinion, be placed upon an engine, and tie 
has been with us since tlie line was opened in July, 1840. 

Althoufi;h the poor man was killed owing solely to his own neglect of duty, it is another proof 
of the desirableness of having gates in such situations to shut upon the road and not on the 
railway, 

I am, &c. 

6. R. Porter, Esq. Gkorok Locking, Secretary. 

&c. &c. &c 



Liverpool and 
Manchester. 



LIVERPOOL AND MANCHESTER RAILWAY. 
R^pruRN of Accident occurring in the course of the public traffic. 



Date. 


Name of Person 
Injured. 


Description. 


Nature of 
Injury. 


Particulars. 


1841. 
Oct 14. 


Robert Murchbon. 


Labourer, in the 
service of Messrs. 
£. and W. Hun- 
ter, quarrymen. 


Killed. 


In the act of crossing from the north to the south side 
of the railway at Uuyton Quarry, was Icnocked devn 
by the 9 a.m. (first class) train from Manchrster to 
Liverpool, and the whole train passed over his body. 



H. BOOTH. 



Ulster. 



ULSTER RAILWAY. 
Return of Accident occurring in the course of the public traffic. 



Date. 



1841. 
Oct. 11. 



Name of Person 
Injured. 



Hugh Kidd. 



Description. 



Passenger. 



Nature of 
Injury.' 



A severe contu- 
sion of the 
abdomen, and 
one Itrg severe- 
ly fractured. 



Nature of Accident. 



The deceased climbed 
over the carriage-door 
(which was locked as 
usual) fur the purpone 
of getting out of the 
tram whilst in mo- 
tion ; aud his clothes 
having caught on the 
carriage, he fell, and 
received the injuries 
mentioned. 



Cause of Acci- 
dent. 



Omitting to leave 
the carriage 
whilst stopping 
at the Dunmurry 
station ; and 
when he found 
the train in mo- 
tion, thought he 
could sately get 
out. - 



Remarks. 



A report of the 
inquiry at the 
inquest will be 
forwarded to- 
morrow. 



Ulster Railway Office, Belfast, 13th Oct 1841. 



J. G. SMITH, Secretar)'. 



Dundee and 
Arbroath. 



DUNDEE AND ARBROATH RAILWAY. 
RxTURN of Accident occurring in the courge of the public traffic. 



Date. 



1841. 
Oct. 11. 



Name of Person 
Injured. 



Margaret Ste- 



Description. 



Aged 73 years; 
height, 5 feet 
3 inches; deaf, 
imbecile. 



Nature of 
Injury. 



Fracture of the 
right clavicle, 
with severe 
contusion of 
the right 

elbow. 



Nature of 
Accident. 



Attempting to 
cross the rail- 
way in front 
of the mail 
train at a foot 
crossing in a 
curve. The 
engine in com- 
ing up struck 
the aeceased 
on the right 
shoulder, and 
killed her on 
the spot 



Cau>e of Acci- 
dent. 






The individual 
attempting to 
cross the line of 
railway at a foot 
crossing when 
the train was at 
a short distance, 
and in a curve. 
Deceased being 
deaf, did nut 
hear the alarm 
whivtle, although 
sounded 100 
yards before 
reaching ht-r, 
and steam off, 
engine reversed, 
and every at- 
tempt made to 
bring up the 
train. 



Remarks. 



The deceased has fre- 
quentlv been anarched 
from the front of an 
approaching train ; 
has been remonstrated 
with by the Company's 
servants, and promised 
never to come upon the 
line. Latterly a female 
has been in charge of 
the deceased to keep 
her off the line, but 
neglected her charge. 
Having no coroner's 
inquest in Scotland, 
the accident is under 
the investigarion of 
the procurator fiscal of 
the county, and he is 
proceeding with his 
precognitions. 



ROBERT MARSHALL, Manager. 
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STOCKTON AND DARLINGTON RAILWAY. 

Darlington, October 13, 1841. 

Rachael Walton, aged 66, and wife of Ralph Walton (very deaf), belonging to Lyne- 
aadL and Softly, did wilfully trespass on the Hagger-leases Branch of the Stockton and 
Darlington Railway, between Storey Lodge Quarry and Evenwood Gates ; about nine o'clock, 
A.M., two waggons laden with stones, in charge of John Jenneson, employed by the Durham 
County Coal Company, who endeavoured by shouting aloud to give her the best possible 
intimation of her danger, were descending by gravitation at the rate of seven or eight nules per 
hour ; she was in the act of crossing from one side to the other ; the first waggon knocked her 
down, and one of the wheels passed over her riffht foot and crushed it so severely, that her 
toes were obliged to be amputated. Mr. Todd, the surgeon of Evenwood, and two other 
medical men were in attendance, but little hope is entertained of her recovery. It is expected 
that amputation above the ankle will at least have to be performed. 

Signed by order of the Committee of Management, 

Samuil Barnard, Secretary. 



Appendix. 

"iT 
Returns of 
Accidents. 

Stockton and 
Darlingtoo. 



SOUTH WESTERN RAILWAY. 



South Western. 





Return of Accident occurring in the coarse of the public traffic. 




V^iB. 


Nam* of Person 
iDJuntd. 


DetcripHon. 


Nature of Injury. 


Nature of Acddenf. 


Cauie of Accident. 


1841. 
Oct IS. 


Jotww nwisoii. 


Socotnl sittfo of 
mMltram,inthe 
tenrke of tbo 
Compaoj. 


Slight cot oTvr 
eye. 


by UMluKifage train, mie 
engiue having been dit- 


nals by the engine- 
driver and fireman of 
the mail train up. 



18th Oct. 1841. 



ALFRED MORGAN, Secretary. 



MIDLAND COUNTIES RAILWAY, 
Rbtu&n of Accident occurrmg in the course of the public traffic. 



Midland Counties. 



Date. 


Name of Person 
Injured. 


Nature of Injury. 


Nature of Acci* 
dent. 


Cause of Accident. 


Remarlis. 


1841. 
Oct 17. 


.William HofUm. 


Killed. 


Ran in front of 
engine. 


Trespassing on the line 
at 4 o'clock in the morn- 
ing, supposed not to be 
sober. 


Verdict of the jury, Acci- 
dental Death. No blame 
attached to any one. 



X F. BELL, Secretary. 



ST. HELEN'S AND RUNCORN GAP RAILWAY. 
Return of Accident occurring in the course of the public traffic* 



St. Helen's and 
RunoomGap. 



Date. 


Name of Perwm 
Injured. 


Deicription. 


Nature of Injury. 


CauM of Accident. 


1841. 
Oct. 19. 


John Baxter. 


Horse drirer in the 
employ of the St. 
HeWs Railway 
Company. 


KiUed. 


He coupled the horse to the 
draw bar instead of the 
side chain, and became 
entangled. 



21it Oct 1841. 

At an Inquest held on the 20th day of October, 1841 « upon the bodhr of John Baxter, late 
employed by the St. Helens and Runcorn Gap Railway Company : — 

John Birch, sawyer, St Helen's, in the employ of Messrs. Tickle and Webster, builders^ 
deposed, that he the said John Birch was at the St Helen's and Runcorn Gap Railway Station, 
assisting in the discharge of timber for his employers; saw the deceased John Baxter hook his 
horse to the middle draw-bar of a waegon which he was in the act of shunting; he drew the 
wagffon up to another, and called to the horse, who turned properly, and the deceased was 
caugnt between the two waggons and crushed in the chest. 

I think the deceased acted improperly in hooking to the middle instead of the side of the 
^'^fg^H' ^ I had always seen the horses hooked to the side-chains previously. 

Another witness, whose name was not taken by the coroner, corroborated the above 
evidence. 

Verdict " Accidental Death.** Deodand of 5s. upon the waggon. 

John Wolfknden, Agent. 
F 
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Appendix. 



Returns of 
Accidents. 

Glfts|^>w, Pauley, 
and Greenoek. 



GLASGOW, PAISLEY, AND GREENOCK RAILWAY. 

Sir, Bishopton, 19th October, 1841 

The old woman killed to-day by the twelve o*clock down-train was a stranger ; itappaara 
she ^ot up somewhere on Westferrr Bank, near to Kings Bridge from the turnpike road, 
which there runs parallel with the line ; she intended, it is suppo^d, to cross tdie railway for 
the purpose of gadiering Uackberries on the other side of the Hne, which along the south sidie* 
of Westferry embai&ment is skirted by fields and wood. 

John Wilson, the supernumerary in charge of this beat, had but a short lima before mne 
over it carefully, and finding all right went Aoirher on towards Woodsidie Rock, the end of hia 
beat. There are also a number of plate^layers at woi^ there who passed up at twdhre to 
dinner, and she was not on the line then, nor till twenty minutes past twelve. 

She called at Robert Stewart's fkrm-bouse near Westferry, and got some bread and ratlk 
after twelve, so that she must haVe watched till all our men passed, and then got on the bank 
just as the train emerged from the rock. Meantime, accordmg to Mr. Ross's orders, I have 
suspended Wilson till your commands reach me. 

I am, &c., 

P. Croslbt. 



Return of Accident occurring in the course of the public traffic. 



Ikte. 


Namcr of P*r- 
■on Injured. 


Description. 


NaluMof 
Injary. 


Nature of Accident 


Cause of 

Accident. 


Remarks. 


1841. 














Oct. 19. 


A ttnnser. 




Struck by the 


No accident to the 


Prom the wo- 


This woman, it is stated, was. 




All that can 


70 yean old. 


engine, and 
kiUed on 


train. It occurred 


man comug 
in front of 


forcibly ejected irom the line. 




be learned is 




solely from the wo- 


together with others, by 




that she is 




theq)ot 




the engine. 


Stewart Povan, poticeman, at 




called the 






theline; and every 




Luggie Hole, eor/y m the 




"Widow" 






exertion was made 




morning ; and appears to have 




Carn Duff. 






by the enginemaa 




watched her opportunity to 




She went 






and guards the mo- 
ment she was seen. 




trespass again during the 




also by the 








dinner hour. She was from 




name of 






The breaks were 




Paisley, where the poor are 




liliaa f er- 






applied, the whUtU 




much distressed, and wan- 




ST"* " 






sounded, and the 
engine reversed $ 
and the train stop- 
ped a few yards 




dering over the countiy 
begging. 


















^ 






* 










past the spot • 







21st Oct 1841. 



J. E. ERRINOTON, Secretary. 



Mancheiter and 
Leeds. 



MANCHESTEB AND LEEDS RAILWAY. 

Return of Accident occurring in the coorae of tSie pnUic traffic. 



Date, 


Name of Person 
Injured. 


Description. 


Nature of In- 
jury. 


Nature of Acci- 
dent 


Cause of Acci- 
dent 


Remarks. 


1841. 
Oct 22. 


William Naylor. 


Servant of the 
Company in the 
eapasilj of la- 
bourer. 


Killed on the 
spot 


Run over by a 
train of empty 
ballast waggcms. 


Carelessness. 


Fell off an empty 
waggon on to tho 
raihi, and the fol- 
lowing waggons 
passed over his 
body. 



2Mh Oct, 1841. 



W. ROBINSON. 



Midland Counties. 



MIDLAND COUNTIES BAILWAY. 

SiR^ LeiceatTer, 25th October, 1841. 

At Loughborough (where every train stops) and near to tiiie station, there is a ballast- 
pit, into which is a siding with self-acting points. 

On the 25th ultimo, the 4.45, p.m. train, from Derby, was pulling up for stopping, when 
the driver saw the points were wrong; he instantly put on his break and reversed the 
engine. 
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The engine and all the carriages ran into the siding where were several empty ballast- 
waggons standing; the waggons were driven off liie rails, and tbeve being a sharp curve in the 
siding, the engine went off and thus stopped the train. No one was in the slightest degree 
hurt. No carriage was eidiar thrown on the ndk, nor in the least dctgree damaged. 

The pilot-engine brought the train forward, and the damaged engine was at work again in a 
few days. 

An inquiry was immediately made, and it appeared that the policemen in charge of the 
points liad neglected bis duty, in Iwving failed to see to ikem previoitsly to the train coming. 

The Directors gave instructions for a warrant to be taken out against the policeman (who I 
tUnk it right to^tate had previoudy most faithfully done his duty), but he has absconded, and 
has not since been heard of. 

I annex the instructions which had been given to the policeman at Loughborough. 

No <Hie having suffered the MaaUesl injury I was not instructed to report the case. 



I remain, &c. 



S« Laing, Esq. 
&c. &c. 



J, F. Bell, Secretary. 



PoucE Department. 



Memorandum, 19th day of July, 1841. 
The police constable lA Loughborough statkni will pay particiilar attention to the points 
planed si the ballast^pitj seeing that they are made perfectly secure as short a time as possible 
previous to any train passnig over thenu 

(Signed) J. Withers, Inspector of Police. 



L 
Betnmt^lf 

AieowffDffpr 

Midkad CooalM. 



STOCKTON AND DABUNGTON RAILWAY. 

Sir, Darlington, October 26, 1841. 

I REG to hand you the statement subjoined of an accident upon the Stockton and 
Darlington Railway, which I am happy to think is not likely to be attended with fatal conse- 
quences, though severe to the suflEuoei:. 

I beg to remain, &c. 

John R. Ord, Secretary, jiro tern. 

On Monday morning the 25th instant Absalom Barton, night watctfaman at the Darlington 
station on the Stockton and Dai ling tun Railway, faaring c o m p le te d his waloh, l ea p e d iato the 
train when proceeding westward, at ten minutes to nine o'clock, without permission, and in 
defiance of the regulations of the Company; his object being to transact some private business, 
at St. Andrew's Auckland. On the arrival of the train within half a mile of the Shilden Station 
being desirous of taking the nearest route across Ae country, he suddenly leaped from the-eeach, 
the engine being at the time at the moderate speed of twelve miles per hour, as approaching 
said station : the step of the last coadi canght him as he rebounded from the ground, turned 
him round ; the st^p beyond also caught him and threw him with great violence against 
the step or other part of the coach. His right leg was fractured, and ms head received con- 
jsiderable injury on the skuU and jaw-bone. Medical assistance was procured ; two surgeons, Mr. 
Clark, of Bishop Aueklaikd, and Mr. Anderson of the same place, have continued in attendance 
upon him, and at present expect to be able to reduce the fractured limb, and think favourably 
of the case generally. 

The sufferer is quite sensible, and reflects with sorrow upon his own rash conduct, blaming 
himself alone. 



Stockton and 
Darlington. 



NORTH UNION RAILWAY. 

RsTtrRN of Accident oocorring in the course of the public traffic. 



Date. 


"^BilSTi i>-*i^ 


Nattuaaf 


CaoM of Accident. 


RemarVt« 


1841. 
Oct. 22. 


BidiArdCUyEr. 


MnwntoCtlM 

Companj. 


BMkt&am. 

i 


Knocked down by a earner*! teato. It 
appears lie wished to go by the train to 
Lancaster after the eates were closed, 
and that he ran round bv Charles Street 
and climbed over the wuce walls. In 
descending he fell aeainst the coming- 
up carrier's train, and received the injury. 


ports ttke pa- 
tient is domg 
well. 



FMon, 27th Octn 184U 



JAMES CHAPMAN, Secietaiy. 

F 2 



North Union. 
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REPORTS t9 the COMMITTEE of PRIVY CX)UNaL, 



Apptndix* 



lUturntof 
Acoidents. 

Maaehcttar ud 
Leeds. 



MANCHESTER AND LEEDS RAILWAY. 

RvTVBN of Aeckkni eeciimBg in Uie oeitfie of Uie publk trafl^ 



Dmte. 


NttMofF^ncm 
Injured. 


Deicriptioii. 


NaiunoflBH 
juiy. 


NftluraofAccidMit 


Cause of Acci- 
dent. 


Bemarits. 


1841. 
Oct. 27. 


SUB. Hftrgvesfct. 


PAfMoger. 


A tefcre ihake. 


The door of a hind 
class carriage ceme 
unfastened, and he 
leaning against it 
at the time feU out, 
and loUed down the 

near Smithy Lane. 


Thoughtlesi- 
nessysshehad 
been thsking 
the door. 


He ametred to bo 
in liquor at the 
time. On being 
brought to ^ 
station he was 
eonv« jed to the 
Royal infirmary^ 
wheie he remains 



Manchester Station, 27th Oct., 1841. 



W. ROBINSON. 



Newctst1e-ui)0ii> 
Tyne and Ouliile. 



NEWCASTLE-UPON-TYNE AND CARLISLE RAILWAY, 
Return of Accident occurring in the coone of the public traffic 



Date. 



1841. 
Oct. 27. 



Name of Per- 
son Injured. 



Thomas Wilson. Servant of the 
Company. 



Description. 



Nature of In« 
jury. 



Bruise in the 
breast, of 
which he died 
an hourafter^ 
wards at his 
own house. 



Nature of Accident. 



An enipneand ten- 
der go wg down the 
line, one of the 
gateenot opened in 
time, and the man 
hit by the engine. 



Csose of Acci- 
dent* 



Opening a gate 
for engine and 
tender to pass 
through* 



Remarks. 



Inquest held 29th 
fenlict *< Accidental 
Death,'* deodand, 54 
upon the engine. 



29th Oct 1841. 



JOHN ADAMSON, Clerk to the Company. 



London and 
BUckwall. 



LONDON AND BLACKWALL RAILWAY. 
Return of Accident occurring in the course of the public traffic. 



Date. 



184i. 
OdL%9. 



Name of Per- 
son Injured. 



Patrick Ca- 

mady. 



Description. 



Labourer in the 
employ of 

Messrs. Oritsell 
and Peto, con- 
tractors, execut- 
ing work for the 
Company. 



Nature of 
Injury. 



Compound frac- 
ture of the thigh, 
and severe la* 
eeratioo of the 
head. 



Nature of 
Accident. 



Struck by the 
down tram fkom 
ShadweU to 
BlackwalL 



Cause of 
Accident. 



Incautiously 
standing on the 
lane of road, 
although repeat- 
edly warned of 
the 



Removed to the 
London Hospital, 
where he nomaina 
in a very preca* 
nous state. 



J. WARMINGTON, Seeivtny. 



Grand Junction. 



GRAND JUNCTION RAILWAY. 
RiToaN <tf Accident oooirring in the oooiae of public traffic 



Date. 



Name of Person 
Injured. 



1841 
Oct 27. iThomaa Philips. 



train and 



Description. 



Passenger. 



Natnieof In- 
jury. 



One leg broken 
and knee dislo- 



.Cause of Acci« 
dent. 



Attempting to 
get on a train 
while in ^mo- 
tion. 



Thb gentleman did not pay attention to 
the bell for passengers to take their seats, 
he was absent from the platform at the 
time, and after the osnal time of two mi* 
nutei, the conduelor passed down the 
proceeded to ring the second bell for starting the engine, the train had not proceeded ten paces when a cry 



BemariEs. 



was heard, and Mr. Philips was discovered dinging to the step of the carriage with both hands : he was instantly 
placed on the platform, carried into the waiting room, and a sprgeon sent for; he never spoke^ and died in 20 
minutes. 

The inquest was held yesterday, and the verdict returned is " AccidAital Death.*^ No deodand was levied on the 
carriage, and no blame was imputed to any of the Company's servants ; it appeared by the surgeon's evidence that the 
wheel did not passover his kg, and that the injury must have been caused by the step of the carriage ; it was nearly 
dark at the time. 



MARK HUISH, Secretary. 
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GRAND JUNCTION RAILWAY. 
RsTURN of Accident occarring in the coune of the public traffic 



Date. 



1841. 
Oct 28. 



Name of Penon 
Injurod. 



WHluun Lowe. 



Ooacription. 



PaM€oger. 



Nature of 
Injury. 



Htmd crushed 
with wheel of 
carriage. 



This casualty is similar in character to the 
one before reported, ezceptiog that the 
passenner was attempting to leave a car* 
riage. On arriYal at Crvwe, and before 
the train was completely stopped, he 
opened tlie door and attempted to spring on' the platform i he miscalculated the distance, and anpears to ha?e fallen back- 
ward on the rail, the train then proceeding so slowly that the Porter who saw him fall under the wheel, and heard it go 
over him, was ensbled to stop the train bdfore the second wheel of the same caniage reached the body. The verdict of 
the jury in the Inqneat held yesterday waa Accidental Death— the Coroner remarking that no one but the passenger was 
to blame. 



Cause of 
AccioBnt. 



Attempting to 
jump off a train 
whi& hi no- 
tion. 



Remarks. 



Apptndix. 

"iT 
RahumtoC 
Aeeidratft. 

GruulJoiictifm. 



HARK HUISH, Seoetary. 



EDINBURGH AND DALKEITH RAILWAY. 

Rbtubn of Accident 



Date. 



1841. 
Nov. 6. 



Name of Per. 
•on Injured. 



Be&tley John- 
8ton< 



Description. 



A child of 
three years 
old, son of 
the princi- 
pal waggon 
driver in St. 
Leonard's 



Nature of 
lojary. 



Inktant death. 



Nature of 
Accident. 



Cause of Accidents 



He was struck by 
the end of a 
waggou and 
thrown across 
the railway, so 
that one ef the 
wheels cane 
upon his chest 
and stood fast 
upon it. 



The waggon was standing 
still on a siding in St. 
Leonard's depdt, near to 
his father's house I and he 
was passing the waggon, 
in the act of following his 
father, at the instant when 
a train of waggons was 
drawn forward to the same 
place on the same siding, 
so as to strike slightiy 
againat the former wag- 
gun and cause it to move 
against the child. 



Remarks. 



No blame attadiee 
to anyone. The 
child was within a 
few yards of both 
hit father and 
his mother, hav- 
ing run from the 
tide of the latter 
after the former. 



D. RANKINS, Manager, 



Edinburgh and 
DalkSth. 



PRESTON AND WYRE RAILWAY. 



Pretton and Wyre.- 



SlR^ 



Fleetwood, 1 1th November, 1841. 



I LAMBI4T to have to commuDicate to you that an accident happened upon this railway 
on Saturday evening last, which has since terminated &tally, although I have the consolation 
to add that no blame can attach to any one, but to the unfortunate victim himself. 

Thomas Hornby of this place was returning from Preston by the train which leaves there 
at half-past five in the evening ; and when it stopped to put down passengers at the Lea road, 
(three miles from Preston,) he had the imprudence to get out of the third-class carriage, where 
he had been riding, and to go into a waggon at the bade of the train, which being separated 
from the carriages by six or seven horse-boxes, carriage-trucks, and waggons^ and the evening 
being very dark, he was not observed by the guard or any one else in doing. He had two smaU 
pigs in a crate in this waggon, and his motive for p;etting into the waggon was lest they should 
attempt to get out. The waggon being without high sides (the sides were about twenty inches 
high), he overbalanced himself while standing near the end, in consequence of the slight shake 
occasioned by the shutting off of the steam when anproachin^ the Poulton Station, and the one 
or twovehielee behind the waggon in which he had been riding* ran over his legs. This was 
not observed, and he lay there until a short time after, when the people of the station, who were 
pushing some carriages in that direction, heard his moans, and conveyed him to an inn 
opposite the station, and immediately procured medical assistance. One of his feet was found 
very much crushed, and the other W was fractured in two places. On Sunday (when he waa 
a little recovered from the shock to the system) the foot was amputated, but he died soon after. 
An Inquest has since been held, when the before-mentioned circumstances were proved 
(having been diiefly related by himself to the surgeons and others who attended him), and 
the Coroner and Jury were unanimous in the opinion that no blame whatever was attributable 
to any one but to the poor fellow himself, anc^a verdict of " Accidental Death ^ was returned. 
No one is allowed to ride in any but An^A- sided waggons (breast high) and then only the 
owners or drovers to look after the cattle, pigs, &c., whiai sometimes endeavour to get out 

I am, &c«. 



S. Lain£, Esq. 
&C. &c. 



John Power, Secretary. 



Digitized by 



Google 



38 



REPORTS to (He COMMITTEE of FitlTY CiOUNCIL, 



AppG1KnX« 



LONDON AND CHOYDON RAILWAY. 



Returns ef 
Aectdents. 

London and 
Croydon. 



Sn^ a05> Tft<ky Stwat^ Ifilh Navrnnlwr, 1841. 

It becomes my most painful duty to report to you, a Tory serious, and I fear in its 
recmhs, fatal aeeident, which occurred to a porter named Williun ftfartin, in the employ of the 
London and Croydon Railway Company, at about half-past nine o'clock this morning. 

I am informed that the man had passed up the inclined plane on a Brighton train^ to the 
spot where the faite slip impedes the further advance of the trains ; and die passengers having 
alighted and walked up the bank, the train was returning to New Cross, when the down train 
to Croydon appearing in sight ; the signal of '^ danger '* was displayed by the police constable 
on duty. Imnedtately aAerwards Martin was seen makiiig his way from the top of one car- 
riage to that of another, at the moment -die train was passing under the bridge, wUoh strvek 
him on the head^ and jcnocked him under the carriages. 

He was immpdiately taken to Guy*s Hospital^ where it was discovered that he had sustained 
a severe fracture of the skull, and of both arms; and the surgeons are of opinion that he cannot' 



recover. 



Ihftve^&e. 



G. R. Porter, Esq. 
&c. &c. &c; 



R. G. YouNO, Secretary. 



London and 
South Western. 



LONDON AND SOUTH WESTERN RAILWAY. 

Return of Accident occuntDg mi the cooaw of the public traffic* 



Ihrte. 


NsmoiofPsnoBi 
Injured. 


DeMnprtien. 


Naiura of In- 
jury. 


Nature of Acd- 
1 dent 


CMueofAcddeBt 


Benailca. 


1B41. 














Nov. 17. 


Me. John Bidaa. 


Paaiengei;. 


Cut on forehead 


CoUition. 


Br a ballaat engine 


Neither of the gen- 
tlemen are Ukely 








and on the chin. 




belonging to the 




ThcNDM Duncan. 


Ditto. 


Sprained knee. 




eootraetor for main- 


to be long kept 




ThooMM&dfo. 


Ouaid. 


Cut on chin. 




taining the rMd, 
tzaTelling on the 


from their avoca- 












tions^and the Com- 












wrong line, and aeg- 


pany's servant is 












lect of tendinff aig^ 
naU a sufficient 


agam at work. 






[ 






dbtance a-head. 














both being in viola- 














tion of rulei and 














otden, which all 














the contractors' ser- 














vants receive direct 














from the Company. 





Nov. 19, 1841. 



ALFRED MORGAN, Secretaiy to the said Company. 



Manchester and 
Leeds. 



lAANCHESTER AND LEEDS RAILWAY. 

RsTDEN of Accident oceumng in the course of the public traffic. 



Date. 



1641. 
Nov«28. 



Names of Per- 
sons Injured. 



Shasr. 



Joseph Soldifib, 



Descnpfion. 



Labourer in the 
employ of the 
CQiitraetor on 
thelineu 



Ditto 



Nature of 
Injury.* 



Broken thigh 
and compound 
nactere^m via 
back of the 



Dangerously 
injured. 



Nature of 
Acctdent. 



Platelayer's 
LorTy,ottirhich 



iagteSowerby, 
smashed by a 
luggage train. 



)0f 



Recklessness bj pro- 
ceeding on a Lony 
at ihe tine cf a 
luggage tram be- 
ing due, in defiance 
of&ei 
of die 



The men were drunk 
and did fisrcib^ 

although the watS» 
man warned them 
of the ptobableeoa- 



WILLIAK ROBINSON. 

* Whether the natnre of the ii«uiy« as ipvea above, ARplns to Jamas ffluar or Joee^ Sutcliffis it is impossible for me 
to sa|^ as it is not properly set forth in the accompanying Report/ 



Gipjr of Bep(Mt reoeived from our Clerk at Sowerby Bridge. 

Sir, Sowerby Bridge Station, 29th November, 184L 

I BEO leave to report an accident that occurred about half-past ten o'clock last night, at 
Boy Mill Bridge, about 250 yards on this side of Suddendenfoot. It appears four men forcibly, 
and in opposition to the advice of the watchman at Suddendenfoot, took one of the platelayers* 
trucks to proceed to Sowerby Bridge. They had not got more than 200 yards when .they 
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peiceifed the Iiign||e-traiii fiaom Manehe^r approaching ; and before thev could get the 
truck clear of the une the engine struck it and Hnashed it to pieces. Two of the men we have 
got in custody^ and one lays at the Bed Lion Inn, Suddendenfoot^ dangerously injured^ his 
thigb-bone being broken, and he haiiag reeeived a compound fracture in the back of the head. 
The other man made his escape, but has since been traced to his residence at Halifax, where 
he remains very seriously hurt. The two men injured, and one of those in custody are 
labourers, in the employ c^Heslop, the contractor : the other man is a toll-house keeper i all 
of them were drunk. 

James Shaw, dangermisly hurt. 

Joseph SutcUflfe, ditto. 

Greorge Carter, uninjured. 

William Mitchell, ditto. 

I am, &c. 



Appendix* 

HetumsoC 
Accidents. 

Manchester and 
Leeds, 



Captain Laws, B.N. 



Gbdbob BiCHARnsoN, Clerk in Charge. 



CLARENCE RAILWAY. 
RsvuRN of aa Accidents 



Clarence. 



Date. 



1841. 
KoT.27. 



Nftme of PenoB 



ThooMt Tito. 



Dtecxtptioii. 



Fmman of a 
oMd-angine. 



CftujM of AecMoot. 



The ground being frozen and 
covend with ice he alipped 
down in ^tting off the tender, 
and his right, arm went under 
the engine wneeli. 



N'atnre of Injury. 



Right arm ampu- 
tated. The man is 
doing welL 



ayC 
29,1 



Not. 29, 1841. 



Sir, 



Clartnce Railway Office, Stockton, 
,1841. 

Above I beg to hand you a report of an acddent that befel one of the firemen on this 



line ; it was entirely accidental. 



G. R. Porter, Esq. 
&c. &c. &c. 



I am glad to say the poor fellow is doing very well. 

I am, fce. 
George Child, Superintendent. 



LIVEEPCX)L AND MANCHESTER RAILWAY. 
RxTUSir of Accident oecurring in the coozse of the public traffic. 



Liverpool and 
Manchester. 



Date. 


NameofPeiMn 
Injured. 


DeMriptioii. 


Nature of In- 
jury. 


Cause of Accident 




1841. 
Dec 4. 


Mn.Boirker. 


PaMenger^ and 
mother of one 
of the Compa- 
ny** f^^»^ 
men. 


One leg: broken 
and otherwise 
bruiaed. 


She had gone from Manchester to 
Patricroft, bj the n| train, and on 
its starting again (from the Patri- 
CioA Station^ was about to oaea 
the north line of rails, and when 
the 11 A.M. train from liferpool 
was seen approaching. The police-: 
man observed her, and called to her, 
but in vsin : he then ran towards 
her, and reached her just as she was 
knocked down. 


She was immediate- 
ly conveyed to Man- 
chester, and taken to 
a Tne*^Tral man, who 
has s«t her leg. 



H. BOOTH. 



MANCHESTER AND LEEDS RAILWAY. 

RsTuaif of Accident occarring in the coarse of the public traffic. 



Manchester and 
Leeds. 



Date. 


Nane of Person 
Injured. 


Deeeription* 


Nature of 
Injury. 


Nature of 
Accident. 


Cause of 
Accident. 


Bemarks. 


1841. 
Dec 4. 


JameeFurber. 


Luggage guard. 


Crushed. 


Unshackling, and 
caught between 
twobufESBTs. 


Carelessness. 


Had no business to go 
while the wag^n or 
waggone were in mo- 
tion. 



Superintendent's Office, 8th Dec 1841. 



WM. SOBINBON. 



Surgeon's Account, received this morning only, 8th December, 184L 

I WAS sent for a little after five o'clock on Saturday evening, December 4, 1841, 
to see James Furber, a luggage-guard. I immediately went and found him at his own 
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house, No. 9, Rome-street, having been crushed between the buffers of some loaded waggons 
on the line. He was very much collapsed when I first saw him, and almost pulselens. I 
apprehended some serious internal injury. He complained of much pain in his back, which, 
on examination, I found some little contused. This was the only external mark of injury. 
When he rallied I had him cupped in the back, which afforded him much relief; and adminis- 
tered what I considered appropriate remedies. He soon began to vomit adark grumous-looking 
fluid, which was blood mixed with the contents of the stomach, which continued the whole of 
Sunday, and I began to fear he would sink rapidly. Medicines, however, had a beneficial 
effect, and correctwl the bleeding, and to-day I entertain hopes of his recovery. 



(Signed) 



William Smith, surgeon. 



Bolton and Leigh. 



BOLTON AND LEIGH RAILWAY. 

Rbturn of Accident occarring in the course of the public traffic. 



Date. 


Name of Pvnoo 
Injured. 


Description. 


Nature of 
Injury. 


Nature of 
Accident. 


Cause of Accident. 


Remarks. 


1841. 
Dec. 7. 


Chrigiopher 
luce. 


Breaktman np- 
on the Bolton 
inclined plane. 


Hand cniahed. 


Caught between 
the bufien of 
two waggons. 


In pinning down a 
break, he placed one 
band upon the buflrr, 
which, coming in con« 
tact with another 
waggon, crashed it. 


The man is ex* 
pected to lesomtt 
his work in a 
short time. 



Bolton, 8th Dec. 1841. 



HENRY BRADSH A W, Principal Clerk to John Hargieaves, Jnn. Esq. 
the Lessee of the said Railway. 



Dundee and 
Arbroath. 



DUNDEE AND ARBROATH RAILWAY. 

Heturn of Accident occurring in the course of the public traffic 



Date. 



1841. 
Dec. 6. 



Name of Person 
Injured. 



Alexander Reid. 



Description. 



Porter at the 
Trades Lane sta- 
tion of the Dun- 
dee and Arbroath 
Railway. Age, 
41 ; height, 5ft. 
5 in. 



Nature of Injury. 



Simple fracture of 
the right thigh 
bone, and com- 
pound fracture of 
the bones immedi- 
ately abore the 
ancle. 



Cause of Accident. 



When shifting a train of 
flooda waggons from one 
fine of raiu to another, 
Reid, haying placed 
himself on the bimer of 
the first waggon, in leap- 
ing off, missed his foot- 
ing and fell in firont of 
them, when the first 
waggon* being empty, 
passed of er his legs. 



Remarks. 



It is contrary to the 
Company's regulations 
for any serrant to 
place himself in such a 
situation ai Reid did 
on this occasion, and it 
is presumed that had 
he attended properly to 
his instructions, no 
accidei^ fiwdd bavs 
occurred. 



Dundee and Arbroath Railway Company's Office, Dundee^ 
9th Dec 1841. 



ROBT. MARSEALL, Manager. 



Eastern Counties. 



EASTERN COUNTIES RAILWAY. 

Return of Accident on the Works. 



Date. 


Names of Persons 
Injured. 


Description. 


Nature of Injury. 


Nature of 
Accident. 


Cause of Accident 


Remarks. 


1841. 
Dec 11. 


JohnVinall • • • 


Bricklayer • • • 


Pace cut and arm 


Fall of cen- 


Rings of the arch 


The men are 








bruised. 


tres and 


of the bridge of 
the rif er Black- 


attended by 




DafidWaight • • 


Ditto. . , • 


Leg cut. 


rings of 
arcn. 


Messrs. Va- 




William Bishop . • 


Labourer • • • 


Stunned by faU. 


water falling at 


renne and 




William Bonner • 


Ditto. . . . 


Knee hurt and cut 
face. 




Kelfedon, with 
its centres. 


Patmore, 




William Oldin . • 


Ditto. • • • 


Legcutandbruieed. 




caused by the 




Stephen Darey • • 


Bricklayer • • • 


Face cut. 




contractor car- 


and are all 




Thomas Perhn • . 


Ditto. • • . 


Internal bruise. 




rjring up the 
brickwork of one 


doing welU 




Thomas Nightingale 


Ditto. . • . 


Knee and thigh cut 








Charles Sawer • . 


Ditto .... 


Bruised. 




of the arches 






Joseph Jackson • • , 


Builder • • • . 
(All in the con- 
tractor's employ.) 


Leg cut and bruised. 




oontcaiy to off* 
deis. 





Bastem Counties Railway Office, High Street, Shoreditch, 
December H 1841. 



ANTHONY BULKELET. 
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My Lords, 



DURHAM AND SUNDERLAND RAILWAY. 

Sunderland, 15th December, 1841. 



I HAVE to inform your lordships of an accident that took place on the line of the 
Durham and Sunderland Railway, on Monday morning last, the loth instant. The circum- 
stances under which it occurred are these : — A boy, named Robert Hodgson^ of this town, 
serving his apprenticeship as a butcher, at Ryhope, having to go to Elemore, about six miles 
from tne latter place, in order to get there sooner, asked the waggonman, who was going to 
start up the incline plane to Seaton, if he might ride on the waggons, as it would have been 
some time before he could have got by the coach, to which he consented, (though contrary to 
the orders of the Directors), and he got on to the last coal waggon in the train : that after 
riding about a mile, it is supposed that in attempting to jump off (for the waggonman did 
not see him do so) he had fallen to the ground, whereby his thigh bone was broken. He is 
now under medical treatment, and I trust will do well. 

In corroboration of the above I beg to hand your lordships a copy of a note received from 
the boy's master, by which you will perceive that the boy was to blame in attempting to get 
off the waggon, and by doing so got his misfortune. 

V I have the honour, &c., 



\ To the Lords of the Committee of the Board of Trade, 
Railway Department. 



M. CoxoN, Secretary. 



Copy of Note from the Boy's Master. 



Sir, 



Ryhope, 15th December, 1841. 

This is to certify, that Robert Hodgson, son of Hodgson, of the Low-street, 

Sunderland (late a butcher in the neighbourhood of Bishop Auckland) has been between six 
and seven weeks with me assisting me in my business as a butcher. I left home on Monday 
rooming, requesting him to follow me to Elemore to bring back some stock that I went to 
purchase ; he, to get soon there, did not wait for a coach, but attempted to leap on to tlie 
waggons, when he laid himself on the sole end until he was tired, when attempting to eet off 
he was caught by the horse crook and dragged until his trowsers gave way, when he fell and 
broke his thigh bone. 

I am, &c., 
Mr. Coxon, Railway Office, Sunderland. J. Garthwaitb. 



Appendix. 



Retonisof 
Accidents, 

Durham and 
Sunderland. 



GREAT NORTH OF ENGLAND RAILWAY. 
Retcrii of Accident in the course of the public traffic. 



Date. 



1841. 
Dec. 10. 



Nome of Person 
Injured. 



Thomas Shipley. 



Description. 



A platelayer. 
CJompany's 
servant. 



Nature of 
Injury. 



Bones of foot 
aud ankle 
hoth broken* 



Nature of 
Accident. 



Two waggons 
laden with 
ballast pass- 
ing over it. 



Cause of Accident. 



His foot having ^t 
fast between two rails. 
A hone was dmwing 
the waggons, and the 
man*s foot caught in 
the check rail and he 
feU. 



Remarks. 



He died on the evening 
of the 14th inst, in- 
flammation having 
taken place. 

Coroner's Inqoest^eld 
on the 16tb. Jurj 
retomed a verdict of 
Accidental Death. No 
deodand. 



Wm. 0*BR1£N, Superintendant 



Great North of 
England. 



BALLOCHNEY RAILWAY. 



Ballocfaney. 



Sir, 36, Miller-street, Glasgow, 16th December, 184L 

I AM sorry to be obliged to inform yon of a serious accident whidi happened to one of 
the serrants of the Company on the night of Saturday last, the 11th instant, while engaged in 
the performance of his duty. His name is James Muir, and he appears, as you will see by the 
enclosed report of the superintendent, to have been at work on the incline when one or two of 
the waggons passed over his hand and leg, and both were thereby severely injured. 

J have the honour, &c« 

S. Laing, Esq., Jambs Mitchell. 

&c &C 
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Appendix. 



SetHKKlOf 

Aeeid«nts. 
BaUoehney. 



RsTURN of an Accident. 



Date. 



1841. 
Dec. 11. 



Name of Peraon 
lojtued. 



Hugh MuuTy retid- 
iBgaABawyardtf. 



Senrant of the 
Compftay. 



Description. 



Nature of Injury. 



His right hand so 
much injured, 
that there is a 
doubt of it being 
saved, the finger 
and thumb is cut 
off. His leg 
(right) is Terv 
much bruised, 
but no fear of 
amputation be* 
ing necessary. 



Nature of Acci- 
dent. 



One or two wag- 
gons went over 
Muir's hand and 
leg. 



Cause of Accident 



Muir was taking the side chains 
from the empty waggons which 
had just arrived at the top of the 
ibclines, and while doing so (the 
night being very dark and 
stormy) the loaded waggons 
slipped past the chain before he 
could ^ it attached; seeing 
thU, with great presence of 
miad, he ran to close a switch 
to prevent the waggon running 
down the indines, but while do- 
ing so the wsffgons ran over his 
hand and leg. 



W. DODDS, Superintnndant. 



London and 
Chnoydon. 



LONDON AND CROYDON RAILWAY. 

Sir, 205, Tooley-street, 18th December, 184L 

I REGRET to have to inform you that an accident occurred yesterday evening on this 
line, from a ballast engine, belonging to the Brighton Railway, in the employ of thii Company, 
coming in contact with a Croydon train. 

I am not able at present to give the details of the consequences which have ensued, furtb^ 
than to say, that about eight persons have received contusions or woimda;, but no life has been 
lost^ nor any limb broken. 

I have the honour, &c.. 



G. R. Porter. Esq., 
&c. &c. &c. 



R. S. YouNQ, Secretary. 



Sir, 205, Tooley Street, 22nd December, 1841. 

The following are the facts of the accident that took place on Friday afternoon on this 
railway, which, I may be permitted to observe, were not before communicated on account of 
the case having been remanded by the magistrate at Greenwich, until Thursday next, when 
two points of importance in the case will have to be investigated. 

A down train from London to Croydon started from London just before half-past five, and 
reached the Sydenham station in safety — The Sydenham passengers having alighted, the train 
was starting again, and when just in motion, an engine ran into the back or the train, severely 
bruising or stunning several of the passengers, and straining the buffing springs of most of the 
carriages, breaking the framings or the bodies of the last two, and one of the axles of a truck 
which was in the rear. 

As far as could be ascertained, the following are the names of the parties injured :— Mr. 
Goddard, Beckenham; Mr. Desborough of the same place; Mr. B(wd, Norwood; and a 
female living at Shirley (name unknown) ; and Mr. George Colson, Fenge ; were bruised 
or cut in the knees or shins : — a Mr& Allen, Croydon ; Mr. Thomas Colson, jun., Penge ; and 
two labourers, one named Wood, cut or bruised in the head or face : — a gentleman (name 
unknown) living at Broad Green; Houghton, acting as one of the guards of the train; Miss 
Mary Colson, Fenge ; and a labourer named Best, at Croydon ; stunned or shaken internally 
— ^the last named party is most hurt, nearly all of the others being now engaged in their cus- 
tomary avocations. 

The engine and driver which caused the accident, had been lent by the Brighton Railway 
Company, and had been employed in the removal of earth; they had, however, left wort, 
and gone to Croydon about an hour previous to the accident, and the engine-man had run 
upon the Croydon line again without having any business, in order to avoid a Brighton up-train, 
which overtook him while he was running water into his boiler ; he ran on to the Dartmouth 
Arms Station to change his engine on to the down-line, and must have met the train into 
which he ran, just after it had left that station. Mr. Rallett, chief superintendent of the London 
and Brighton Railway, was on the engine of the train, and believing the engine-man, Charles 
Goldsmith to be in Uquor, he ordered him into custody, and he was taken ^fore the Croydon 
magistrates on Saturday morning, and by them referred to Greenwich, where the case was 
heard before Mr. Grove; Charles Goldsmith being charged by Mr. James Rallett, with being 
drunk, and wilfully running into the Croydon train. This witness deposed that he was on the 
engine of the train, and feeling a sudden concussion he got down to discover the cause, when 
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he saw that another engine had run into the train; the engine-man, whbm he perceived was in 
liquor, he gave into custody. 

James Davenport, the railway constable in whose custody he was, could not say that the 
prisoner was drunk, he walked with him to the next station ; he was confused at first but he 
believed him to be sober. Jeremiah Braybrook, the guard of the train, proved that the red 
tail-lamp was behind the train, and immediately after the accident he removed it, to use it as 
a light. 

The prisoner denied that he was drunk, and stated that he could not see the red-light in 
consequence of a man standing up in the truck attached to the last carriage, who obstructed 
the signal. The evidence of the stoker went to the same effect 

William Adams, a ganger of labourers to the London and Croydon Railway, who had been 
sent with the truck from the Dartmouth Arms Station, swore that he was sitting and not 
standing when the collision took place, he had not observed the red-lamp, whose place was 
some distance higher than his head. 

Mr. Seaman, superintendant of the railway police, had the truck attached at the Dart- 
mouth Arms StaUon, and sent Adams in charge of it. At the time the train started from 
that station, Adams was sitting on the side of the truck, and the red-light distinctly visible. 

Mr. Grove remanded the case until Thursday next, in order to obtain additional evidence 
as to the sobriety of the prisoner, and the fact of the red-light being visible at the time of the 
accident. 

Every attention was paid to the passengers, by providing those that were at all injured with 
conveyances, and ordering medical attendance. 

I have, &c. 



S. Laing, Esq. 
&c. &c. 



R. 8. Young, Secretary. 



Appendix. 

I. 
ReturiMof 
Aocideatt. 

London and 
Croydon. 



LIVERPOOL AND MANCHESTER RAILWAY. 

Rbtu&n of Accident occurring in the course of the public traffic. 



Date^ 


Nant ofPerson 
Injured. 


Dtscriplioiu 


Nature of In- 
jury. 


ParticttUre. 


Bemarks. 


1841. 
Dec. 21. 


Peter Taylor» 


A boy about 11 or 
12 yean old, nei- 
tberpaaveBgeror 
■ervaot of the 
CompaDy. 


Killed. 


He had come on the railway at 
Newton Junction over a stile for 
foot pauengera, and waa crossing 
the road immediately after the last 
waggon of a goods train from Man- 
chester bad passed, and was struck 
down and killed by the 4f p.m. first 
class train from Liverpool, which 
came up at the same moment in the 
the opposite direction, and on the 
other line. 


There were two 
boys, but one es- 
caped unhurt. 

They work in the 
neighbourhood. 

It was about 5.30 
P.M. when it hi^ 
pened. 



HENRY BOOTH. 



Liverpool and 
Manchester. 



GREAT WESTERN RAILWAY. 

Sir, London Terminus, Paddington, 22nd December, 1841. 

It becomes my duty to report to you, for the information of the Lords of the Committee 
of Privy Council for Trade, that a third-class passenger by a luggatge-train, named John 
Edwards, a stonemason and bricklayer by trade, met with a severe accident on the starting of 
the train, at an early hour this morning, from the Shrivenham Station. 

It would appear that he had got upon the seat of the truck, on which he had been seated, 
and was jumping up and down, as is stated, to warm his feet, at the time at which the train 
was moving forward. 

The jerk of the engine putting the train into motion, shook him off the seat on which he was 
standing, and by the fall between the passenger truck and waggon, he unfortunately broke both 
his arms, and was otherwise injured. 

He was instantly removed on the engine to Swindon, where every attention is pwd to 
his case. 

I have, &c. 



Great Western. 



S. Laing, Esq. 
&c. &c. 



Charles A. Saunders, Secretary. 
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Appendix. 



Returns of 
Aeeidentg. 

Bolton and Leigh. 



BOLTON AND LEIGH RAILWAY, 

Return of Accident occurring in the course of the public traffic. 



Date. 



184). 
Dec. 21. 



Thommt France. 



Name of Per- 
soa Injured. 



Description. 



Fireman to a 
locomotif e en- 
gine. 



Nature of 
Injury. 



Heel bruited 
and ligaments 
torn. 



Nature of 
Accident. 



A waggon wheel 
ran over it. 



Canse of Accident 



Having to lea? e some 
wageons, from the 
middle of a train, at 
one of the stations, 
in coupling the wag- 
gons together agam 
he l^ some meamt got 
his foot under one of 
the wheels. 



Remarks. 



It will probably be 
two or three weeks 
before the man 
can resume his 
work, although 
the injuries are 
not very serious. 



Bolton, December 22d, 1841. 



HENRT BRADSHAW, Principal Clerk to John Hargraves, Jun. Esq. 
the Lessee of the said Railway. 



Great Western. 



GREAT WESTERN RAILWAY. 



Sir, 



Princes Street, Bank, 24th December, 184L 



I HAVE the melancholy task of relating to you^ for the information of the Lords of the 
Privy Council for Trade, the particulars of a most disastrous and fatal accident which occurred 
this morning to a luggage-tram of this Company. 

It had proceeded safely from Paddington as far as the Sonning Cutting, about thirty-three 
miles, when it met with a sudden obstruction from a slip of earth, which; according to the 
statement of some individuals present, was actually seen to fall while the train was passing the 
spot. The force of the obstruction instantly threw the engine and tender oflT the rails, and 
produced so violent a concussion as to lift or throw over each other the following five trucks 
and waggons. 

I lament to say that of the passengers travelling by this train no fewer than eight were 
killed on the spot, and twelve others injured and conveyed to the Reading Hospital. It 
appears that two of the latter only are serious cases, and the others not likely to be attended 
with any danger to life. 

Upon mv arrival on the spot I found that a Coroner's Inquest had been summoned at three 
o'clock, and I felt it my duty to attend in order to afford every information on the subject, as well 
as to report to you the fullest details of the accident. It has not yet been possible to ascertain the 
names or identity of the unfortunate sufferers. They are all men, apparently from twenty-five 
to forty-five years of age, and of the labouring class. It appeared from the evidence that their 
deaths must have been instantaneous. 

I received from a medical man at the latest moment of my quitting Reading, a satisfactory 
report of the passengers, whom he had just visited in the hospital. He expresses the hope 
that even the two most severe eases may not prove fatal f»^d he speaks with confidence that 
the others will all do welL 

I beg to add that the Inquest, after receiving some evidence, adjourned until Monday 
morning, the 27th instant, then to proceed with the investigation of the cause of the accident. 

I have, &c. 



S. Laing^ Esq. 
&c. &c. 



Charles A. Saundbrs, Secretary. 



Stockton and 
Darlington. 



STOCKTON AND DARLINGTON RAILWAY. 

Darlington, 29th December. 1841 
WiLUAM WiLLDT in the employ of Thomas Dennies of Chapel Row, brickmaker, 
when attempting to get upon a nm of loaden waggons ascending the Black Boy incline plane, 
contrary to the regulations of the Company, got his foot fast m a switch, whereby he was 
thrown down and three waggons passed along the calf of his leg. 

Mr. Fielding of Chapel now, surgeon, says there are no bones broken, and reports that 
the case is favourable. 

Signed by order of the Committee of Management, 

Samuel Barnard, Secretary. 
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IL— REPORTS ON ACCIDENTS. 



No. 1. 

GRAND JUNCTION RAILWAY. 

Report of Lieutenant-Colonel Sir Frederic Smith, on the Accident which occurred on the 

11th February, 1841. 

My Lords> Manchester, the 23d February, 1841. 

In consequence of your Lordships* instructions, I yesterday proceeded to Whitmore, on 
the line of the Grand Junction Railway, for the purpose of inquiring into the accident, attended 
with loss of life, which happened at that place on the Uth instant. 

Captain Cleather, the Superintendent of this line, afforded me every facility for conducting 
the investigation, and I inclose his report of the accident. 

It appears that at 11 h. 30 m. p.m., on the 10th instant^ a luggage train from Manchester, 
destined for Birmingham, and drawn by the Wildfire engine, arrived at Warrington, and thence 
proceeded on the journey at 11 h. 50 m. And it also appears that two gooKcIs' trains from 
Liverpool reached Warrington at 12 h. 25 m. and at 12 h. 34 ra. respectively. These two 
trains were formed into one, and left Warrington for Birmingham at 1 h. 30 m. a.m., drawn by 
the Briareus and Charon. 

The train drawn by tlie Wildfire consisted of 22 waggons, and the double train consisted of 
46 waggons. There was an interval of 1 hour and 40 minutes between the starting of these 
trains from Warrington, but owing, I presume, to the Wildfire bein^ inferior to the other two 
engines, the double train gained so rapidly on the preceding one, that it arrived at Whitmore 
at only 13 minutes later, and indeed before the train drawn by the Wildfire had asain started ; 
in consequence of which a collision between the trains took place, causuig the deam of a pwson 
named James Neister, indio was travelling in charge of some pigs. 

About half a mile to the north of the Whitmore station is the top of the Madeley plane, and 
from that point the line falls at the rate of 1 in 390 to and beyond Whitmore. 

The state of the raib on the morning in question is represented to have been very un- 
favourable for the trains, having been covered with a coat of ice. 

I find that since the severe weather set in, towards the close of December, the Directors of 
the Grand Junction Railway have allowed to the drivers and firemen of each train, both by 
day and by night, a cup of coffee on reaching the Whitmore station ; and it appears that in the 
day time the coffee is carried by the porters to these men, who are in consequence not under 
the necessity of leaving their engines ; but at night the practice is for the drivers and firemen 
to £[0 into the office for their refreshment It was in doing this that Hurst, the driver of the 
Wudfire engine quitted his duty, which, according to the regulation, is never to be absent 
from his engine when on the line ; and during this short absence the double train, drawn by 
the Briareus and Charon arrived, and ran into the train then standing at the Whitmore 
Station. 

There is no doubt that the steam was shut off from the Charon at a quarter of a mile from 
the station, but it is not precisely ascertained at what point the steam of the leading engine, 
the Briareus, was shut off. The driver of the last named engine, Ireland, had been employed 
in this capacity on the Grand Junction line for several years, and was considered a tolerably 
steady man. However he must have been very neglectful on this occasion, for the curve of 
the rails, in approaching Whitmore, and the change from the ascent of the Madeley plane to 
the descending gradient of 1 in 390, must have clearly denoted to Ireland his precise posi- 
tion ; and knowmg as he did the icy state of the line, he ought to have shut off his steam 
much sooner than he did ; the more especially as he was aware that the Manchester train was 
not far a-head of Imn. It is in evidence that he mentioned to the driver of the Charon that he 
believed this to be me case. 

Under these circumstances it is obvious that the careless driving of Ireland was the chief 
cause of the accident, and that the secondary cause was the breach of the regulations committed 
by Hurst in leaving his engine. The latter will naturally justify his disobedience of a stand- 
ing order by urging that he only followed the practice of all the night drivers and firemen, 
who are in the habit of going into the office for their coffee. But this plea is inadmissible, 
and both Hurst and Ireland appear to me to have been so culpable that I trust the displeasure 
of the Directors will be marked by their temporary suspension from their employment. I 
also consider the station clerk very blameable for allowing an engine driver to enter his office 
under any pretence whatever, while his engine was on the Une, for this officer could not be 
ignorant of a regulation which Captain Cleather informed me had been promulgated to the 
servants of the (>>mpany, prohibiting the drivers from leaving their engines when on the line. 
I would recommend that the orders on this head should be issued in a more peremptory form, 
calling also upon all the officers and servants to report any disobedience of this important regu- 
lation, for this is nearly a similar case to the irregularity which led to the fatal collision al 
Harrow, and it is one that I think should never pass unpunished. 
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A new and satisfactory system of night stationary signals is in process of gradual introduc- 
tion under Captain Qeather s direction. It has been commenced at Warrington, and it has been 
extended up to the station adjoining Whitmore. Whitmore was therefore not provided with a 
stationary red signal lamp, by which the drivers of the Briareus and Charon could be warned 
of the Wildfire train being still at the station ; but in so far as concerns the accident now under 
consideration this was but of little moment, since Ireland had to stop at Whitmore for water, 
and therefore his speed should have been slackened at an earlier period ; for had the collision 
not taken place, there is no doubt that he would have overrun the station. It has been at- 
tempted to excuse Ireland by stating that in order to break the ice upon the rails, two pig 
waggons and one luggage waggon had been placed before his train, and that these might have 
so far obstructed his view as to prevent his seeing the tail lamp of the preceding train. This 
might have been valid had the collision taken place any where except at a station, at 
which Ireland had to stop ; and it is obvious that he was either driving carelessly or without 
judgment. 

Captain Cleatber is very properly supplying every passenger carriage with a lamp on either 
side showing a white light to the front and a red light to the rear of the train. This plan,, 
which al«*o prevails on the Great Western Railway, is deserving of imitation, and 1 trust it 
will be extended, although perhaps in a limited degree, to luggage waggons. 

I have, &c.. 
To the Lords of the Committee of Frederic Smith, Lt.-Col. R. E. 

Privy Council for Trade. Inspector-Geneial of Railways. 
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No. 2. 

MIDLAND COUNTIES RAILWAY. 

Report of Lieutenant-Colonel Sir Frederic Smith, on the Accident which happened on the 

6th May, 1841. 

Sir, Board of Trade, Whitehall, 26th June, 1841. 

Pursuant to the instructions which I had the honour to receive from you, I have 
inquired into the circumstances coniieeted with the accident that happened on the Midland 
Counties Railway on the 6th instant, by which a person of the name of Mr. Anthony Seweli 
met with his death. 

It appears that the deceased and his son went to the Barrow Station at about half past 9 o*clock 
on the evening of the 6th May, for the purpose of joining the up train at that place, and to 
be conveyed to Syston. 

The station house, as you will perceive by the accompanying plan, stands adjoimng th^ 
down line, and therefore passengers wishing to proceed by the up-trains, have to cross over 
the rails. 

This, althou^ a very common arrangement on all lines, is an inconvenient, and, in some 
decree, a very dangerous one. 

On the occawon now under consideration the deceased, and his son James Sewell, after 
paying their fares, were allowed to loiter on the wrong side of the line until the up-train wa*^ 
heard approaching, when Mr. Gibson, the Station Master, said to them '' The train is coming, 
make haste to cross, for it will be here in a minute.*' 

Mr. Gibson an<l Mr. James Sewell immediately passed over the rails to the platform of the 
up-line, but Mr. Anthony Sewell unfortunately continued a few seconds longer on the wrong 
s^, and then 00 attempting to cross was struck by the engine, and was in consequence 
killed. 

The verdict of the jury was accidental death, as they ascribed the accident entirely to the 
carelessness and wilfulness of the deceased. 

There can be no question that the accident was attributable to these causts, but I think it 
behoves all Companies to afford the most effectual protection to their passengers that circum- 
stances may permit, and there are few points more deserving the consideration of the managers 
of railways than to adopt such regulations as shall ensure safety to the passengers in crossing 
their rails; for neither the incautious, the ignorant, or the infirm, should be left to their own 
discretion in such an important point. 

In my inspection of the Barrow Station, and my inquiries into this accident, I was accom- 
panied by Mr. Yule, one of the Directors, and by Mr. Bell, the secretary to the Company, who 
afforded rae every facility in my investigation. I suggested to them that when the up-trains 
appear coming round the curve, within a few hundr^ yards of the station, the gate of the 
paled fence which separales the station-house trom the platform should be closed, and no 
person allowed to pass till the train is at rest. This regulation, which they most readily 
agreed to establish, will effectually prevent such accidents as the one under consideration ; and 
it would he well if for a similar precaution* the plan of separating the platform from the station 
by ao inclosure, such as that at Barrow, were generally foUowaa at the stations of all Com- 
panies where the relative situation of the stadon-houso and line of rails would permit 

I have, &c., 
Fredbric Smith, Lt.-Col. R. E. 
The Right Hon. Henry Labouchere, Inspector-General of Railways. 

&c. &c. &c. 
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No, 3. 

NEWCASTLE AND CARLISLE RAILWAY. 

Report of Lieutenant-Colonel Sir Frederic Smilii, on the Accident which happened on the 

10th May, 1841. 

Sir, Board of Trade, Whitehall, 30th June, 1841. 

On the 14th May a return was received iu this office from Mr. John Adamson, the 
secretaiT.to the Newcastle-upon-Tyne and Carlisle Railway Company, giving an aecount of 
an accident that occurred on the 10th May, by which a man-servant in the employ of Mr. 
Algood was injured. 

From this return, it would appear that the truck on which Mr. Algood's carriage was fixed, 
with two other carriages, got off the line of rails, and Mr. Algood's servant lost his balance 
and fell from his seat. The cause assigned for this accident by Mr. Adamson, is that a bale or 
truss of goods having got disengaged from its lashings fell from the waggon and formed such 
an obstruction as to turn out of their course the carriages which were immediately behind the 
said waggon. 

Pursuant to your general instructions, I have made the necessary inquiries into this case 
which from its nature might have been attended with serious consequences^ and I have to 
make the following report. 

The Newcastle and Carlisle Railway Company have, for the conveyance of goods, trucks, 
or waggons of various descriptions, some of them with frames, some with sunken bottoms, 
and some with flush, in which latter case the goods are secured entirely by lashings. The 
truck from which the bale or truss fell which caused the accident of the 10th of May was of 
the last description. Mr. Adamson informs me, in answer to my inquiries, that this truck or 
waggon was packed at Carlisle and was there properly secured by ropes and covered with a 
tarpauling. 

Some of the articles which h^d there been placed upon it were taken off at the Hayden 
Bridge Station, and Mr. Adamson supposes that the lading had in consequence become dis- 
arranged, by which means, a truss containing carpeting or flannel weighing about six stone was 
thrown off, and falling upon the rails, forced off the truck in question. I also learn from that 
gentleman, that when goods' waggons form part of a train in which there are passengers' car- 
riages, the former are usually placed between the latter and the engine. 

This accident confirms me in the opinion which I had the honour to give you in my report 
on the Hull and Selby accident of the 13th October, 1840, viz. : that tne goods conveyed in 
railway waggons should be enclosed between a frame- work and not left to depend upon lash- 
ings, and that it is better to place the goods' ^raggons behind the passengers carriages. In 
the instance in question, although the accident was not of a fatal character, yet great blame 
attaches to the person whose duty it was to have secured the tarpauling after the truss of 
carpeting was taken off at Hayden Bridge, and I think the Directors should be called upon to 
mark their displeasure at the conduct of this person. 

In order to obtain all the information in my power respecting this accident, I called upon 
the secretary to furnish me with a sketch of that part of the line on which it occurred. I 
accordingly yesterday received from Mr. Adamson a drawing of which the enclosed is a copy, 
and from this you will perceive that the accident happened on a plane falling 1 in 330, with 
the rails laid in a curve of only a quarter of a mile radius. 

I need hardly remark that the greatest care is necessary in working lines with curves of 
such short radii, and I would suggest that the Directors of the Newcastle and Carlisle Com- 
pany should be advised to issue strict regulations on the following points. First, for passing 
round such curves at a moderate pace. Secondly, for placing their goods' waggons more 
generally behind than before the passengers* carriages. And thirdly, for making their 
servants responsible for any neglect in securing the packages in the goods' waggons. 

I have, &c. 
Frederic Smith, Lt-Col., R.E., 
The Right Hon. Henry Labouchere, Inspector-General of Railways. 

&c. &c &c. 
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No. 4. 

EASTERN COUNTIES RAILWAY. 

Report of Lieutenant-Colonel Sir Frederic Smith, on the Accident which happened on the 

16th May, 1841. 

Sir, Board of Trade, Whitehall, 8th June, 1841. 

You are aware that other and more important duties interfered with my inquiring at 
an earlier period^ into the causes and circumstances attendant upon the accident which occurred 
on the Eastern Counties Railway on the 16th ultimo, by which the fireman of one of the 
engines had his leg crushed, and that it was not until yesterday that it was in my power to 
carry on the required investigation. 

By the return received from Mr. Bulkeley, the secretary, it appears that the half-past fou 
o'clock train on the afternoon of Sunday the 16th May^ arrived at Ilford in the ordinary course 
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Appendix. and that the engine was forced off the rails in consequence of« the points having been wrongs 

by which means the leg of the fireman was crushed. 

P^ *'• I proceeded to Ilford accompanied by Mr. Braithwaite, the engineer of the line, and Mr. 

Accidents. Hall> the manager, and I examined the station and the adjoining lines and sidings. 

It appears to have been the practice for certain trains in running down to Brentwood, to 

No. 4. leave a carriage at Ilford, which is usually put into a siding adjoining the " up line " and a 

Eastern Counties, little below the station at the latter place. 

On the day in question, the " down train/' -which started from Shoreditch at four o'clock, 
left a carriage on the "down line" at Ilford, which was crossed over by police serjeant Otway 
and a policeman of the name of Andrews to the siding of the " up line " above alluded to, but 
after so placing the carriage, Andrews who was left; in charge of it, omitted to set the points 
right for the approaching up train, and the engine in consequence, as before stated, went off the 
rails. The policeman Andrews justifies his neglect by stating, that the points were not in 
his charge, and that in moving the carriage he was merely obeying the orders of the police 
Serjeant, Otway, who gave him no directions respecting the points, and he added that he had 
only recently been employed at the Ilford Station, and was therefore not aware of the ne- 
cessity of adjusting the points for the up train. 

The police serjeant, Otway, admits his having neglected to give any orders to Andrews 
about adjusting the points, but states that it was his intention to have At m^^//* performed this 
important duty, had not his attention been unfortunately distracted from it, first, by an alterca- 
tion which he had with some passengers, who had joined the down train at the Devonshire- 
street Station, without having procured tickets there, and who refused to pay their fares to 
him, and secondly, by having to remove some trespassers who had got upon the line. 

The manager informed me, that formerly there was a " pointsman " specially attached to 
this station, but from it having been found that his services were very little required, he had 
been removed, anji that in consequence the duty of attending to the points had devolved on 
Serjeant Otway. 

I observed that the switches were not of the best description, and that Police Serjeant Otway 
did not appear to be at all dexterous in their management. On inquiry I ascertained that he 
has been two vears and a half in the service of the Company, and that bis character as well as 
that 6f the policeman Andrews have been very exemplary. 

I feel that it is only in cases of urgent necessity, that it would become my duty to recom- 
mend a suggestion being made to a Railway Company to increase its establishment of servants, 
but I think that the accident now under consideration, which but for the steadiness of the 
driver of the engine, might have been still more serious, presents a case justifying an obser- 
vation from the Lords of the Council ; for either there should have been a proper " pointsman" 
at the Ilford .Station, or else the police serjeant and policeman stationed there, snould have 
been better instructed in their duties than they appear to have been. The policeman Andrews 
should not have been placed there without being instructed, that if he passed a carriage to the 
siding, it was necessary to adjust the points for the expected train, and it was equally import- 
ant, first, that Police Serjeant Otway snould have known that the placing of the spare carriage 
in a position of safety and the adjusting of the '* points " were of far more importance than 
any duties connected with the fare of the passengers, and secondly, I think he should have 
been rendered more expert in the management of the " switches" than he appears to be. 

The out-door establishment of the Eastern Counties railway for working the line consists 
of the following persons : — 

1 Superintendent. 
4 Inspectors. 

1 Sub-Inspector. 

2 Police Serjeants. 
30 Policemen. 

And 23 Porters. 

A strength which does not appear inadequate to the duties required, provided the men are 
efficient. 

The blameable parties connected with the accident in question, are in my opinion not only 
Serjeant Olway and policeman Andrews, but also the inspector whose district embraces the 
Ilford Stiition, and who should have seen that Serjeant Otway was well acquainted with every 
part of the duty entrusted to him, and I would suggest that each of these persons should be 
severely admonished by their superiors. 

It might be fairly pronounced in ordinary circumstances that the system is lax which' would 
admit of passengers taking their seats in trains without having tickets, but I am informed that 
in the case in question, the irregularity is chiefly attributable to the defective and exposed state 
of the Devonshire-street Station which has since been given up. 

That part of the Eastern Counties railway over whidi I travelled, I found to be in excellent 
order ; the cuttings and embankments standing well, and the line well ballasted. I observed 
in several points where the line is curved in^cuttings that the slope of the inner curve is at this 
moment being altered, so as to admit of the view of the engine-drivers being less obstructed, 
and Mr. Braithwaite, the engineer, informed me that with this object he intended to construct 
future bridges across his cuttings with arches in place of the long flank walls. 

Mr. Braithwaite showed me a model representing a mode of preventing passengers at inter- 
mediate stations, having to cross the line of rails in joining or leaving the carriages. This is a 
great desideratum, and I trust it will be found to answer the purpose in view* It is to be tried 
at the Chelmsford Station. 

Mr. Hall the manager is engaged in perfecting a system of signals which bids fair to prove 
superior to those formerly in use. 
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I have only to add that several of the weekly abstracts of the trains were laid before me, 
and that they show a degree of punctuality in their arrival at the termini which is very cre- 
ditSible. 

I inquired into the circumstances attending the accident on this railway on the 2nd instant, 
by which a waggoner's boy of the name of Ward had some ribs broken, and received a severe 
contusion of the knee, while drhring an empty waggon on an incline of the Brentwood Hill 
works. Mr. Braithwaite informed me that this unibrtunate boy was in the service of the con- 
tractor, and engaged in the construction of that part of the railway which is not yet opened to 
the public, and as the boy is now doing well, and the accident appears to have been chiefly 
through his own neglect, 1 have no further observations to make upon it. 

I have, &c. 
Frederic Smith, Lt.-Col., R.E., 
The Right Hon. Henry Labouchere, M.R, Inspector-General of Railways. 

&c. &c. &c. 
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No. 5. 

LONDON AND GREENWICH RAILWAY. 

Report of Lieutenant-Colonel Sir Frederic Smith on the Accident which happened on the 

28th May, 1841. 

Sir, . Board of Trade, Whitehall, 3rd June, 1 841 . 

I HAVE the honour to acquaint you that I have this day inquired into the circumstances 
connected with the accident which occurred, in the course of the public trafiic, on the London 
, and Greenwich Railway, on the 28th ultimo, and I have to submit the following report : — 

In the return sent in by the Company, dated the 29th ultimo, and signed by Mr. Akerman, 
the secretary, it is stated that a carriage of the half-past 2 o'clock up-train from Greenwich 
was thrown off the rails, by coming in contact with a log of wood or post, which had been left 
on the line by the preceding up-train, to be used in a fence about to be substituted for a part 
of the parapet wall which nad been pulled down. It is further stated that John Nash, the 
conductor or guard of the train, fell under the carriage that was off the line, and in conse- 
quence broke one of his legs ; and also that a carpenter's labourer, in the employ of the Com- 
pany, named Jabez Delderfield, being under alarm, on seeing the carriage thrown off the line, 
jumped from the new works in the hope of alighting on the scaffolding, but fell and injured 
his spine. 

It is remarked by Mr. Akerman, that a watchman, named Joseph Fryer, had been placed 
at the spot to keep the line clear, but that from negligence he omitted to remove the post from 
the rails, and hence was the primary cause of the accident. 

Mr. Akerman and Mr. Miller, the resident engineer and superintendent of the line, afforded 
me every facility for conducting the investigation with which I was charged, and at my request 
furnished me with such details respecting the accident as were personally known to them. 

I examined Mr. Henry James, the overlooker of the line ; John Barrett, the foreman of 
carpenters ; Pankhurst, the conductor of the previous train ; J. Walker, the driver of the half- 
past 2 o'clock train ; Joseph Fryer, the breaksman or guard of the hinder carriage of the half- 
past 2 o'clock train ; and William Forster, the watchman, whose duty it is alleged to have 
been to remove from the rails the timber which caused the accident now under consideration. 

It appears that the Greenwich Railway Company are now constructing a part of the line 
which they have covenanted to form for the Croydon, the Brighton, and the South Eastern 
Railways, and that the workmen are at present engaged on that portion of this new line which 
lies between the Blue Anchor Road and the junction with the Croydon Railway. In order, as 
it would seem, to appropriate the materials to the new work, portions of the south parapet 
wall had been taken down, leaving the line at such places exposed to depredation. But 
recently, on the representation of the resident engineer, that danger might result from leaving 
these openings during the Whitsuntide holidays, the directors determined that they should be 
filled up by means of a wooden fence. 

Prom the evidence of the parties whom I examined, I learn that the wood for this purpose 
was conveyed from the station at Greenwich to the spot where it was rt*quired to be used, 
partly by the passenger trains and partly by a special engine before the starting of the first 
train on the morning of the 28th. 

The timber and planks, when carried by the passenger-trains, were placed on the hinder 
platform of the last carriage, and pursuaitt to the verbal orders of Barrett, the foreman of car- 
penters, were thrown off the carriage upon the line by the breaksman or guard, without the 
trains being stopped. 

The "beat*' of William Forster, the watchman, which was about a quarter of a mile in 
length, between Blue Anchor Road and the Croydon Junction, comprehended that part of the 
line where the wooden fence was in course of construction. The 28th ultimo was the first day 
on which he had performed the duty of watchman on that beat, but by his previous employ- 
ment in the service of the Company he appears to have had sufficient knowledge of his duty to 
have been aware that it devolved upon him to clear the line of any obstruction left upon it by 
other parties. 

The timber which caused the accident was conveyed by the train which left Greenwich at 
quarter past 2. It was placed on the platform of the hinder carriage under the charge of Pank- 
hurst, and was by him thrown upon the line, together with some planks. He had done the 
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same by the quarter past I o*clock train, and the materials had then been promptly cleared 
away by the carpenters employed in making the fence, from ^hich circumstance^ as well as 
from the assurance he received from Barrett, the foreman, Pankhurst concluded that the same 
would be done with respect to the timber and deals which he threw upon the line from the 
quarter past 2 o'clock train. 

Walker, the driver of the half-past 2 o^dock train, informed me that he was keeping a good 
look out a-head as he approached the spot where the workmen were forming the wooden fence, 
and that when within about 100 yards of it he saw a piece of timber lying across the south rail 
of the line upon which his engine was running ; he immediately reversed the engine, and 
directed the fireman to apply the engine-break, and the conductor of the leading carriage to 
apply liis break also. I understood that both complied with this order, but still that the speed 
of the train was not sufficiently checked to stop the engine before it came in contact with the 
timber. The engine and tender are said to have both passed over the post and to have 
regained the rails, but the four leading carriages were thrown off, alternately to the right and 
left, without however falling on their sides, or, as far as I can learn, injuring any of the 
passen£[ers. 

On mquiring of Joseph Fryer, the breaksman of the hinder carriage of the half-past 2 
o'clock train, as to whether he had applied his breaks he informed me that he had not done 
so, because his attention had been directed to throwing off some materials that had been 
placed on the platform of his carriage. 

John Barrett, the foreman of carpenters, stated to me that he had been employed for four 
or five years by the Greenwich Railway Company, and that he had been in the habit of send- 
ing materials along the line both on and in the carriages of the passenger trains. 

Having now laid before you in sufficient detail the circumstances connected with this acci- 
dent, I shall proceed to give my opinion as to the culpabiHty of the parties concerned in it. 

In the first place great blame must be attached both to William Porster, the watchman, 
and Knoeldon, the carpenter, who was employed in forming the fence. 

It was the duty of the former to have cleared the line before the arrival of the half-past 2 
o'clock train, and it was quite practicable for him to have done so ; on the other hand it 
appears that Knoeldon, the carpenter, had removed the planks which were thrown down by 
Pankhurst with the timber, and it is very surprising that Knoeldon, aware of the danger, and 
being on the spot with three labourers to assist him, should have left the timber in question in 
a position to cause imminent risk to the approaching train. There is this difference between 
the misconduct of Knoeldon and that of Forster, thai the former must have been aware that 
there was an obstruction upon the line and negligently omitted to remove it, whereas it would 
seem that the culpability of the latter consisted in a want; of proper vigilance, for he says that 
he did not see the timber. Both are deserving of the marked displeasure of the Greenwich 
Railway Company, but as I am informed that the previous character of Forster was most 
exemplary, I am not, under all the circumstances of the case, prepared to recommend that he 
should be prosecuted under Lord Seymour's Act ; and I find tnat Knoeldon, the carpenter, is 
no longer employed by the Company, having completed the work for which he was engaged. 

It is now my duty to make some remarks on the state of the Greenwich Railway, and on 
the practice of sending materials by the passenger trains, which, on this occasion, has been 
attended with serious consequences. 

That part of the permanent way which I inspected was in very indifferent order; in many 
places the joints between the rails were very imperfect ; some of the chairs were loose ; many 
of the spikes were out or broken ; and some of the rails were much shaken and weakened by 
the splitting and laminating of the iron. I am aware that the Directors of the Greenwicn 
Railway are gradually removing the original rails of 50 lbs. to the lineal yard and substituting 
other rails of 80 lbs. to the yard, and that it is intended to replace the stone blocks by wooden 
sleepers. These are very desirable alterations and will greatly improve this railway, but I 
think no time should be lost in rectifying the defects of the present rails and chairs in order to 
diminish the risk of danger to passengers, and I would suggest that the attention of the Direc- 
tors should be especially called to the defective state of their line. 

When proper care is used there may be no danger in carrying from terminus to terminus by 
the passenger trains, materials of the nature of those which caused the accident of the 28th, 
but it appears by no means a safe practice to throw such materials down at intermediate points, 
with the chance, if not the certainty, of obstructing the line. 

From the nature of the traffic upon this railway it might be difficult in all cases to send 
special engines with materials to be used along the line during the hours when passenger 
trains are running, but there seems no reason why, on the morning of the 28th, when the pas- 
senger trains did not commence running before 7 o'clock, the whole of the materials required 
might not have been sent for the fence at an earlier hour ; and the rule of transporting ma- 
tenals along the line before the first train might be of almost general application. 

If, however, there should be any insuperable difficulty to this proceeding which has not 
presented itself to my mind, then, seeing tne want of space for stowage on this line, it would be 
preferable in cases of emergency, rather than incur such risks as those which caused the acci- 
dent of the 28th uhimo, to drop one or two trains in the course of the day, so as to leave time 
for the safe transport of materials. 

I have, &c.. 
Right Hon. Henry Labouchere, M.P. Frederic Smith, Lt.-Col., R.E., 

' &c. &c. &c. Inspector-General of Railways. 
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No. 6. 

SHEFFIELD AND ROTHERHAM RAILWAY. 

Report of Lieutenant-Colonel Sir Frederic Smith, on the Accident which happened on 

the 3d June, 1841. 
Sir, Sheffield, June 16, 1841. 

I HAVE the honour to submit the following report respecting the accident which occurred 
on the Sheffield and Rotherham Railway on the 3d instant, by which an engine-driver named 
James Bates, and a fireman named John Richardson, were unfortunately killed, and I beg to 
state that the information on which my reprt is founded was chiefly derived from the chairman 
and officers of the Compmy, who aflforded me the facilities I required for conducting the 
investigation with which I was charged. 

It appears, that in consequence of an agreement that has been entered into between the 
North Midland Railway Company and the Sheffield and Rotherham Railway Company, the 
locomotive power is furnished by the latter, not only for their own trains, but also for the trains 
of the North Midland Company, between Sheffield and the Masbro' Junction, the line 
being common to both Companies to a short distance beyond the Holmes Station, which is 
about half a mile from the Masbro' Junction. The engine-drivers and firemen are servants of 
the Sheffield and Rotherham Company, but the whole of the arrangements for the working of 
the Sheffield Station are under the direction of Mr. Martin, the head clerk of the North miA- 
land Company at Sheffield, who has the general superintendence, and despatches the trains of 
both Companies. 

In the absence of Mr. Martin, it becomes the duty of Mr. Pritchett, the station master, to 
start the trains. 

On the evening in question, Mr. Martin, being otherwise employed, was not present when 
the train to which the accident occurred left the Sheffield Station, and it was therefore despatched 
by Mr. Pritchett. 

This train belonged to the North Midland Railway Company ; it was started at 7 o'clock, 
P.M., and consisted of three passenger carriages and eight goods' waggons. 

The order in which the carriages were placed is as follows : — 

First.— The tender. 

Second. — ^The engine. 

Third. — A second-class carriage. 

Fourth. — ^A first-class carriage. 

Fifth. — A third class carriage, followed by eight goods' waggons. 

The goods' waggons formed a gross load of 43^ tons, and I am informed that the only '* break" 
in the train was that of the tender, there being none to either of the carriages or waggons. 

The goods' waggons were attached to the passenger carriages a short distance from the pas- 
senger platform, the tiain being stopped for that purpose. This is the ordinary practice of the 
station, the goods being under the charge of Mr. Champern, a superintendent, whose duties are 
distinct from those of the passenger station-master. 

The regulations of both Companies prescribe that all the trains shall stop at the Holmes 
Station, about 4 miles and 655 yards from Sheffield, and the engine-drivers are required to shut 
ofi* the steam about lialf a mile before reaching that point, in order that, as it is situated on a 
plane falling at the rate <rf 1 in 400 from Sheffield, the trains which have to stop at the station 
may not overrun it, and that other trains may pass it slowly. 

There is not any evidence to show that this was neglected on the evening in question, or that 
there was any other irregularity in the course of the train ; on the contrary, some persons who 
were near the spot at the time of the accident, have given it as their belief that the steam was 
shut off according to the usual practice. 

It appears, that about half a mile short of the Holmes Station, the fore axle of the tender 
broke near the right wheel, and that in consequence the engine rushed upon the tender, and 
after detaching the tank from the frame, fell on its side between the rails. The frame of the 
tender was thrown across the rails, while the tank was found bottom uppermost, and on the 
north slope of the cutting. The second-class carriage, which had been the leading passenger 
carriage of the train, was thrown clear off the rails, and was found topsy-turvy on the north 
slope of the cutting, the roof of this carriage, with some of its seats, being thrown to the opposite 
side. The first-class carriage was lying on the top of the second-class carriage. The third- 
class carriage, and the leading goods' waggon, were also off the line, but were not materially 
damaged. The remainder of the waggons remained upon the rails. 

Most fortunately, there were only seven passengers by this train ; and although the whole 
were in the third-class carriage, none of them were severely injured. 

According to the regulations of the Company, about 19 minutes are allowed for performing 
the journey between Sheffield and Masbro' including a stoppage at the Holmes Station; but 
although the witnesses I examined were unable to state whether this moderate rate of speed 
was exceeded on the evening in question, it may fairly be presumed, from the state of disorder 
in which the carriages were found after the accident, (which is explained in the accompanying 
drawing,) that the train had been moving at a higher velocity than that sanctioned by the 
Directors. 

I understand that it is the practice, on approaching the Holmes Station, not only to shut off 
the steam, as I have already mentioned, but also to apply the breaks. 

There can be no question that it must be attended with great risk to stop by means of a break 
on the tender only the progress of a train of between 40 and 50 tons, moving on a descending 
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gradient, at even the moderate rate of from 20 to 25 miles per hour, and that this risk must le 
much increased when the tender is placed in front of the engine. 

I examined the broken axletree of the tender^ and it appeared to me to have be3n badly 
manufactured. 

After a careful consideration of all the circumstances of the case, I am of opinion that the 
accident under review was produced by three causes. Firsdy, — ^by the defective construction 
of the tender axletree. Secondly, — ^the improper practice of driving the trains with the tender 
foremost. And thirdly, — owing to there being no " breaks" on the passenger carriages and 
goods' waggons, which might have acted in conjunction with the tender break in stopping the 
train. 

I consider the SheflSeld and Rotherham Company to blame in respect to the two first causes, 
and the North Midland Company in respect to the last cause ; and it is my duty to state that 
I was informed of its being the custom of the last-mentioned Company to send all its trains 
from Sheffield to Masbro' without breaks or guards on the carriages. This is a g}^em which 
I think the North Midland Company should be advised to discontinue. 

I was at the same time assured that it is the invariable practice of the Sheffield and Rother- 
ham Company to send a break and guard upon the end carriage of every train. 

I find, that owing to a want of proper turn tables, the Sheffield and Rotherham Company 
had been in the habit, for three months before the accident, to send all the trains tender fore- 
most from Sheffield to Rotherham, but that sines the accident, from a conviction of the danger 
of this practice, (which cannot be questioned,) temporary turn tables have been established, 
by which the engines and tender can be turned ; it will therefore only be necessary that you 
should express a hope that the dangerous system of running the tender foremost may not again 
be resorted to under any circumstances, and I think it would be well to call upon this Company 
to have the whole of their present axles carefidly examined, and to take care, for the future, 
to have new axles submitted to a proper test before they are used, or to have them made 
under specifications authorizing the Company to inspect them while manufacturing. 

I subjoin a list of the trains that run daily on this railway, which will give you anf idea of the 
amount of traffic, and the necessity of the line being kept in good order. 

On this point I have only to remark that the mode of fastening the rails and chairs by 
means of iron keys, is one that cannot be recommended. 

It will be observed that in the list of trains, it occurs four times that two trains are noted to 
start at the same hour. In practice, I am told that one train is detained for a few minutes to 
let the other get ahead, but I think it would be better to note them in the time table as starting 
with a proper interval the better to insure the safety of the passengers from collisions in foggy 
weather. 

I enclose a letter, dated 21st instant, which I have received from a Mr. Kirkby, who was a 
passenger by the train to which the accident occurred. It throws no additional light on the 
subject, but may be considered as confirming the statement made (o me, that there was no 
break in the train excepting that on the tender. 

I do not agree with Mr. Kirkby in his objection to running goods* waggons with passenger 
carriages, provided the former are properly constructed, and to this point I am of opinion the 
Directors should give their attention. 

List of Engines and Trains which leave Sheffield daily. 

Quarter-past 4. — ^An engine sent ofT with the mail guard to Masbro* for the mail bags. 

6 A.M. train. — N. Midland to Leeds, with passengers and goods. 

Half-past 7 train. — N. Midland to the South. 

Half-past 7 train. — Sheffield to Rotherham. 

Half-past 8 train. — Ditto ditto. 

Three-quarters-past 8 train. — N. Midland (North and South) to Masbro'. 

Half-past 9 train. — Sheffield to Rotherham. 

Half-past 10 train. — Ditto ditto. 

Three-quarters-past 10 train. — N. Midland (North and Soilth.) 

Half-past 11 train. — Sheffield to Rotherham. 

Half-past 12 train.— Ditto ditto. 

Half-past 1 train. — Ditto ditto. 

Three-quarters-past 1 train. — N. Midland (North and South.) 

Half-past 2 train. — Sheffield to Rotherham. 

Half-past 3 train. — Ditto ditto. 

Three-quarters-past 3 train. — N. Midland (South.) 

Half-past 4 train. — Sheffield to Rotherham. 

Half-past 4 train.— N. Midland (North.) 

Half-past 5 train. — Ditto (North and South.) 

Half-past 5 train. — Sheffield to Rotherham. 

Half-past 6 train. — Ditto ditto. 

Half-past 7 train. — ^N. Midland, passengers and goods. 

Half-past 7 train. — Sheffield to Rotherham. 

12 min. past 8 train. — N. Midland (South.) 

Half-past 8 train. — Sheffield to Rotherham. 
Besides coal and goods waggons, and the return trains. 

I have, &c., 
Frederic Smith, Lt.-Col. R. E., 
The Right Hon. Henry Labouchere, M.P., Inspector-General of Railways. 

&c. &c. &c. 
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Sir, 



Swinton, June 21, 1841. Appendix. 



I WILL make no apology for addressing you on the subject of the accident which took 
place on Thursday, June 3, by railway betwixt Sheffield and Kotherham (Masbro*), as, being 
the only male passenger and sufferer, I am enabled to speak experimentally. 

It is the honest conviction of my own mind, that the jeopardy the passengers were placed in 
was in a great measure owing to the merchandize trunks attached to the other carriages, weigh- 
ing, I presume, 40 tons ; and although the engine-man and stoker might in any case have 
suffered, it is questionable whether it would have been a fatal accident had there been only 
passenger carriages. The passenger carriages being thus placed betwixt two antagonist 
forces, the wonder is that all three were not demolished, and all otu* lives sacrificed. I went 
to Sheffield on Saturday for the first time since, and returned by the half- past 7 o'clock train, 
and to my horror I found several merchandize trucks still continued, which frightened me not 
a little. I was informed, that a man is now sent with a break ; but it is not clear that, should 
another accident befall the engine or tender, that there would not be time for the man to apply 
the break of the trucks before they would be upon the carriages. There is no safety but in 
abolishing merchandize trucks altogether with passenger carriages, and to aUay my fears, 
the sooner it is ordered the better. The fact of the first carriage being broken up into fire- 
wood, points to the desirableness of there being attached to the tender of every train throughout 
the kingdom a truck laden with ballast, to break or receive the first shock, which would greatly 
reduce the chances of carriages containing passengers being injured to any extent Ithink, 
too, it ought to go forth to the public, that there are periodical severe and strict examinations 
of every engine and tender, otherwise, when they first come upon the line, and are pronounced 
good, if they are to continue to run till an accident occurs, the lives of engine-man and stoker 
can^t be worth more than a few years' or months' purchase. It is to be feared that those lines 
which have been fortunate, as it is called, that is, free from disasters, have considerably relaxed 
in their attention in this respect. I tliink that every carriage ought to be hoisted up, that a 
man may stand upright under them, and not to creep under and just take a slight inspection. 



Lieut.-Col. Sir F. Smith, 
&c. &c. &c. 



I am, &c., 

Samuel Kirkby. 
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Letter sent to the Sheffield and Rotherham Railway Company, with Copy of a Report from 
Lieutenant-Colonel Sir F. Smith, on the Accident on their line of the 3rd June. 

Sir, Board of Trade, 26th June, 1841. 

I AM directed by the Lords, &c., to transmit to you a copy of the report of Lieutenant-Colonel 
Sir F. Smith, on the accident which occurred on the Sheffield and Kotherham Railway on the 
3rd instant, and to call your attention to the recommendations therein contamed. 



To the Secretary of the Sheffield and Rotherham 
' Railway Company. 



I am, &c. 

G. R. Porter. 



In reply to Letter from this Officeof the 26th instant, relative to the Report of Lieutenant- 
Colonel Sir F. Smith. 

Sir, Sheffield, June 28, 1841. 

I duly received your letter of the 26th instant, and in reply have to say that the Shef- 
field and Rotherham Railway Company will endeavour to attend to the recommendations 
contained therein. 

I observe a few inaccuracies in Sir F. Smith's Report and have pointed them out to his 
notice bv letter this day : some may be clerical errors, and will be easily rectified ; the most 
material one, and which affiscts our Company, is, that, although the management of the 
Sheffield station is under the care of Mr. Martin, the North Midlajid head clerk at Sheffield, 
(as Sir Frederic justly observes in the earlv part of his report,) and has been so for more than 
twelve months, yet the report states that the Sheffield and Rotherham Company have been 
in the habit, for three months before the accident, to send all the trains tender foremost, which 
is manifestly a mistake, and I hope Sir F. Smith will rectify it. 

I remain, &c., 

Thomas Pearson, Secretary. 
G. R. Porter, Esq., 
&c. &c &c. 
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54 REPORTS to the COMMITTEE 0/ PRIVY COUNCIL, 

Xo. 7. 

LIVERPOOL AND MANCHESTER RAILWAY. 

RepoIit of Lieutenant-Colonel Sir Frederic Smith, on the Accident on the 18th June. 

Sir, Board of Trade, Whitehall, 3rd July, 1841. 

I HAVE had under consideration the accompanying letter and return from the secretary 
and assistant engineer of the Liverpool and Manchester Railway Company. 

It appears from the details which they contain, that W.Wood, an enmneman, who has been 
four years in the employ of the Company, and who is represented to nave been careful and 
steady, met with his death when driver of the Manchester race train, on the evening of the 
18th ultimo, by falling between the tender and the first carriage. 

The return states that the deceased had gone from his engine when in motion, apparently 
for the purpose of speaking to some person m the leading carriage of the train, and that the 
fatal accident is supposed to have been caused by his foot slipping as he returned. 

It appears to me difficult to conceive any conduct more culpable in a railway servant, than 
for a driver to quit his engine when in motion at the head of a train. 

Had there been a necessity for communicating with any person on the leading carriage, it 
would have been the duty of the unfortunate deceased to have sent his fireman, and not to 
have himself quitted the responsible and important post entrusted to him, and as I presume 
that the orders of the Company clearly point out this course of duty to the driver, I am at a 
loss to account for Wood's conduct, provided he was sober at the time of the accident. 

On an occasion of race trains being run, I conclude that the managers of this Company 
take more than usual pains to ascertam the state of those servants upon whom the safety of 
the public depends, and as I think it desirable that you should be informed on this and other 
points connected with the case under consideration, I have to suggest that the following 
mquiries should be made : — 

1st. Whether there is any evidence to show that at the departure of the train from the ter- 
minus the deceased was perfectly sober. 

2nd. Whether the deceased informed the fireman that he was about to quit the engine, and 
assigned any reason for doing so. 

3rd. Whether the fireman remonstrated against it. 

4th. The age of the deceased and his fireman, and how long each had respectively acted in 
the capacity he filled with the race train. 

5th. Whether there is in the code of rules and regulations of the Manchester and Liverpool 
railway any order distinctly prohibiting any engine driver leaving his engine in the manner 
Wood appears to have acted, and if it would have been the duty of any other servant of the 
Company to have reported the irregularity, in the event of no accident having occurred. 

I have, &c. 
Frederic Smith, Lt.-CoL, R.E., 
The Right Hon. Henry Labouchere, M.P. Inspector-General of Railways. 

&c. &c. &c. 



Letter sent to the Liverpool and Manchester Railway Company, transmitting copy of 
Lieutenant-Colonel Sir Frederic Smith's Report on the Accident of the 18th June. 

SiK, Board of Trade, 8th July, 1841. 

With reference to your letter of the 19th of June, enclosing a return of an accident by which 
William Wood, an engineman in the employment of the Liverpool .and Manchester Railway 
Company, lost his life, I am directed to enclose a copy of a report made by Lieut. -CoL Sir F. 
Smith, to the President of the Board of Trade, and to request that the information therein 
specified may be afforded. 

To the Secretary of the Liverpool and Manchester S. Laing. 

Railway Company. 



In reply to Letter from this Office of the 8th inst., with Copy of Sir F. Smith's Report. 
Sir, Lime Street Station^ Liverpool, July 13, 1841. 

I HAVE to acknowledge the favour of your communication of the 8th instant, with copy 
of a report from Sir Frederic Smith, respecting the accident which occasioned the death of 
William Wood, engineman on this line, on the 18th of June last ; and in reply, I am instructed 
to transmit you copies of the assistant engineer and fireman's answers to the several queriei> 
comprised in Sir Frederic Smith's report. 

Respecting the observation, that it is concluded that on occasions of race trains more than 
usual pains are taken to ensure the public safety, it is perfectly true that extra pains are taken 
on such occasions to accomplish this indispensable object, and have generally been successful. 

Should you desire any further information than what is comprised in the enclosed papers, I 
shall be happy as far as may be to afford it, and have, &c. 

H. Booth. 
S. Laiug, Esq., 

&c. &c. 
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Dear Sir, Manchester, July 10, 1841. 

In compliance with your request, I beg to transmit you answers to the questions con- 
tained in the report of Sir Frederic Smith to tne Board of Trade. 

In answer to the first question, respecting the sobriety of Wood at the departure of the train 
from the terminus, I be^ to refer you to the statement of E. Knight, who was fireman to W. 
Wood at the time of the accident : he states that Wood was sooer when he started from 
Newton race-course, and in this statement he is borne out by B. Derbyshire, engineman of the 
other race engine, and by others who saw Wood immediately before he started. When the 
train was ready to start from the race course, I cautioned him and ordered him to proceed 
slowly until he was fairly upon the train line ; and it appears he did proceed with due caution 
up to the time of the accident. Had he been in a state of intoxication at the time I spoke to 
him it is not likely that it would have escaped my notice. 

In answer to 2 and 3 also, respecting whether Wood assigned any reason to the fireman for 
leaving the engine, I beg to refer you to the statement of the fireman, from which it appears 
that Wood, immediately after starting the engine at Newton, requested Knight to take care of 
it while he went to the first carriage; Knight cautioned him, and said that everything being 
wet his foot might slip, and that he had better not try, or something to that effect. 

This was all that passed between them ; Knight did not know why Wood wished to get to 
the carriages, nor did he ask him the reason. His farther movements were not particularly 
observed by Knight, who says that had Wood exhibited any signs of intoxication he would 
have taken care to prevent his attempting to leave the tender. Question 4 — ^William Wood 
was 29 years of age at the time the accident happened, and had been an engineman on this 
line from the 26th March, 1837. E. Knight, fireman to W. Wood at the time the accident 
occurred, is 22 years of age, and has been fireman on this line since 19th July, 1839. 
Question 5 — In the code of rules and regulations given to each of the enginemen and firemen, 
it is ordered, Rule 1st, line 6th, that " every engineman and every fireman shall stand up and 
keep a good look out all the time the engine is in motion, except as to such fireman only when 
he shall be otherwise engaged about his other duties on the. engine or tender." 

This is, I think, suflSciently to the point, ai>d clearly shows that Wood acted contrary to 
orders, by leaving the engine and tender at the lime and in the manner he did. 

As regards reporting irregularities, it is the duty of every servant of the Company to report 
to the proper authorities misconduct on the part of any other servant, whether that misconduct 
may be productive of any accident or not. 

Any further explanation you may deem necessary I shall be glad to give. 

I am, &c. 
H. Booth, Esq, George Scott. 

&c. &c 

Emanuel Knight. 

I WAS fireman to William Wood on Friday, June 18, when he met with the accident which 
occasioned his death ; I observed him when we started from the race course, and at that time 
he appeared to be quite sober. He did his duty and worked his engine up to the time of the 
accident with his usual care. 

Shortly after the train started from Newton, and before the engine had acquired much 
»peed, he requested me to look to the engine while he went to the first carriage ; I said he 
'* had much better stop, as every thing being wet he might very easily slip." I did not pay 
particular attention to his movements after this, nor did I observe him leave the tender ; I saw 
nim in the aat of returning from the coach to the tender, and I also saw him fall. Had he 
not appeared to me to be sober^ I would have prevented bis leaving the tender. 

(Signed) Emanuel Knight. 

Witness, George Scott. 



No. 8. 
NORTH UNION RAILWAY. 



Report of Lieut.-Colonel Sir Frederic Smith on the Accidents of the 7th instant. 
Mt Lord, Preston, 18th September, 184L 

Your Lordship's instructions of the 13th instant having directed me to report on the 
two accidents which happened on the North Union Railway on the 7th instant, I have cm*eftilly 
inquired into the circumstances, and I have the honour of laying before your Lordship the 
following details respecting them. 

The nrst accident was that at the Euxton. station, where the road from Chorley to Eccleston 
and Southport crosses the North Union Railway on ^ level. 

At this point a train of empty coal waggons, belonging to a Mr. Pearson, and drawn by the 
Asa locomotive engine, came into collision with the Choney and Southport stage coach, when 
on its journey to the latter place. The coal waggons were proceeding from rreston to the 
Springfield colliery at Ince, near Wigan. There were several passengers by the coach, and, 
according to the return furnished to your Lordship's department by Captain Chapman, the 
secretary to the North Union Railway, it appears that one of them was killed and six were 
injured. The return also specifies that the driver and another servant of the coach proprietors 
were severely hurt, and that Thomas Nickson, the gate-keeper of the Euxton station, had 
received such injury in his left leg as to render its amputation necessary. 
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In the course of my inquiry into this accident, I examined J. Holland, the driver of the 
Asa engine; Henry Elston, the driver of the stage coach ; and Thomas Nickson, the Euxton 

Ste-keeper ; and I received from Captain Chapman such information as I required respecting 
3t general' working of the line, in reference both to this accident and to that which will form 
the second portion of my report. 

The North Union Railway, as your Lordship is aware, extends from Parkside to. Preston, 
and is 22 miles in length. It is crossed no less than seven times on the level of the rails, by 
turnpike or parish roads, and at each of these crossings gates are put up across the road, and 
placed in charge of a gatesman or keeper, who resides in a lodge erected for him close to the 
road. 

On five of the roads which cross this railway there is considei^ble traffic, but I am informed 
that on the other two roads the traffic is comparatively unimportant. 

Proceeding southward from Preston, the level crossways occur in the following order, viz. — 

1st. The Farrington turnpike road. 

2nd. The Leylande parish road. Here two roads uiiite on the north side of the railway, 
just after crossing it ; so that, in point of fact, this is a double crossing, and four gates are 
necessary for shutting up the ends of these roads. 
* 3rd. The Turpin Green parish road. 

4th. The Euxton parish road. It was here that the collision took place. 

5th. The Balshaw Lane. 

6th. The Coppal parish road. And, 

7th. The Golburu parish road. 

The 1st, 2nd, 4th, 6th, and 7th roads are those represented to me to be important. 

The ordinary traffic on the North Union Railway consists of six passenger and nine coal 
. trains daily, in each direction, besides occasional trains of merchandize. 

With this amount of traffic, and with the number of crossings I have specified, it is obvious 
that the most unremitting attention of the gate-keepers and engine drivers is required, not 
only for the safety of travellers by the railway, but also of those persons who cross it on the 
level. 

The accident under consideration occurred between 12 and 1 o'clock on the 7th instant, and 
according to the statements made to me, the coal train consisted of seven empty waggons of a 
gross weight of about 16 tons. 

The Asa, which is a six-wheel engine, weighs about 13.J tons ; and the tender, with the 
quantity of water and fuel it contained at the time of the collision, is supposed to have weighed 
about five tons. 

The train was proceeding tender foremost, and as far as I can learn, at the rate of about 
15 miles an hour. On approaching the Euxton station, there was no indication of the line 
not being clear for the passage of the train, and therefore the engine-man did not slacken its 
pace, but on reaching the crossing the tender came suddenly into collision with the Southport 
coach, which was about to cross the rails, and was not perceived by the engine-driver until too 
late to prevent the damage that ensued. » 

The gate-keeper, Nickson, had left the gates open and gone into his lodge, and the driver 
of the coach, seeing the gates open, naturally concluded that there would be no danger in his 
passing over the railway, and drove down to the crossing for that purpose, not having heard 
or seen the train. 

It is necessary that I should observe that the approach to the Euxton station, from Preston 
is in a cutting sufficiently deep to hide an engine from the view of a person passing down the 
road from Chorley, except for a very short distance, where the chimney would be visible; and 
for the same reason the driver of the engine would be unable to see a coach advancing towards 
the railway. I therefore acquit both the driver of the engine and the driver of the stage 
coach of any blame on this occasion. The proximate cause of the accident was unquestionably 
the neglect of Nickson, the gate-keeper. 

In order to have it in my power to form a fair opinion of the degree of culpability of this 
man, I inquired very closely into the practice of the gate-keepers in general, and of Nickson 
in particular, as to the closing of the gates ; and also into the nature of the instructions issued 
by the Directors of the Company for the guidance of these servants. I learnt that Nickson 
had not been regular in keeping his gates closed, and the cause he assigned to me for his 
neglect was that gentlemen residing in the neighbourhood, and other persons using the crossing, 
complained of being detained there while the gates were being opened ; and it appears that on 
one occasion some persons actually pulled up the gates by main force. This feeling may in 
some degree be accounted for by the circumstance that orifidnally the gates stood across the 
railway, leaving the passage over it free to the traveller on the highway, except at the moment 
of the passing of a train ; but that, in pursuance of a clause in a general Turnpike Act, of 
1839, the gates have been removed from their former position and placed at the ends of the 
roads, and, consequently, some increase of detention is given to the highway traffic. 

This local feeling was, I believe, well known to the railway company, and it might have 
been presumed that it would form an additional motive for issuing the most stringent regulations 
for the guidance of the gate-keepers ; but I was surprised to find that instead of this the only 
order touching on the duty of the gate-keepers is an obsolete one referring to the opening of 
the gates when in their original position across the railway. It is as follows : — 

'^ Gatemen and policemen are to be constantly on the look out, and to open the proper gate 
where the engines are to pass through." 

It is evident that this order could only tend to perplex the gate-keepers ; and looking at the 
importance of the duty assigned to these men, I tliink the Company will be right to relieve 
themselves forthwith of the heavy responsibility which attaches to them in allowing thete 
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servants to remain without the most clear instructions for their guidance on such a point 
as this. 

An opinion seems to prevail in the management of this Company that so many points of 
duty which may be required from their servants cannot be foreseen, and must therefore be 
lefV to their judgment and prudence, that it is inadvisible to enter into detail in the code of 
instructions, lest, by omitting the mention of any particular duty, an opening should be given 
to the servants to plead such omission as an excuse for any neglect of which they might be 
guilty. 

I admit that great discretion is required in establishing rules for the guidance of railway 
servants, and that in many cases it is better to fix general principles than attempt very minute 
details ; but this may be carried too far, and in regard to the duty under consideration I can 
hardly conceive any case where definition could be more easy, more important, or more 
urgently called for, than in laying down the rules for the change in the duties of the gate- 
keepers consequent on the alteration in the position of the gates. 

I found that it was not in consequence of any disregard of proper precautions on the part of 
the engine driver that the coal train was running tender foremost, but from the impossibility 
of his making any better arrangement, as there is no ^' turn-table" at the colliery. I entertain, 
as your Lordship will perceive by some of my former reports, a very strong opinion of the 
danger of allowing trains to proceed with the tender foremost, except at a slow velocity and 
on a very straight line, and it should not even then be permitted when it can be avoided. 

Amongst the reasons against this practice are the following : that it is much less safe to use 
the break for the purpose of stopping the train when the tender is foremost ; that the driver 
cannot keep so good a look out ; and that the tender is more likely to run off the rails when 
propelled than when drawn by the engine. The tender of the Asa had, as we have seen, 
30 tons to resist when its break was applied. 

I have to observe that the agent of the Spring Field colliery informs me that, in consequence 
of the accident of the 7th instant, the proprietors have ordered turn-tables to be fixed on 
their premises, to prevent the necessity of working the trains, in any case, with the tender 
foremost. 

I think it very desirable that the North Union Railway Company, who by their Act of 
Parliament have the power of regulating the working of their line by colliery trains, should 
issue an order prohibiting the tenders being propelled, except in cases of emergency; and an 
order should also be given for the steam whistle being us^d when any train approaches a level 
crossing of a turnpike or parish road. 

I must not omit to mention that the Euxton gate-keeper, suddenly hearing the engine and 
the coach approaching, both at the same time, ran to the gates in hopes of bein^ able to close 
them, but he was too late, and being thrown down received the injuries which required his 
leg to be amputated, as I have already stated. Had not this poor man been thus so severely 
punished, his neglect to keep the gates shut would have subjected him to dismissal and 
prosecution, and it would be well that the Directors should publish to their servants the sense 
th^ entertain of this man*s misconduct. 

I have much satisfaction in stating tliat I have been informed that the Directors of the North 
Union Railway, fully sensible of tne risk incurred at their level crossings, as well by the 
passengers on the railway as by travellers passing over it, have expressed serious intentions 
of building bridges over the railway at the five most important crossings, and have ordered 
estimates to be prepared forthwith for these works. I trust that no motives of economy will 
induce them, by weighing the cost against the advantages, to abandon the idea of an improve- 
ment which would tend so essentially to the public safety, and I would earnestly recommend 
that Government and the Parliament should give every faciUty that the Company may require 
to carry into effect so desirable an arrangement. 

The second accident, on the 7th instant, was caused by the collision of two passenger trains 
at the Farrington station, about 2^ miles from the Preston terminus, to which both trains were 
proceeding. 

I exammed the guards and drivers of both trains, and the gate-keepers at the Farrington 
and Leylande stations, and elicited from them the following details. 

The first train, which by way of distinction I shall call the heavy train, consisted of eight 
railway carriages, a truck, on which there was a private carriage, and a horse-box. In the 
second, which was the mail train, there were only four or five railway carriages and a post 
office carriage. 

The heavy train left Parkside at 5h. 53 m. p.m., and was liable to be stopped at the seven 
under-mentioned stations, and actually did stop at six of them. 

I shall place these stations in the order in which they occur, beginning at Parkside, viz., 
Grolburn, Wigan, Standish, Coppul, Euxton, Leylande, and Farrington. 

I find, by reference to the time book at Parkside, that the mail train was despatched from 
thence at oh. 23 m. p.m., and had only to stop at the Wigan and Euxton stations. Thus it 
appears that the second train did not start till 30 minutes after the first, an interval amply 
sufficient, under proper management, to prevent a collision in a journey of only 22 miles, 
supposing both trains to be similarly circumstanced ; but as the leading and heavier train 
stopped at four stations, which were passed by the mail train without stopping, and as each 
stoppage would, by the slackening of speed and the actual detention at 'the stations, be 
equivalent to a loss of from three to four minutes, the effect would be the same as if the trains 
had started with an interval of only 14 or 15 minutes. Then, again, the weight or the leading 
train was nearly douUe that of the mail, and this, on a line having graments of one in a 
hundred, as is the case on the North Union, could not fail to reduce very considerably the 
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relative velocity of the heavier train, and as the rails were wet, the difference would be still 
more increased. 

From all these circumstances, which must have been known to the driver of the mail train, 
he ought to have performed his journey with great caution. 

There is reason to believe that the heavy train passed the Leylande station onlv a very few 
minutes before the mail. If this were the ease, the keeper of that station should have given 
notice of it to the driver of the latter, by exhibiting the signal of caution ; but this was not 
done, and the station keeper states that the heavv train went by at least 10 minutes before 
the mail. Had this been the fact, no blame could have been imputable to this person ; but 
the station-man at Farrington asserts that the heavy train had only just pulled up when the 
mail came in sight, which was at about the distance of half a mile ; and as the two stations 
are only two miles apart, the time of transit between them could not have occupied four 
miniites, as the velocity of the mail was probably about 30 miles an hour. Here then is some 
glaring error, and as it is unlikely that the heavy train had been more than two or three 
minutes at Farrington, and the persons who were there are of this opinion, it is evident that 
the station-man at Levlande has given erroneous testimony. 

The article in the North Union code which is intended to apply to the station or gateBman» 
in respect to the interval between trains, is unsatisfactory. It is to the following effect :** 

^' If a train approaches when a previous train has only passed a few minutes before, the 
gatesman must signify it by holding or han^inff the hand lamp conspicuously two feet uuder 
the gate lamp.'* And it goes on to say that if the previous train has passed only two minutes, 
the next tram should be stopped. Now what I object to is, in the first place, the indefinite 
nature of the former part of this order, for the word '* km " may be differently understood by 
every gate-keeper on the line ; and, in the second place, an interval of two minutes is far too 
little between trains, as it leaves no margin for safety in the event of an aeeident happening to 
the leading train. 

On some of the best managed railways no train is allowed to pass a station within five 
minutes of another, and the signal of caution is kept up at every station, until a train has 
passed or quitted it upwards of 10 minutes. 

These rules are in my opinion indispensable for the public safety, and I trust that the 
managers of the North Union will no longer remain insensible to their great importance. 

In almost all the best regulated lines, idso, the station-men are required to note the time of 
arrival and departure of the trains, and some Companies even require that the times of the 
passing of those trains which do not stop should also be noted. Had such a regulation 
existed on the North Union, I believe the colUsion at Farrington would not have taken place, 
and I therefore hope it will be adopted, as I consider it very essential. 

After the accident of last year at the Nine Elms, which arose much from similar caus€« 
to those which produced the Farrington colUsion, I proposed this rule, which was forthwith 
included in the code of the South-western Railway, and to it I attribute in a great degree the 
punctuality and increased safety which immediately prevailed on that line. 

Article XXVI. of the North Union code prescribes that a red light should be sliown on the 
last carriage of every train, and the guard Js held responsible for the due observance of this 
order, notwithstanding which neither of the trains in question had lights on the Zth.instant 
It is true that up to the day preceding this accident the heavy train bad reached Preston by 
daylight ; and when it started from Parkside on the 7th there was no reason to expect a 
different result, in which case a tail lamp would have been unneeeesary, so Air as the safety of 
the passengers was concerned; but this train did not on that evening reach Farrington, 
which is two and a half miles short of Preston, till it was dark, and while standing there it 
was run into by the mail train, and seven of the passengers and one of the servants of the Com- 
pany were injured. 

The absence of the lamp from the hinder carriage of the heavy train was one eause of the 
accident, for it would have given warning to the driver of the mail at a much greater distanee 
than the red lamp of the station which was exhibited to him. 

The mail had neither a tail lamp nor any other light attached to it, and as it was a matter 
of certainty that this train could not finish its journey before dark, its guard was even nu>re 
reprehensible than the guard of the heavy train, though both were highly to blame. 

It appears that there is no store of tail lamps at Parkside for the North Union, and there- 
fore the trains can only be provided with them at Preston, which renders it a very important 
part of the duty of the station-master there to see that no train that can require one of these 
lamps, either for the journey out or home, leaves Preston without it. 

Tne servants of the Company who were present when the collision took plaoe, admit that 
the station-man turned on the red Ught as soon as the mail train was seen approaching, Twhich 
was at the distance of about half a mile,) and that he ran towards it holding up a hand lamp ; 
and the station-man asserts, that he had proceeded a hundred yards from the station before he 
met the train. If these statements be true, the driver of the mail acted in a most recklees 
manner, but both he and his fireman declare that they had been keeping a good k)ok out, and 
that it was owing to the foggy state of the atmosphere that they did not perceive the station 
lamps until too late to prevent the collision. 

The driver of the heavy train, on perceiring the mail, put his train in motion, but sufficient 
velocity was not obtained in time to avert trie accident. The engine, however, broke away 
with five carriages from the rest of the train, but without either the driver or fireman. The 
former states that he was thrown off by the concussion, and the latter that he had gone to see 
that the station lamp was properly exhibited ; the character of both individuals, I understand, 
is such, as to justify a belief in these statements. Fortunately the engine and carriages were 
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stopped at Preston by one of the servants of the Company, who deserves great credit for the 
presence of mind and courage he displayed. 

It is incumbent on me to state that the driver of the heavy train mentioned his having found, 
before reaching Wigau, that owing to the very slippery state of the rails, and the weight of 
the train, he would be unable to keep his time on the journey without additional power, and that 
he therefore applied for the bank engine, which is usually kept at Wigan, in readiness to assist 
heavy trains, but was told that it was disabled. 

I believe that the stock of the North Union Company, if duly applied, is sufficient to ensure 
this extra power whenever required, and it behoves the matiagers of the line to inquire into 
the conduct of those who ought to provide an efficient spare engine at the Wigan sdatioDl 
lliis duty was the more imperative on the 7th instant, when, owing to the unfavourable state 
of the weather throughout the day, it was highly probable that extrA poWer would become 
necessary. 

After carefully considering the case of the colHsion at Farrington, in all its bearings, 1 am 
of opinion that the engine-man of the mail train must have driven at a rate of speed, which, 
under the circumstances alluded to, and the foggy state of the weather, was unjustifiable ; 
and if not dismissed, he should at least be subject to some punishment. The fireman was a 
mere lad, who, I think, ought, until more experienced, to be employed only on merchandize 
or ballast trains. The station-man at Leylande neglected his duty, and should be severely 
reprimanded ; and I very much question the propriety of either of the guards being retained 
in the service of the Company. 

I feel it to be my duty to remark, that the signal lamps, as well as the carri^^ and hand 
lamps, on the Nortn Union Railway, are of a very imperfect description ; And I recommend 
that the attention of the Directors be called to the necessity of a revision of their code of 
signals. 

It will be obvious to your Lordship, from the details which I have had the honour of laying 
before you of the accidents under consideration, that both are attributable either to an igno- 
rance on the part of some of the railway servants, as to the nature of their duties, or to a 
erossly culpable disregard of them ; and it is equally evident that neither of these sources of 
danger to the traveller could have been suffered to exist under a superintendence of habitual 
vigilance. 

I conceive I have acted in the spirit of your Lordship's instructions, and certainly in accord- 
ance with my own feeling, in not carrying my inquiries into the more minute arrangements of 
the Company, and in confining myself to the circumstances connected with the accidents which 
I have been directed to investigate. 

I have, &c., 
FREDBntu Smith, Lt.-Col. R. E., 
The Earl of Ripon, Inspector-General of Railways. 

&c. &c. &c. 
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Lbttbr sent to \h» North Union Railway Company, with Copy of Sir Frederic Smith's 
Report on the two Aecidents on the 7th September. 

Sir, Board of Trade, 25th September, 1841 . 

I AM directed by the Lords, &c., to inclose a copy of Sir F. Smith's Report on the two 
accidents which recently occurred on the North Union Kailway, and to request that you will 
submit the same to the Directors of the North Union Railway Company, and call their 
especial attention to the suggestions therein contained. 

Their Lordships are desirous of impressing on the Directors the following recommendations 
which appear essential for the public safety. 

1. That positive instructions should be issued to the gatekeepers at all the level crossings 
on the hne to keep the gates constantly shut across the roads, unless when opened by the 
gatekeeper to allow carriages, &c., to cross the railway, in conformity with the Act 2 and 3 
Vict. c. 45. Thdr Lordmips direct me to point out that under thi« Act, and the Act 3 and 4 
Vict a 97, for regulating Railways, the Company have ample powers for enforcing this regu- 
lation both on their own servants and on the public. 

2. That a regulation should be issued making it imperative on engine drivers to sound the 
whistle on approaching a crossing. 

3« That a regulation should be issued prohibiting the practice of running tender foremost 
unless ia cases of emergency. 

4. That the regulations for preserving a proper interval between trains, should be carefully 
peeooeidered. 

5. That signal, carnage, and hand lamp, of the best construction, should be provided. 

6. That no train which may, by possibility, not finish its journey before darkj should be 
allowed to start without proper tail lamps. 

Their Lordships, in conclusion, direct roe to state that they consider it very desirable that 
bridges should be erected at the crossings where the traffic is considerable, and especially at 
the Euxton crossing, where the depth of the cutting prevents the approach of an engine from 
being seen, and they trust that the arrangements alluded to in Sir F. Smith's report for that 
purpose will be carried into effect. 

To the Secretary of the North Union I am, &c.. 

Railway Company. Sw Laiko. 
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In reply to Letter from this Office of the 25th October, with copy of Sir Frederic Smith s 

Report on the two Accidents on the Line. 



Sir, 



North Union Railway^ Preston, October 29, 1841. 



I HAVE the honour to acknowledge the receipt of your letter of the 25th September, 
inclosing a copy of Lieut-Col. Sir Frederic Smith's Keport ou the two accidents which have 
recently occurred on this railway. 

These communications have received the most anxious attention of the Directors, and I am 
now instructed to lay before the Board of Trade several new regulations, as well as additions 
to the old ones, either suggested by longer experience, or rendered necessary by a change of 
circumstances. Other measures are also in contemplation, having for their object the greater 
safety of the public, but being of a mechanical nature they wdl require some little time to 
mature and to bring into operation. 

The Directors would not have felt themselves called upon to notice various topics intro- 
duced into Sir Frederic Smith's Report, did they not apprehend that their silence might be 
taken as an admission of the justness of his remarks and conclusions. 

Whilst the Directors do not claim for those in their employ that entire freedom from in- 
firmities and imperfections which seems to be looked for, in a larger degree, in this than in any 
other class of servants, they believe them in the main to be sober, active, and intelligent ; the 
discipline of the line they contend is essentially strict, without being vexatious or oppressive, 
its staff and general equipment ample and consistent with its rank amongst other railways; 
and allowing for the difference of circumstances, equal to those of the " best regulated lines " 
in the kingdom. 

With respect to the insufficiency of certain of the rules, particularly that part of the rule 
(originally numbered 30) animadverted upon in the report, though they admit the charge, 
they call upon Sir Frederic Smith to share the blame, if any, with them, since the law in 
question must necessarily have passed under his supervision before it was permanently retained 
in the Ck>mpany's code. 

The Directors, however, are disposed to complain of the tone of disparagement which runs 
through the whole report, but ungracious and unmerited as they conceive it to be, they beg to 
assure the Board of Trade that no feelings to which it may be supposed to have given rise 
shall ever betray them into the slightest relaxation of duty, though at the same time they may 
be allowed to observe that a juster s^preciation of their management would only have operated 
as an additional stimulus to their exertions, not merely to go along with, but to anticipate the 
requirements of the Board of Trade. 

The sweeping censures towards the conclusion of the report upon the discipline and manage- 
ment of the line, whether levelled at the Directors or the exexjutive, are, they conceive, 
uncalled for and unjust; and if regularity of despatch, and freedom from accidents, may be 
received as evidence, these strictures are singularly inapplicable to the North Union Railway, 
inasmuch as since its opening, now three years ago, no casualty has befallen a single indi- 
vidual (up to the late occasion) of nearly a million of passengers who have been carried upon 
it, and the precision with which the post office business has been performed has been such as 
to call forth the approbation of the authorities of that department. Waiting the approval of 
the Board of Trade to the amended code of rules for the G)mpany's servants, and to the 
nine new bye-laws enclosed, 

I am, &c., 
G. R. Porter, Esq., James Chapman, Sec. 

&c. &c. &c. 



Letter sent to the North Union Railway Company, in reply to their Letter of the 29th 
October, relative to Sir F. Smith*s Report on the two Accidents, &c 



Sir, 



Board of Trade, 13th November, 1841. 



With reference to your letter of the 29th October, conveying certain obsenations of 
the Directors of the North Union Railway, on Sir F. Smith's report on the two accidents 
which recently occurred on that line, I am directed, &c., to observe that it was far from being 
the intention of their Lordships to cast any stigma upon the Board of Directors, or upon any 
individual, or to express any doubt of the anxiety of all parties connected with the manage- 
ment to protect the public safety. At the same time, however, the fact, which does not appear 
to be contradicted, that two accidents occurred in the course of the same day, by whicn one 
person lost his life, and nineteen sustained personal injury, and that both these accidents arose, 
not from causes beyond the control of the Company, but from admitted defects in the regula- 
lations, and irregularities on the part of servants, appears to their Lordships fully to bear out 
the statement of their Inspector-General that defects existed in the discipline and manage- 
ment of the line. 

Without professiilg to say to whom those defects were attributable, or that they were the result 
of wilful and culpable neglect, their Lordships thought it their duty to lay the report of their In- 
snector-General, which had met with their approval, before the Directors, in the hope, which 
they are glad to find has been realised, that it would call the attention of the Directors to the 
necessity of introducing such reforms as appeared calculated to diminish the chances of a 
recurrence of accidents. 
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Their Lordships hate only further to observe, with reference to the remark that the Inspector- 
General must share the blame of the defective rule animadverted upon in the report, since it 
must necessarily have passed under his supervision before it was permanently retained in the 
Company's code, that the only regulations which in terms of the Act for regulating railways 
require their sanction, and for which they are responsible, are, " Bye-laws, rules, and regu- 
lations which inflict penalties for their enforcement on persons other than servants of the 
Company.*' 

With regard to regulations for the management of the line, and government of servants, 
their Lordships do not interfere; unless, as in the present instance, the regulations maybe 
called in question by the occurrence of an accident, or specially submitted for their approval; 
and even in those instances their Lordships confine themselves to communicating to the Di- 
rectors such suggestions and recommendations as they may be advised by the Inspector-Ge- 
neral are calculated to improve the code, and to promote the public safety. 

To the Secretary of the North Union I am, &c.. 

Railway Company. S. Laikg. 
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Report of Lieutenant-Colonel Sir Frederic Smith on the Accident on the 7th instant. 

My Lord, Railway Department, Board of Trade, 10th September, 1841. 

I HAVE the honour to report that, pursuant to your Lordship's instructions, I have this 
day proceeded to Wootton Bassett, accompanied by Mr. Saunders, the secretary and general 
superintendent, and Mr. Gooch, the manager of the locomotive department of the Great 
Western Railway, and in the presence of those gentlemen I inquired into the accident that 
occurred on that line to the night mail train of the 7th instant, which, in its route from Bridge- 
water to Paddington, was thrown off the rails of the embankment of the Wootton Bassett 
incline plane, near the eighty-sixth mile from London. 

By this accident) which was brought under your Lordship*s notice by Mr. Saunders' letter 
of the 8th instant, I regret to say that one passenger was very seriously and three or four 
others less severely injured, and two servants of the Company slightly hurt. 

It appears that the train in question was drawn by two engines, the Rising Star and the 
Tiger, and consisted of two second class close carriages and one first class carriage, the 
latter being at the hinder end. 

The train which preceded the mail train up the incline was the 6^ p.m. from Bristol, and 
it passed safely along the embankment at half-past 8 o'clock. Mr. Gooch, who was in that 
train, informed me that he was not sensible of any extraordinary motion, such as would be 
produced by an important depression of a part of the rails. 

The mail train, however, commenced the ascent of the plane at about 2 o'clock A. M., and on 
its reaching a spot on the embankment, near the eighty-sixth mile post, the Tiger, which 
was the second engine, suddenly went off the rails, and was followed l]y the two leading car 
riages, but the fore-wheels only of the first class carriage were found to have quitted the rails. 

The leading engine, the Rising Star, and its tender, broke away from the rest of the train, 
and continued on the rails, but the other engine and the carriages came into collision with each 
other, by which not only were the persons 1 have alluded to wounded, but the carriages much 
damaged. 

The front of the leading carriage was broken in by coming into contact with the timbers of 
the Tiger's tender; and the front part of the second carriage, as well as the hinder part of 
the first, were equally damaged. The passengers who sustained injury were in the leading 
carriage of the train. 

I was informed that the Tiger and the carriages ran on nearly a hundred yards from the 
point where the former left the rails, breaking the transoms which connect the north and south 
lines of the longitudinal timbers. 

It was a piece of great good fortune that they passed between these lines, for had they taken 
the opposite direction they would in all probability have gone over the embankment. 

As soon as the carriages were stopped, and the passengers had received the attention they 
required, the drivers and conductors of the trains examined the ground, and discovered that 
there had been a slight slip of the embankment, and that some of the longitudinal timbers of 
the north line had sunk about three or four inches below the level of those on the 6pposite 
line, at the spot where the engine quitted the rails. 

Whether the subsidence of the embankment, and the consequent depression of the timbers, 
had taken place before the ti-ain came upon them, or whether the Weight of the two engines 
and their tenders passing over a part of the embankment, actually, or on the point of being in 
motion, caused the slip, it is impossible to determine ; but Mr, Collins, the superintendent of 
the earthwork on this part of the railway, states that in walking along the Ime at about 6 
o'clock in the evening, he observed symptoms 6f subsidence at the spot where the slip took 
place, but that as there was no appearance of the foot of the slope having bulged, he did not 
think the matter sufficiently urgent to require him to give orders for the slope at this spot being 
particularly watched during the night 

I am disposed to think that the subsidence continued very gradually from that time to the 
passing of the train at half-past 8, and that the weight then increased and accelerated it ; but 
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that the depression of the timbers, which caused the Tig^r, and the carriages behind it, to 
leave the rails, was mainly produced by the weight of the Kising Star and its tender. 

The whole incline is a mile and three-eighths in length. 

The embankment in question, which was formed as far back as 18 months since, is a mile 
in length and 30 feet in extreme height. The height where the accident occurred is only 
about 16 feet, and the base of the slope is between once and a half and twice the height 

The material of which the embankment is composed is very un&vourable for such a for* 
mation, and it has occasioiially slipped in various places; and, amongst other spots, a slip 
occurred some time ago at the poiut where the accident now under consideration has taken 
place. 

This tendency to subside induced the Directors of the Company to order an extra width to 
be given to the embankment, and it is now of the unusual breadth of 45 feet. 

The night was not dark whea the accident happened^ but the engine drivers informed me 
that the moon was obscured at the time, and as the train was running at certainly not less 
than the rate of about 35 miles an hour, I do not think that any vigilance on the part of these 
men, who are represented to be very respectable and intelligent, would have enabled them to 
stop the train after they had advanced close enough to perceive so small a slip, as there is 
every reason to suppose this to have been ; I rtierefore acquit these drivers of all blame on 
the score of vigilance. 

It is proper that I should here observe that neither of the carriages of this train had a 
break. It is true, that in this case breaks could have been of no use, unless self-acting, but I 
understand it was a very unusual omission for this railway. 

I find that at each end of the incline a policeman is stationed, who has the charge of the 
switches, and that the orders given to these men is to patrole the space between their respec- 
tive posts. I saw one of them (HoUoway), who had the charge of the upper end of the 
incline, and he acquainted me that althou£h his instructions did not positively require him to 
do so, he had on the night of the 7th, before the arrival of the mail train, walked above half 
wav down the plane and saw no symptoms of subsidence. But the slip w^ considerably 
lower down, and in the beat of the other policeman, whom I was not ensiled to examine, as he 
was absent from the station at the time of my inspection ; as, however, I do not think I 
should get any very satisfactory testimony from him, sinee most probably he did not perceive 
the slip, if it existed when he passed the spot, or did not think it of sufficient moment ta 
induce him to stop the train. I do not consider it necessary to delay my report till I have 
seen this person. 

I enclose for your Lordship's perusal copies of the instructions and general regulations 
issued by Mr. launders, under the sanction of the Directors, for the guidance of the police- 
nwn, and you will perceive that the duties of these men, in respect to the examination of Xhe 
earthwork, is very clearly pointed out. 

I fear it i^ too much the practice^ fh>m what I have seen on various railways, for the nten 
to underrate the importance of Uie regulations, and I think it would be well if the inspectors 
on all lines were required^ as a part of their own duty^ occasionally to examine the men in 
their respective districts, to ascertain whether they have a clear and distinct notion of tb« 
ordiBrs given for their guidance. 

It is to be regretted that the policemen stationed on the incline had not been directed to 
watch the slopes very narrowly, especially in the night, and it would have been well if Mr. 
Collins^ whose experience of the material^ with which it is formed must have made tnm well 
acquainted with its treacherous nature, had called their especial attention to the point where 
the slip occurred. 

I would now suggest for the public safety, that shortly before the passing' of a^ train on 
either line, at least after dusk, and until the embankment has become thoroughly settled, that 
one of these policemen should pass along that line of rails which is to be used by the train, in 
order that if he should discover any dangerous part he may be able to give such notice of it to 
the engine driver as to admit of his pulling up in time to avoid an accident. 

In >arious parts of the Wootton Bassett incline, and at other points between that district, I 
observed a great want of ballast, and I consider it highly important that the deficiency should 
be supplied with the least possible delay* At some places also the longitudinal timbers 
require to be more firmly packed up, and some of the rails are not properly screwed to the 
timbers. 

lliere is another slip on the Wootton Basset incline which will demand careM watching^ 
and it would be desirable to give before the winter greater width and slope to* some parts of 
the lofty embankments between Chippenham and the ninety-six mile post 

I obser\ed that at the Chippenham and Pangbourn stations, for want of proper gates and 
fencing, the line is left open to the trespass of cattle. This defect "should be forthwith 
remedied here, and at any other stations where it may exist. 

Having in my report, dated the 1st July, 1841, on the opening of the line from Chippen- 
ham to Bath, stated that it was the intention of the Great Western Company to light the 
Box Tunnel with reflector lamps, it is now my duty to state that this tunnel is not lighted. 
I am not aware of the cause of the departure from the intention I have specified, or of the 
delay in carrying it into effect, but I believe that the lighting would add essentially to the 
comfort of the travellers and in some degree to their safety, for as it is not the practice of this 
railway to have white lights at the head of the engines the driN'ers have at present no means 
of discovering any obstruction that there might be on the rails in front of them« 

The incline which passes through the Box Tunnel being three miles in length and the.gra« 
dient being 1 in 100, extra power is required to ascend the plane, owing to the want of 
adhesion of the large wheels of the oitlinary engines of the Great Western. This extra power 
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is ol^ained hj means of a bade engine having oiMipled wheels of 5 feet in diameter, and this 
engine is usea as a propelling force. 

The reasons assigned to me for tbk mode of using the extra power have not satisfied me 
of its neeessity, nor that it is as safe as if the bank engine preceded the train ; for if the lead- 
ing engine, or any of the carriages should get oflT the line, a description of accident that does 
oeeasioBally happen, the prc^mng engine would in all probability run into them and produce 
fearful consequences. 

The chief reason given for the present system is that it saves a few minutes of Ume, but as 
I do not think that in any case this would be a sufficient ground for exposing the passengers 
to even the sli^itest 4leeree of danger, and in the Great Western, where the general velocity 
is so satisfactory, there is the less ground for incurring an extra risk, I think your Lordship's 
dqpartroeiit should be relieved &om any responsibility in tliis case, by bringing the subject 
under the consideration of the Directors of the Company. 

{ have only further to add, that as the train of the 7th instant consisted of only three 
carriages, it was obviously unnecessary, and certainly diminished the safety of the passengers, 
to use a second engine in the night over that district of the line where the accident occurred. 

I have, &c., 
The Earl of Ripon, Frbdbric Smith, Lt-Col., R. E., 

&c. &c. &c. Inspector-General of Railways. 
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No. 10. 

BRISTOL AND EXETER RAILWAY. 

Report of Professor Barlow on the Accident of the 11th September, 1841. 

My Lord, Woolwich, September 20th, 1841. 

I HAVE the honour to inform you that immediately after receiving your Lordship's 
tnstmctions to inquire into and report upon the circumstances connected with the accident, 
whic^ occurred on Saturday the 11th instant at the Bridgewater Station of the Bristol and 
Exeter Railway, I proceeded to Bristol, and called on Mr. Clarke, the general superintendent 
of the line, and was aecompenied by him the next day to Bridgewater, where he and Mr. 
Ashbee, the superintendent of the [station, afibrded |me every means of informing myself of 
the particulars connected with the accident, as far as that if^ormatiou could be obtained at the 
station. 

In order to render ^efoHowing statement as intelligible as possible, I accompany it with the 
annexed sketch, by which it will be seen that the Company's premises at Bridgewater, consist 
of two station-houses and two yards, into which the coaches, omnibusses, and private vehicles 
drive, for the purpose of conveying the passengers to or from the stations. The one on the 
north or left hana, being that from which passengers leave when going towards BristoU and 
that on the right, the departure station for the passengers on their arrival from Bristol. 

It will be seen that these yards are bounded to the westward by a road leading from 
Bridgewater to a farm on the other side of the line, and that to arrive at, and depart from, 
^be rirht hand station, it is necessary that the coaches and passengers to or from Bridgewater 
shonld cross the line of rails, but as this crossing is beyond the station no dan^r would be 
thereby incurred, (while this place remains a terminus,) except for the practice that has been 
hitherto adopted of shifting the arrival carriages from the down to the up line, during the time 
that the coaches, passengers, 8ce., are passing from the station towards Bridgewater. 

The only reason assigned for this very objectionable proceeding is, that it expedites the 
placing the engine in the engine-house after its journey, which house being above the station, 
that is, between the station and Bristol, the engine cannot be housed till the carriages have 
been shifted from the down line. 

It appears that on Satuiday, the llth instant, the London mail train arrived at the 
Bridgewater Station at about four o'clock in the afternoon, at which time there were waiting in 
the departure station-yard, five Exeter coaches and two omnibusses, and, as usual, while the 
passengers' luggage, mails, ftc, were lieing .transferred from the platform to the several 
coaches, the ensfne had taken across the road above-mentioned, all the open or second class 
earria^es ; and having placed them on the up line side, had returned to its assigned station at 
the pomt marked B, where the engine driver, who is wholly under the command of the switch 
man durins this operation, waited the signal from the latter to return. 

The Brilliant Exeter coach had already left the station and crossed the rails and was pro^ 
ceeding towards Bridgewater, when the switch man gave the signal " all right " for the engine 
to return to the station for the first class carriages ; at the same moment, apparently, the 
Exquisite Exeter coach left the yard, and in crossing the rails was struck by the tender, which 
was before the engine and immediately turned the coach over. The tender struck the fore 
wheel of the coach, the horses were disengaged without sustaining any damage, and I am 
happy to state that the injury sustained by the passengers was less serious than might have 
been apprehended from the fearful nature of the accident. 

It appears, that including the coachman, there were 12 persons on the coadi, of whom only 
one received so much injury as to be disabled from, getting up and returning to the station. 
And they all proceeded the same evening on their respective ioumies excepting the gentleman 
dluded to, Mr. Bruford, who was conveyed to tlie Clarence Hotel, where he was attended by 
Messrs Toogood and Parsons, the principal surgeons of the town, and under whose skilful 
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treatment, Mr. Bruford was sufficiently recovered to be able to proceed to Taunton on the 
Monday. Another passenger, Mr. Hatchwell, had his leg injured but not seriously. 

The greatest misfortune befell an aged woman who was standing on the side of the line, near 
the plac? of the collision. It appears that when the coach was thrown over it fell against her, 
broke one of her legs just above the ancle, besides otherwise severely bruising her about the 
head ; but I was happy to learn from Mr. Toogood, that she is going on very favourably, and 
that he has great hopes of her recovery. At his particular request, I saw her in the infirmary, 
she appears to be a very poor woman in the neighbourhood, aged 73, brought to the spot 
from mere curiosity; she had been warned off the line once or twice by the porter, but at the 
time of the accident she was in a safe place, if the collision had not occurred at that 
spot. 

Such being the amount of the accident, it remains to inquire to whom the bUme is attri- 
butable and the means of prevent idn in future. 

The engine-man and fireman appear to be wholly exonerated from any blame. The engine- 
man, as already stated, is under the control of the switch man during the time of crossing and 
transferring the carriages, and this man, Benjamin Cox, states in his evidence, that he had 
signalled the driver that " all was right," and that the driver in consequence started his 
engine, whistling as usual. He states also that he saw the fireman apply the break as soon 
as the latter was aware of the danger. AlS far therefore as any fault was committed in starting 
the engine. Cox becomes the person responsible. I asked Cox whether he had any written 
orders, or whether he acted on his own discretion. He stated that he had hitherto acted on 
his own discretion, but that he had now written orders ; a copy of which he gave me, and which 
I annex to this report. I then asked him whether he saw the Exquisite at the time he made 
the signal to the driver ; he says he did not, he saw the line was clear, and gave the signal 
accordingly ; he saw the coach coming out of the yard immediately afterwards, and that 
he then made signs by holding out his hand to the coachman and hallooing to him; but he 
would drive on. " He states that Johns (the coachman) seemed to hesitate before crossing 
the line, and then when the engine was not more than five yards from him he proceeded to 
cross the line." 

Another of the Company's servants, Edward Early, foreman of the carriage porters, says, 
" I saw Johns' coach, it was the first out, he attempted to cross the line when the whistle was 
blowing, and the tender not more than 12 yards from him ; I have warned him of crossing 
repeatedly." 

Another witness William Jones, the policeman on the platform, also states that the Ex- 
quisite was the first coach out ; but frona subsequent inquiries I made, I feel convinced that 
thin was not the case, but that the Brilliant had passed over before the Exquisite made the 
attempt. 

I have stated above, that all the passengers having left Bridgewater on the evening of the 
accident or subsequently, I could not learn from them their impressions as to the party they 
considered to blame ; but one person, Mr. Liquorish, who is agent, at Bridgewater, to Mr, 
Whitmarsh, part proprietor of the Exquisite, was on the coach behind at the time, merely 
riding up from the station, and he states positively, that the Brilliant was the first coach out, 
and that it was in sight going towards bridgewater when the Exquisite was struck; and he 
thinks it possible that Joans, the driver of the Exquisite, having his attention fixed on this 
leading coach, might be in some measure the cause of the accident; on being asked the 
question whether He heard the whistle, .Mr. Liquorish says, he certainly did not^ and that 
although standing up behind the coach, he was not aware of any danger till the moment the 
accident occurred, he thinks '' perhaps just time enough to have pulled up if he had been the 
coachman." He says, althouoh he did not hear the whistle, he by no means asserts that the 
whistle was not blowing ; in tne bustle of leaving the yard, it might be blowing without his 
noticing it. Johns, the coachman, also denies having heard the whistle, although I believe 
there is no doubt it was sounded. Johns also asserts that he was not aware of his danger 
till it was too late ; he admits hesitating for a moment when be first saw the danger, as stated 
by Cox, " but thought his best chance was to drive on." 

It is proper here to state, that the persons at the railway lay great blame to the coachman, 
and Mr. Ashbee states, that Mr. Slocombe, one of the passengers, who sat behind Johns, said 
after the accident, that " no blame was attributable to the railway people ; it was all Johns' 
fault, he would whip on." These contradictory assertions made me anxious to learn if pos- 
sible what was the impression of Mr. Bruford who was on the box with Johns. I therefore 
called on Messrs. Toogood and Parsons, the surgeons who attended him, to ask ^if they had 
heard him make any remarks on the subject but they had not I also inquired of Mrs. 
Sutton, the landlady of the Clarence Hotel, if he had spoken to her as to any blame. She 
said he had made but few remarks respecting the accident, but he had several times inquired 
about the coachman and expressed his hope that he was not hurt. 

Upon the whole of this evidence, some of it contradictory, it appears to me that the coach 
and the engine started nearly at the same moment, that the Brilliant was the first coach out, 
and that the attention of Johns was engaged in overtaking the Brilliant, and that be either did 
not hear the whistle, or disregarded it, hoping to pass before the engine. Independently, 
however, of hearing the whistle, it seems very extraordinary that the coachman mounted on 
his box, within 50 or 60 yards of an engine straight beK>re him, without any intervening 
object, should not have seen it advancing, yet such he asserts was the case. But however 
heedless or reckless may have been the conduct of the coachman, or whatever the indiscretion 
of Cox in signalising the engine-driver to advance, nothing can be said in excuse for the 
dangerous and reprehensible practice of passing and repassing the engine across the only line 
of egress while the coaches and passengers are leaving the station. 
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1 was present on two occasions of trains arriving, and I noted the time the engine took after Appendix. 

starting from its station to reach the place where the accident occurred, (a distance of only 49 

yards). In one case it was 18 seconds, and in the other 20 seconds, by far too short a time -^ ^^' 
to warn a coach already in progress of its danger. According to Cox's evidence the engine AccSentT 

was started at his signal, and from my two observations it follows, that within 18 or 20 

seconds afterwards the coach was struck. No. 10. 

The coach was therefore in all likelihood already started when the signal was given, and a B"stol and Exeter. 
Tery slight degree of abstraction on the part of the coachman would account for the accident, 
without attributing it wholly to his recklessness. I must also observe that the circumstance 
of the Brilliant having already crossed the line (assuming Mr. Liquorish as correct in his 
evidence) is another favourable consideration in the case of the coachman ; and certainly a 
very unfavourable one as regards the discretion of Cox the switchman. 

Up to the time of the accident, it does not appear that any person was placed at the gate 
of the yard to control or regulate the departure of the coaches. The only person chargeable 
with this duty was the man at the switches. And he was at some few yards distance on the 
line, attending to his switch duty. 

Since the accident an order has been issued, (which I subjoin), and a man appointed at 
the yard gate. By this order, as will be seen, the engine is still ordered to take away the 
second class carriages, and is then not allowed to leave its station till after the whole of the 
coaches have lefl the yard and the gates locked. 

I am, however, of opinion, that it would be much safer and better not to allow the engine 
to move from its place of arrival till the yard is entirely cleared, or the gates closed. And 
that a person should be appointed to take charge of the road while the operation of shifting 
the carriages is going on in order thereby to prevent accidents to other persons whose business 
or curiosity may lead them to that part of the line, which is at present quite open to the public. 

It may be proper to observe, that 1 noted the time employed, in transferring the carriages 
from the arrival shed to the station B, to transfer them thence to the up line, and for the 
engine to return to the switches at B. The whole operation occupied but three minutes, and 
this is all the time that is saved, by allowing the engine to make the first transfer of the 
carriages before the yard is cleared according to the new order ; a very inconsiderable object, 
compared with the simplici^ and safety of retaining the engine in its place of arrival till 
the whole of the coaches and passengers have passed over the rails as above suggested. 

1 have, &c.. 
The Earl of Ripon, Peter Barlow. 

&c. &c. &c 



The following are the Statements of the Railway Servants made and taken down in writing 

at ^e Station. 

William Jones, policeman on the platform. — On the Uth of this month, at the time the 
3 hours 45 minutes train came down, I saw the engine take the second class carriages down 
the line and send them up on the other line. The engine then returned down the line again 
and I then heard the engine-man blow the whistle — a long continued blow ; at the same time 
I saw the Exquisite coach with passengers both inside and outside leaving the station and 
proceed to the gate going out of the station, while the engine-man continued still to blow the 
whistle. The driver of the coach, whose name I have learned to be Johns, still persisted in 
driving across the line before the engine. When the wheels of the tender came in contact 
(she was backing) with the fore wheels of the coach and upset it Tliere was one of the 
passengers lying on the ground who was picked up and taken away. There was no other 
seriously hurt; they all walked away. The Exquisite was the first coach to leave the station. 
There were five coaches and two omnibuses to leave the yard. 

Edward Early, foreman of the carria^ porters. — ^Whilst I was forming the train, I saw a 
woman standing on the middle of the line and I warned her to so oft, telling her of the 
danger she was in as the train would soon be down. This was three-quarters of an hour 
before the train arrived. 

When the accident occurred she was safe off the line; she was injured by the coach; I 
warned her a second time to go away, but she still waited about the place. She was quite safe 
if the engine had not upset the coacn. 

I saw Johns' coach, it was the first out. He attempted to cross the line when the whistle 
was blowing and the tender not more than about 12 yards from him. I have warned him 
of crossing repeatedly. Had he not attempted to cross he would have been quite safe. 

Benjamin Cox, switchman at the station. — I held up ray hands and attempted to stop him both 
by hallooing to him and signing him off the line. The break was put on by the fireman when 
the men on the engine saw the coach would proceed. I had signalled the driver of the engine 
as to its being all rieht, and after the engine had started and was whistling as usual, Johns 
came out of the yard and attempted to cross the line. He seemed to hesitate before crossing 
the line and then when the engine was not more, I should say, than five yards from him, he 
proceeded across the line. I saw the tender strike the coach on the front wheels and throw 
the coach over. The tender drove the coach before it for, I should think, two yards before it 
capsized. Mr. Bruford was on the box and Mr. Slocombe was sitting behind Johns. 

Mr. Robert Ashbee stated that Mr. Slocombe, who was on the coach, said to him after the 
accident, " No blame was attributable to the railway people ; it was all Johns' fault, he would 
whip on." 

K 
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Bridgewater, 12th September , 1841. 

To prevent the recurrence of any accident to the stage coaches, carriages^ &c., whilst 
crossing the line below the station, a man will be stationed at that place, whose duty it will 
be to keep all strangers clear of the rails, and to prevent anything crossing the line during the 
time the engine is engaged shifting the trains. He will also observe the following regulations 
and instructions with regard to the coaches, &c. leaving the station on the departure side of 
the line. After all the coaches, &c. shall have arrived for the purpose of taking passengers 
from a train the gates are to be closed and locked, and before anything is allow^ to leave, 
the engine will take the open carriages from the train and lead them to the place where the 
porter in charge of them shall appoint ; the engine will then take up her position abreast of the 
lower carriage shedj where she will wait until tne gates have been opened, and all the coaches, 
&c. have left the station vard and cleared the line ; the engine will then bring out the remain- 
ing part of the train and place it where directed ; after all has been cleared away the engme 
will return to the engine-house. 

The gates are not to be closed again until the coaches have arrived for a succeeding train. 

Any person resisting the Company's men in the executbn of their duty is to be appre- 
hended, and will be dealt with according to law. 

Robert Ashbee, Superintendent 
To Engine Drivers, Police, and Porters. 

It is proper to observe, that Mr. Ashbee at the time I was leaving Bridgewater, showed me 
another order he thought of issuing, differing from the foregoing however only in not stationing 
an extra man at the gate, thereby throwing ttie whole responsibility on the switchman, who was 
to have the key of the gate. 

I do not consider it necessary to add this additional order to this report. 



Letter sent to the Great Western Railway Company, transmitting Copy of the Report of 
* Professor Barlow, on the Accident at Bridgewater, &c. 

Sir, Board of Trade, 23rd September, 1841. 

I AM directed, &c., to enclose a copy of Professor Barlow's report on the recent accident 
at Bridgewater, and to state that their Lordships entirely concur in considering the practice of 
passing and repassing the engine across the only line of egress, while the coaches and passen- 
gers are leaving the station, as dangerous and reprehensible, and that they strongly recom- 
mend the adoption of the suggestion in the report, that the engine should not be allowed to 
move from its place of arrival until the yard is entirely cleared of the coaches and passengers, 
or in case of any unforeseen contingency rendering a departure from this rule necessary until 
the gates are locked ; and that a person should be appointed to take charge of the road while 
the operation of shifting the carriages is going on, in order thereby to prevent accidents to 
other persons whose business or curiosity may lead them to that part of the line which is at 
present quite open to the public. 

I am ftirther directed to request that this letter and Professor Barlow's report may be sub- 
mitted to the Directors, and tiiat their Lordships may be informed what arrangements are 
adopted at the Bridgewater Station. 

To the Secretary of the Great Western I am, &c.. 

Railway Company. S. Laino. 



In reply to Letter from this Office of the 2Srd insCaat, with Copy of Profi^saor Barlow's 
Rejwrt on the Accident at Bridgewater. 

Sir, Princes Street, Bank, 27th September, 1841. 

I HAVE the honour to acknowledge your letter of tiia 23rd instant, which was submitted 
to a committee of Directors immediately upon the receipt of it. 

Tbey have given instructions that the subject of Professor Barlow's report should be further 
considered at a full meeting of the Board of Directors, which will be held very shortly, and 
in the mean time I have taken care that the yard gates at Bridgewater are closed and locked, 
90 as to prevent any conveyance passing the Une while the engine is in motion. 

I have, &c., 
S. Laing, Esq., Charles A. Saokdbrs, Secretary. 

&c. &c. 
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In reply to Letters from this OflSce, enclosing Reports from Sir Frederic Smith and Professor 
Barlow on the Accidents, &c. on the Line. Also transmitting Report from the Company's 
Engineer relative to the state of the Line. 



Sir, 



(}reat Western Railway, Paddington Station, 
11th October, 1841. 



The Directors having now given their best attention to the several subjects which were 
brought under their consideration by the reports of Sir Frederic Smith, dated 10th ultimo, 
and of Professor Barlow, dated 20th ultimo, which you were good enough to transmit to ifte, 
I am desired to forward to you the copy of a letter addressed by the princip^ engineer of the 
Company to the Board, relating to those points which come more immediately within his 
department. 

I am desired to express to you the gratification which has been felt by the Directors from 
the fair and reasonable description which has been given of the circumstances of the two acci- 
dents referred to, as well as from the candid and pleasing admission that they are not to be 
ascribed to neglect of due precautions on the part of the Company, or of their executive 
o£Bcers. I am to add that the Directors will pay willing and cheerful obedience to all the 
suggestions made by Sir Frederic Smith and rrofessor Barlow, on the several matters which 
relate direcdy to the recent accidents ; it being, however, understood that, as regards the 
movements of the engine at Bridgewater after the arrival of the train, the regulation should be 
made to apply to the closing of the gates, rather than to clearing the yard, to which there can 
be no objection on the score of safety. Professor Barlow intimates that the saving of time can 
only be three minutes, which, if the operation of removing a portion of the carriages only and 
then waiting be intended, is correct ; but as in some cases the engine removes the whole train 
at once and returns to the engine house in order to take in water, which may be indispensable, 
and if the order to restrain it from moving at all until the whole yard is cleared were to be put 
in force, the delay would frequently be from 20 minutes to half an hour. The Directors prefer 
closing the gates, and arranging that no engine shall move along the lines beyond the station, 
while the gates are open. 

I am to refer you to Mr. Brunei's report on the subject of lighting and working the Box 
Tunnel, and to mention that the Directors coincide with him on those subjects. 

I have, &c., 
S. Laingy Esq., Charles A. Saunders, Secretary. 

&c. &c. 
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Copy of Report from the Engineer to the Directors of the Great Western Railway Company. 

18, Duke Street, Westminster, 
Gentlemen, 5th October, 1841. 

With reference to the recommendations contained in Lieutenant-Colonel Sir Frederic 
Smith's report of the 10th September to the President of the Board of Trade, I have great 
satisfieu^tion in calling your attention to the fact that the several precautionary measures therein 
suggested have already been at various times under your consideration, and that nearly all are 
in operation. 

As regards the constant examination of the line to ascertain its safe and good condition, not 
only is it almost the principal duty of the regular police, whose instructions clearly point it 
out (as remarked by Sir Frederic Smith), and over whom again are appointed inspectors, 
whose business it is to ascertain that the privates of the police understand and perform their 
duty, but also the assistant engineers who superintend the maintenance of the permanent way, 
or any other works going on, have discretionary power, and are required to place watchmen 
both day and night, but especially during the nighty upon any part of the line that appears to 
them to require particular attention; these [men are selected from amongst the foremen of 
workmen acquainted with the work, are furnished with the proper signal lamps, and are placed 
in communication with the regular police. There are at present, and were at the time of the 
accident, about 20 of such extra watchmen at various parts of the line. Certainly at the point 
of the line where the accident did occur, the embankment, although of clay, being of no great 
height, not above 16 feet, of considerable width, with a slope of rather more than two to one, 
and up to that time no doubt having been entertained of its security there-was no special 
watchman ; but from such evidence as I have since been able to collect, in addition to that 
obtained by Sir Frederic Smith, I cannot think that the subsidence of the timber was the only 
cause of the accident 

I believe that some other and more powerful causes must have been in operation. The 
sinking of the rail to the extent stated is not sufficient to account for an engine and two car- 
riages running oflF the line so violently as was here the case. Breaks, of course, as stated by 
Sir Frederic Smith, woidd have had no eflFect at all, even if self-acting, supposing such a 
machine to have been devised practically capable of application, the same blow or concussion 
which would have acted upon the break was that which produced the mischief, and actually 
destroyed that part of the carriage in which any such machinery would have been placed. 

The consequences of this class of accident, where such unfortunately occur, are most likely 
to be entirely prevented or much diminished by great strength and staoility in the construction 
and arrangement of the carriages. 

K2 
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Appendix* As the opinion of Sir Frederic Smith must necessarily and rery justly carry great weight 

""TT" with it, I feel that I ought not to pass over one observation made by him without endeavouring 

Reports on *^ correct the erroneous impression which I think would be conveyed by it, and, under which 

Accidents. impression, Sir Frederic Smith seems I think to labour even himself. He observes, " It was 

a piece of great ffood fortune that they (the engine and carriages) passed between the lines, for 

R -4 ?^^'i p ^^ *^^y ^^^'^^ "^® opposite direction they would in all probability have gone over the embank- 

n« an xe er. j^g^t." Had such a fearful result been the probable consequence of the running off of trains 
(and there is at least an equal chance of their running off on the one side or the other, or on 
embankment or in cutting,) railway travelling would long since have been found a sometihat 
dangerous, instead of a very safe mode of conveyance, but out of the many hundred cases of 
trains getting off the line, I believe no instance has occurred of- their running off an embank- 
ment ; the fact is that both the engines and carriages immediately they leave the rails bury 
themselves in the ballast and are soon stopped, and particularly when the rails are fixed on 
continuous longitudinal supports, and there are no blocks or sleepers for the wheels to mount 
upon. When the engines or carriage wheels have dropped between the rails, it is almost 
impossible to drag or force them out, especially when the ballast is at all deficient, and thus 
the lateral distance to which the train is carried is generally very small. In the case of the 
accident referred to, where the engine ran inwards, it did not go off far enough even to interfere 
with the passage on the other line. 

With respect to the deficiency of ballast along the line generally, I can assure you that every 
effort is made to keep up a good supply, but upon newly formed works, and while fresh 
ballast is bein^ constantly required, the settlement and consolidation of the materials is 
extremely rapid; and, as the ballast can never be laid on in any great excess, as it would 
interfere with the packing, it necessarily follows that it will generally appear deficient, though 
by no means so much so as to diminish the safety of the line ; no exertion shall be wanting to 
comply with Sir Frederic Smith's recommendation on this point. 

With respect to the screwing of the rails, I have, in consequence of Sir Frederic Smith's 
report, had a return made to me of the number of screws in the different parts of the line, and 
I find that the rails, or rather the rail which particularly called for the remark made by Sir 
Frederic Smith, was a special (almost a solitary) case, which was known to my assistant, and 
has been marked and ordered to be filled up. 
I now come to the subject of the Box Tunnel. 

It had originally been determined, as mentioned by Sir Frederic Smith, to light this tunnel, 
and the lamps were made and fixed, and for a short time the attempt was persevered in. 

I think Sir Frederic Smith saw some of the lamps tried; the attempt has been abandoned 
because it altogether failed. I should observe that I had never hoped to be able to produce 
any great effect towards lighting the carriages, this would require the walls of the tunnel to be 
whitened and strongly illuminated ; my object was to throw a light on the rails both to assist 
the workmen engaged in packing, &c.^ and to enable the engine-men to see ahead. I soon 
found that the impurity of the air, whether from external fog and from the steam and vapours 
of the engines, rendered this qnite impossible. At most times the lamps were of no use what- 
ever, even to the men at work in the tunnel, and never to the engine driver, to whom of course 
it is necessary that, if he sees at all, he should see some considerable distance ahead; the 
lamps were tnerefore removed. 

For the same reason no lamp has ever been used in front of our engines for the purpose of 
throwing a light ahead upon the line, and I am not aware that this has ever been suco^sfuUy 
practised by others. 

It must be a much more powerful lamp than any of those hitherto used for the purpose, that 
would, under ordinary circumstances, illuminate the road to a distance of 150 yards, yet this 
distance being traversed in about 10 seconds would be much too short to be useful, and the 
glare of the lamp thrown upon the foreground would unquestionably render the distance less 
clear, and in foggy or rainy weather quite invisible. The lamps in front of the engines are 
used merely as signals. 

I am afraid that there are no means of remedying the evil of darkness in tunnds, (the 
extent of which evil, however, is this, that the tunnel is during 24 hours as dark as the rest of 
the line frequently is during the night, but is otherwise exposed to fewer casualties) unless by 
a general and brilliant illumination, which would of course be very costly. 

With respect to the question of pushing or pulling a train up an inclined plane, it is by no 
means so simple a one as it may at first appear. * 

If the plan at present adopted were really attended with danger in the ordinary sense of the 
term, and this danger could be materially diminished by a delay of a few minutes, the subject 
would hardly have been discussed. The safer course would have been adopted at <mce by the 
Directors without hesitation, but the fieicts are these, that upon short inclined planes which are 
generally nearly straight, the practice has been to push. 

Upon the Birmingham and Gloucester Railway only as far as I am aware has the opposite 
plan been pursued ; the assistant engine is attached in front; but in the first place it is to be 
observed that the inclination of the plane is so great that the leading engine might very fre- 
quently be incapable of taking itself up^ and therefore it may be very advisable to place the 
small-wheeled assistant engine in front. And secondly, that the mode of getting rid of the 
assistant engine at the top is not by any means free from objection. This system has been in 
operation omy about 12 months. 

Now on the Liverpool and Manchester Railway there are two such planes which have 
been worked by a bank engine pushing behind for upwards of ten years ; probably upwards of 
100,000 trains have passed up these two inclines, yet I am not aware of any accident having 
ever occurred from the pushing. 
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On the Croydon the same plan has been followed for about two years. All past experience 
therefore is in favour of this system ; and although by no means prepared to give an opinion 
in favour of this over the other plan, or to say whether other means which have been brought 
under your consideration may not be preferable to both; neither am I prepared at the 
present moment to recommend you to alter the system now pursued. I feel that in giving 
my advice upon this subject, I am placed in a very embarrassing position by the doubts raised 
by Sir Frederic Smith, and the increased responsibility thus nominally thrown upon the 
Directors, should they adhere to the present plan ; and doubtless they would be much blamed 
bv the public if any accident should now. occur, which could be supposed to be caused by it, 
although it might really be the best and safest plan, simply because they had been cautioned 
against it, but although the btirthensomeness of the responsibility of adhering to the plan 
which has been adopted from the best motives may be thus increased, the real responsibility 
for any consequences of a change unfortunately are by no mean^ diminished, but would rest X 
apprehend as exclusively and as heavily as ever upon the Directors, notwithstanding that they 
might be following the implied advice of the Board of Trade. 

It is a singular coincidence, and I refer to it only a^ such, that the accident which is the 
real subject of this report did occur upon an inclined plane, and contrary to our usual practice 
with two- engines coupled together in front; while it does also so happen that, if the second 
engine had been behind, no evil would have resulted to the train, and I believe most Ukely not 
to the engine 'either. Now if this accident had occurred after the Directors had adopted this 
mode of connecting the engines, in consequence of the suggestion of the Board of Trade, would 
their responsibility have been less, or would the Board of Trade have relieved the Directors of 
any part of the painful feeling arising from a sense that the accident might be attributable to 
their having given up their own opinion of what was best from the fear of the inconvenience of 
opposing the views of the Government. 

The appearance of the Chippenham embankment referred to by Sir Frederic Smith is 
already much improved. That part which may have seemed deficient in width at the top is 
in fact formed of stone, and is one of our most solid embankments, and is at the base and up 
the slopes of ample width, but the upper edge had been lefl unfinished at a point where a tem- 
porary inclined plane had been carried up, and although really safe was unsightly, and may 
very naturally have led Sir Frederic Smith to suppose that the embankment itself was narrow ; 
this is in course of being remedied, and I trust that when Sir Frederic Smith next sees it, he 
will be satisfied with it. 

I am, &c.. 
To the Directors of the Great Western J. K. Brunel. 

Railway Company. 



My Lord, 



Woolwich, October 15, 1841. 
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No. 11. 

LONDON AND BRIGHTON RAILWAY. 

Report of Professor Barlow on the Accident of the 2nd instant Also, on the falling in of 

the Patcham Tunnel. 



In compliance with your Lordship's request, contained in the instructions forwarded 
to me by Mr. Laing, I proceeded on Wednesday, the 6th instant, to Brighton, having on my 
way arranged with Mr. Statham, the superintending engineer of the line, to meet him at the 
Brighton Station on Thursday morning, to proceed up the line by a special engine immediately 
after the despatch of the 10 h. 45 m. morning train. 

This I did accordingly, but, as your LordSiip has been already informed, on our approach- 
ing the south end of the Patcham Tunnel a signal was made to stop, and on inquiring the cause 
we were informed of the dangerous condition of the front of that structure, which was obviously 
in a falling state. Of course I did not proceed* but returned to Brighton with the engine, 
leaving Mr. Statham at the tunnel. In a short time afterwards it appears that the front and a 
great part of the wing walls came down. Before I left the tunnel a person was dispatched to 
uie other end of it to warn the down train not to advance, and my arrival at the Brighton 
Station prevented the dispatch of the 11 h. 45 m. train. The Patcham Tunnel is about two 
miles and a half from the Brighton terminus. Steps were immediately taken to remove the 
rubbish, and by the next morning Ae line was again opened 

This new disaster prevented my inspection of the Copyhold cutting, where the iatal over- 
throw occurred on the second instant, till the next day. I was then supplied with a special 
engine and carriacfe, and was accompanied by Mr. Rastrick, the engineer-in-diief of the line^ 
to the Hay ward Heath Station ; our driver being the man Jackson, who had charge of the 
second engine on the day of the accident, and whom I had thus the means of questioning on 
the spot, as I had also the labourer Copley, who had made the signal to indicate the necessity 
of caution the moment before the first engine was thrown off the line. I also saw at a beer- 
shop the guard Hitchens, who was so severely injured, but he was too ill to be able to give 
me any information. I saw this man again the next day ; he then appeared better, but could 
give me no account ; all that he knew was the accident was momentary. The driver of the 
first engine. Goldsmith, I only saw at the Brighton Station. Although in a weak state he is 
fast recovering, but his evidence amounts to little more than that of Hitchens. He saw the 
signal given by Copley, but too late to be of any service. He states the speed to have been. 
On entering the cutting, about 30 miles per hour, but could assign no cause for the accident. 

On examining the place of the fatal occurrence nothing could be seen, or expected to be 
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seen, after the lapse of six days, to indicate its immediate cause, akhougii there was suflScieut 
evidence of the extreme violence of the concussion. Pour of die rails, weighing 75 lbs. per 
yard, or 375 lbs. each, which had sustained the shock of the engine, were bent ai^i twisted in 
all directions, and one of them had on one side its flange stripped off for about two feet of its 
length, as if out by the most powerful shears ; but these rails having been replaced by others 
immediately after the aeccident, I could form no opinion from the appearance of the road that 
could lead me to any conclusion, although from other circumstances I feel not the slightest 
doubt on the subject. 

The place where the accident occurred is near the 36^ mile post from London, within about 
a mile of the north end of the Hayward Heath Tunnel, which is a Uttle below the Hay ward 
Heath Station. The soil in this cutting, and for some distance down the line, is of a very 
absorbant and treacherous character, becoming in its wet state nearly semi-fluid, and yet when 
dry or well drained it appears to be perfectly sound ; and I am bound to state that I stood at 
this place and observed trains passing with considerable speed both up and down the line, and 
that their motion was exceedingly steady, that is, free from rocking, which is generally so 
obvious where a line is defective. 

I have watched this effect, and have experimented upon it on several lines, and I am not 
aware that I ever saw less oscillatory motion. But it must be observed that at this time every 
thing that could be done had been done to carry off the water. For a day or two before the 
accident the rain had been very heavy, and I have no doubt, from the nature of the soil, and 
the evidence of Copley, that the road was at the time in what he describes '' as a light state," 
which he afterwards explained by saying — when there is much rain the wet pushes up the rails 
and makes them uneven, but that was not the case on Saturday* 

I asked him, "If the road was not in that state on Saturday, and the speed not greater 
than usual, why he gave the signal ;" but all I could learn was they had done so for two or 
three days. 

Weighing these circumstances, viz., the nature of the soil, the great quantities of rain that 
had faUen, the admission that a caution signal was made, and had been made for some days 
before, I feel no doubt whatever that the unsound bearing of some one or more of these sleepers 
at the time was one cause of the accident. 

With respect to the speed of the engine at the time, there are considerable discrepancies in 
the evidence. Jackson, the driver, states that the speed did not exceed 20 or 23 miles 
per hour, although he admits that he has frequently passed this spot at 32 and 35 miles per 
hour. 

Copley, the labourer above alluded to, says, that he observed the engine at its usual speed. 
•Hinge, the policeman on the viaduct, says he gave the signal ** steady," because he obsened 
the train was going rather faster than usual. Now the question is, what has been the usual 
speed on this part of the line. The average speed on the whole line for this train is 25 miles 
per hour, including the time lost at four intermediate stopping places, besides the stoppage at 
Horley to attach the assistant engine. 

This will require an average speed of at least 28 miles per hour when travelling. Now for 
the first two miles after leaving Horley the line ascends 1 in 460, and then for four miles 
before reaching the Balcombe Tunnel it ascends 1 in 264, and thence descends for nearly six 
miles to the Hayward Station at the same rate, that is 1 in 264. 

Prom the notes and memoranda made by Sir Frederic Smith and myself in traFelling 
together over some thousand miles of railway, and over every variety of gradient. I have no 
doubt that to preserve an average speed of 28 miles per hour through this 12 miles would 
require a speed of 32 miles per hour on the descending side. 

Now it is admitted that the train was behind its proper time, a strong reason for not going 
slower than usual. Jackson denies having seen the signal '' steady" on the viaduct, he seems 
therefore to have had no good motive for going slower, and he slates that he has frequently 
passed this place at 35 miles per hour; and yet he asserts that just on this particular occa- 
sion, when such a frightftil accident occurred, he was not proceeding at more than 20 or 23 
miles per hour. His statement on this head is certainly supported by the opinion of John 
Hardy, £sq., M.P., who was a passenger, but it is grecUly at variance with probability, and 
with other evidence. 

It has been seen that \he usual speed down this plane is about 32 miles per hour, and 
Hinge admitted in his evidence before the jury that he thought the speed was greater than 
usual. It appears also that he made use of expressions soon after the accident, which wo\ild 
imply that the speed was much greater than he stated before the coroner. 

Since I have been engaged on this inquiry, I have had communication with two of the 
gentlemen on the jury, who met me afterwards by appointment, and whose statement throws 
great doubt on this man*s evidence. I quote the following from their two letters.* 

" I beg to state that, although on the evidence brought before them the jury could come to 
no other conclusion than that at which they arrived, I felt, and still feel, by no means satisfied 
at the statement made by John Hinge, the policeman, on the highly important point of the 
speed with which the train was travelling at, or immediately before, the time of the accident. 
I was at the Copyhold bridge about two hours after the accident happened, when this police- 
man addressed me and said, that when he first saw the train coming towards him he was sure 
something would happen from the speed at which it was going. He said he held up his hand 
to signal ' steady/ but that his heart was up in his mouth as they passed him ; that he ran 
to a point in the road where he could watch them farther, and in a very short time the accident 
occurred. He was heard to state this by other persons also, who have, I believe, informed you 

* I transmit the original letters of these gentlemen with the report. 
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of the same thio^.* The man, however, when called as a witness denied having made any 
such statement Whether he had really forgotten what he previously said, or in thp excitement 
and alarm occasioned by the accident had stated that which was not the fact, I am unable to 
say; but it is obvious that the effects on the minds of the jury would have been very different 
if the original account of the policeman had been substantiated before them." 

The odier gentleman states as follows: — " Soon after the accident occurred I went to the 
spot, and accompanied one of the inspectors and a gentleman, who is a stranger to me, to the 
shed where the bodies of the unfortunate victims had been deposited. A policeman was in 
attendance, who volunteered the following remarks: — He said that he observed the train 
approaching him near the viaduct (where he was on duty) at such a rapid rate that he was 
much terrified ; that he fully expected some accident to happen in consequence of the great 
speed with which they were proceeding, and was only surprised it did not occur sooner than it 
did ; that he held up his hand as a signal to slacken speed, but that no notice was taken of 
it. Being one of the jury on the inquest held two days after, I insisted upon this man*s evidence 
being heard. It was not until after much delay had taken place, and the coroner more than 
once called for him, that he made his appearance. On questioning him as to his former state- 
ment he totally denied having used such expres^ons as those wbch I had attributed to him, 
declared that he had not l^n the least frightened, nor had entertained any apprehension of 
&tal consequences arising from the speed, wnich he then said was not extreme ; yet he allowed 
that he held up his hand as a caution, but could not be certain that the signal nad been seen 
by the driver. 

'* As a juryman I did not think that I could also act as a witness ; and not being aware at 
the time that the policeman had made similar statements to others, who could be called upon 
to give evidence of the iact, I thought I ought not to allow the policeman's previous assertions 
to influence the verdict, as they were not borne out by the evidence. But as it appears that 
Government has conunissioned you to investigate the circumstances which attended the acci- 
dent, I feel that^ being no longer fettered by my position as a juryman, I should not be acting 
&irly towards the public if I withheld this statement from you." 

These gentlemen, who have no wish that their names should be unnecessarily brought before 
the public, are, notwithstanding, quite ready, if called upon, to substantiate what they have 
thus stated. 

It is not, perhaps, my place to make any comments in this report on the conduct of the 
policeman ; but it is impossible not to conclude from these statements, and other circum^ 
stances, that the speed down the plane was excessive, and inconsistent with the then state of 
the road ; or, perhaps, with common prudence under any circumstances. 

Of course the above statements impugn also Jackson's evidence; and I am sorry that the 
jury seem to have given too much weight, in my opinion, to his explanations as to the probable 
cause of the accident This man states that he has been a driver for four years and a half, 
three years in the service of the London and Brighton Company, before which he belonged to 
the London and Birmingham Company, f He states that he never met with any accident 
himself from the four-wheeled engines on the latter line; but had heard of a case of one of those 
engines getting off the line near Harrow. 

Now surely this is very slight ground on which to come to a conclusion that such engines 
are unsafe, and for attributing to the use of them two accidents on two successive days within 
about a mile of each other. 

It appears from a statement I have received from Mr. Bury, the maker of these engines, 
and who is also the superintendent of the locomotive department of the London and Birming- 
ham Railway, that since the opening of that line, in July, 1837^ they have used no other than 
four-wheeled engines ; that they have travelled more than three OEiillion miles, which is nearly 
equivalent to making thirty thousand complete journeys between London and Birmingham ; 
and that they have in no instance met with a single accident that can be said to have been 
occasioned by the particular construction of the engine. 

There is, however, as stated by Jackson, some difference between the Birmingham and 
Brighton four-wheeled engines. They have both the same stroke and the same cUameter of 
wheels ; but the former has smaller cylinders, viz., some having twelve-inch cylinders, weigh- 
ing, full of water, under 10 tons; others of thirteen-inch cylinders, weighing, under like 
circumstances, between 1 1 and 12 tons. 

On the Brighton line the four-wheeled engines have all fourteen-inch cylinders, and weigh, 
when charged with water and fuel, between 13 and 14 tons. 

This increased size of cylinder requires increased dimensions; and, the wheels being of the 
same diameter, necessarily raises the centre of gravity, and thus far they may be said to be 
more top-heavy, and are, perhaps, more liable to rock; but the difference must be very 
inconsiderable. 

In order to form some comparison of the top-heaviness of the two engines employed on that 
particular day when the accident occurred, Mr. Rastrick obligingly permitted one of his 
assistants to make me two outlined elevations of them, that is, of a four-wheeled engine of 
precisely the same dimensions as that which was destroyed, and the other of the identical 
six-wheeled engine driven by Jackson. I forward with this report these two drawing8,J by 

* I have record a letter frotB a gtotknan, dated October 14, from Clare Hall, Cambridge, who bears 
tastimooy to his bein(^ pret«nt and con&roitng every word as above related ; he has not requested me to 
withhold his name, but one of the other gentlemen having' done so, I have thought it best to follow the 
same course, by not giving it. 

t I have ascertained th«t both Jackson and Goldsmith were disdiargcd servants of iSke Lond«s and 
Blrminfrham Company, but 6old«aith had never been a driven 

t it oAy be pioper loobserYe that the draftsman has for some reason omitted to introduce the frame of 
the four-wheeled engine, which, at first sight, gives it the appearance of a top heaviness it does not possess. 
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which it will be seen, as nearly as it is possible to form an opinion, that there is little or no 
difference in the place of the centre of gravity in the two engines. The upper part of the 
boiler of the six -wheeled engine is the highest, but its water line is the lowest ; as far, there- 
fore, as relates to top-heaviness, on whidi much stress is laid by Jackson, I am of opinion 
there is little or no difference. 

In making these remarks, I beg it may be distinctly understood that I am not advocating, 
or giving a preference to, the four-wheeled engines. My object in referring to the subject is, 
that the jury, by giving too much weight to what I consider to be an erroneous opinion, have 
lost sight of the main causes of the accident, which I feel the strongest conviction were over- 
driving and a road partially injured by the heavy rains that had recently fallen. I think, 
moreover, that the withdrawing of those engines from the line, in compliance with the recom- 
mendation of the jury, has a tendency to give a false confidence to the Brighton passengers, 
while it is calculated to give unfounded alarm to those travelling on the London and Birming- 
ham and some other lines. 

It now only remains, my Lord, to inform your Lordship of the result of my examination 
into the circumstances attending the falling oi the front of the Patcham Tunnel. This was, 
I believe, occasioned by the chadk being left at a considerable slope, which caused the '* back- 
ing in," when impregnated with the excessive heavy rains, to slide along the face of the chalk, 
and thus by its pressure overcoming the resistance opposed to it. Mr. Rastrick also appre- 
hends that a pipe, intended for a drain, had become by some means choaked, which increased 
the evil. A slight crack, it appears, had been observed early on the Thursday morning ; but 
no danger was apprehended till immediately after the passage of the lOh. 45m. morning train. 

In the fall of the front of the tunnel, a part of the brickwork of the tiuinel itself, for about 
six feet, was fractured. It remained shored up the second day, but was removed during the 
following night. The remaining part is an extremely fine piece of brickwork, and is perfectly 
safe, only requiring for the present a constant watching, to remove any fragments of chalk that 
may fall upon the line from the preisent nearly vertical face of the cutting. Steps will be 
immediately taken to reface the tunnel; and it is, I believe, Mr. Rastrick's intention to 
lengthen the brickwork of it a little towards Brighton. 

In the further compliance with your Lordship*s instructions, after making this examination 
I proceeded along the line with the special engine and carriage, accompanied by Mr. Rastrick, 
to Hay ward Heath, slopping and examining everything that appeared to require it. Mr. 
Rastrick here left me to return to Brighton, having first appropriated to me the coupe of the 
carriage, in which I proceeded to Croydon ; ^d if I might venture to give a practical opinion 
relative to the construction and present state of the line, I should say that the engineer has 
done, and well done., everything that could be effected ; but he has had to deal in some parts 
with very treacherous materials, and time will be required for them to take up a firm and 
solid state. In other parts, where the soil is better, the line is very perfect The bridges, the 
viaductS) and four out of the five tunnels, are, in regard of interior brickwork, in perfect condition ; 
but the Hayward Heath Tunnel is much oppressed vnth water from the late excessive rains; 
but great efforts are being made to carry the water off, and a few days of fine weather will 
enable much to be accomphshed. Those parts of the line which have suffered most from the 
rains are two short pieces of the embankment south of the Redhill Station ; another consider- 
able portion south of the Balcomb Tunnel, and just beyond the Hayward Heath Tunnel 
southward. 

Sir Frederick Smith, in his general approval of this line, has drawn the attention of the 
engineer to certain portions of it, on which he conceived the safety oi the public called for 
specific precautions and reduced speed. These precautions have been rendered more particu- 
larly necessary in consequence of the recent heavy rains, which have also produced some other 
weak points ; and I conceive that it is most desirable that at present, and during the approach- 
ing winter, more time should be allowed for the journey, in order that gi*eat caution may be 
observed in those parts where the line has most suffered. 

I have, &c. 
The Earl of Ripon, Peter Barlow. 

&c. &c. &c. 



Letter from Lieutenant-Colonel Sir Frederic Smith, covering Professor*s Barlow's Report, 
on the Accident on the London and Brighton Railway. 



My Lord, 



Board of Trade, October 15, 1841. 



Having carefully considered the accompanying report from Prdfessor Barlow, re- 
specting the late fatal accident on the London and Brighton Railway, and on the present state 
of the works on that line, I have the honour to acquaint your Lordship that I concur with 
the Professor in attributing that accident partly to the excessive speed iised on the occasion in 
question, and partly to the defective state to which the road had been reduced by the long 
continuance of heavy rain ; but, believing as I do, that these two causes mainly contributed to 
produce this unfortunate catastrophe, yet I am most decidedly of opinion that the accident 
would not have happened but for the improper use of two engines a-head on a long gradient, 
of rather severe inclination, falling in the direction in which the train was running. 

Scarcely any practice can, in my opinion, be more imprudent than running a train with two 
engines a-head on such a plane at a high velocity, even over a road well consolidated by time, 
and the danger of such a proceeding is obviously most fearfully increased when it is permitted 
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on a line which has not acquired that degree of steadiness which is attainable only from long 
use ; and, while this practice is dangerous, it is not only altogether unnecessary, but expensive 
to the Company. 

Your Lordship will readily perceive the utter impossibility of two drivers, however dexterous 
they may be, so r^^lating the speed of their respective engines, on such a plane as that on 
which the accident occurred, that they shall keep the " draw chains'* of both uniformly stretched, 
and it is quite clear that when the leading engine sometimes draws the other, and is sometimes 
pushed by it, an irregular motion must result, having a tendency to disturb the balance of the 
leading engine, and more especially if that engine be the lighter, and carried by only four 
wheels. The risk is much mcreased on a line where the evenness of the rails has been dis- 
turbed by bad weather. 

In calling the attention of the London and Brighton Company, therefore, to the necessity of 
a considerable reduction in their rate of speed on tne falling gradients, and of paving constant 
and dose attention to the state of their road, I would recommend that they should be urged 
to discontinue the use of the assistant engme in the descent of their long inclined planes. 

A most important and very safe practice prevails on some of the northern railwavs, which 
should be immediately introduced on the Brighton line, and ought to be adopted on ail those of 
recent formation, as it affords an excellent, constant, and almost unerrincr check on the con- 
tractors, who are generally held responsible to maintain the road in good order for 12 months 
after the opening. 

The practice to which I allude, is that of making each policeman carry a gauge, and walk 
over his beat, before the arrival of every train, trying the guage of the rails in such a number 
of points as to ascertain whether the line is throughout in perfect order ; and it is the police- 
man's duty to stop a train, or give the signal of caution, according to the degree of risk he 
may discover. 

I find that the point where it is presumed the engine first became irregular in its motion, 
> just before the accident, is one to which I had called the especial attention of the Company, as 
requiring careful and cautious driving and watching. 

Frofessor Barlow very justly observes, that it will be the case on the London and Brighton, 
as it is on all new. lines, that lor some time to come fresh weak points will be produced by 
un&vourable weather, and I therefore conceive it will be proper not only to press upon the 
Company the necessity of devoting the most vigilant and unremitting care to the state of their 
works generally, and of the permanent way in particular, but that it will be indispensably 
necessary that this line, on which so large a traffic may be expected, should have the especial 
attention of this department, and be occasionally inspected during the winter after bad weather, 
in order that such suggestions may from time to time be offered to the Company as may relieve 
the Board of Trade from all responsibility as regards the public safety on this railway. 

I have, &c., 
The Earl of Ripon, Frederic Smith. 

&c &c. 



LxTTBR sent to tlie London and Brighton Railway Company, with Extracts from Sir F. Smith's 

and Professor Barlow's Reports, 



Sir, 



Board of Trade, October 19, 1841. 



With reference to the late accident on the London and Brighton Railway, I am directed, 
&c., to inform you that their Lordships recommend to the Directors of the London and Brighton 
Railway Company the adoption of the following precautions, which have been recommended by 
Sir F. Smith and Professor Barlow : — 

1. That the speed in descending the long inclined planes upon the line, and also upon all 
portions of the line which may appear to be not perfectly consolidated, should be reduced, and 
strict orders issued to prevent such limited rate of speed as is thought proper for safety from 
being ever exceeded. , 

2. That with a view to this the time-table should be revised, and the average rate of speed 
along the line, which is stated by Professor Barlow to be in some case as high as 25 miles per 
hour, should be considerably diminished. 

3. That the practice of running trains with two engines a-head doum long inclined planes, 
should be discontinued. 

Sir F. Smith further suggests, that a practice which prevails on some of the northern rail- 
ways might with advantage be adopted, as affording an excellent check on the contractors, who 
are responsible for maintaining the road in good order, viz., of making each policeman carry a 
gauge, and walk over his beat before the arrival of every train, trying the gauge of the raik in 
such a number of points as to ascertain whether the line is throughout in good order, and 
making it his duty to stop or caution trains according to the degree of rbk he may discover. 
Their Lordships recommend this suggestion fof the consideration of the Directors. 

To the Secretary of the London and Brighton I am, &c.. 

Railway Company. S. Laing. 



In reply to Letter from this Office, of the )9th instant, also requesting a Copy of Professor 

Barlow's Report. 
Sir, 10, Angel Court, Throgmorton-street, October 20, 1841. 

Your letter of 19th instant has received the consideration of the Directors of this Com- 
pany, and I am desired to assure you, for the satisfaction of the Lords of the Committee of 

L 
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Priyy Council for Trade, that the precautions therein suggested will meet with due aftten- 
tion. . ' 

I am at the same time instructed respectfully to request that their Lordships will be pleased 
to direct that a copy of the report of Professor Barlow be famished to the Board of Direotors 
of tills Company, as the circumstance of its not being promulrated tends greatly to keep alive 
the excitement which the public mind sustained by reason of the late c^damitous aocident, and 
several proprietors who have applied for it, have ^ther imagined that the Directors were pos- 
sessed of, and wished to suppress it^ or have drawn unfavourable condiisions m respect of its 
non-pubUcation. 

I have, &c., 

TsoMAs Wood. 
S. Laing, Esq., Secretary. 

&c. &c. 



Letter sent to the London and Brighton Railway Company, widi Copy of Professor Barlow's 

Report on the Accident on the 2a instant. 

Sir, Board of Trade, October 29, iS4L 

In reply to your letter of the 20th October, requesting that the Board of Directors of the 
London and Brighton Railway Company »ay be furmshed with m x^opy «0f Profesaer Barbw's 
Report to the Lords, &c., on the recent accident ^n the London wi Brixton fine, I am 
directed by tfa^ Lordships to infiorm you that, although, as a general rule, tney oonsidOT the 
reports of their inspectors as confidential, ye^, as it it stated that in the present insUoiee unfa- 
vourable consequences are likely to result to the Company from the report being withheld, 
their Lordships have decided on complying with the request 
I according endose a oopy of the Repoit. 

To the Secretary of the London and Brighton I am, &c. 

Railway Company. S. Laxno. 



Report of Lieutenafit-Cohmel Sir Frederic Smith <m his inspectionof the Mersthsm Oattii^ 
on the London and Brighton Railway, with referoooe to die Slip which occurred mt the 
28th instant 

My Lord, Board of Trade, Whitehall, October 29, 1841. 

The traffic of the London and Brighton Railway having become interrupted by a slip 
which took place the night before last, in one of the sides of the Merstham cutting, I have tim 
day, in conformity with your Lordship's general instructions, inspected the works on that part 
of the line. 

The Brighton Railway crosses the Merstham hill by a tunnel, of above one mile in length, 
and by two cuttings. 'Aiat on the north side of the tunnel being If of a mile long, and mat 
on the south side about half a mile. 

The slip took place on the eastern side of the north cutting, and nearly adjoining the mouth 
of the tunnel. Here the height from the level of the rails to the natural surface of the ground 
is about 110 feet, divided into two slopes; the lower slope, which is entirely in chalk, being 
70 feet deep, and battering about three inches in the foot, and the upper, which is 40. feet 
deep, and partly in gravel, being at an angle of 45 degrees. 

At the junction of these slopes there was what is called a isTge pot-hole, filied with gravel, 
. which, having become saturated with water during the late rains, tnnist out the chalk face of 
the slope for a length of about 30 yards, and a thickness of between four and five feet. Al- 
though the mass thrown down was very inconsiderable, yet, owing to the height of the cutting, 
as compared with its breadth, it has b«en sufficient to cover about 30 yards m length of both 
lines of rails. If the weather had been favourable, and the work had been pressed forward, 
the whole of the rubbish might have been cleared away in a few hours, but this has not been 
thought necessary, as the temporary interruption merely caisges some slight inconvenience to 
the passengers, and expense to the Company, who furnish the means of conveyance between 
the points where the trains are obliged to stop. This interval, owing to the lengdi of the 
cuttings and tunnel, is about four miles. The line is to be opened throughout on Monday 
next. 

I carefully examined the whole of the north cutting, and I find that, with the exception cf 
the slip in question, its shows scarcely any symptom of having been afiected by the late heavy 
and continued rains, nor by the severe frost of last winter, and therefore it is questionafble how 
for it may be proper for the Board of Trade to interfere; but, looking at the great inconvenience 
that would result from any protracted interruption of the traffic, and the loss that would in 
consequence Tesilt to the Company, as well as the risk it might occasion to the traveller, if 
any heavy slip were to take place, I am disposed to recommend, notwithstanding that the 
cuttings on the whole stand well at present, that an increase be given to the batter of the lower 
slope ; and probably the best way of doing this will be to form both slopes into one. It strikes 
me as being a mere question of first expense, for although no serious evil may resuk 'from 
allowing the cutting to remain as it now is, stiH it is very probable, especially after being satu- 
rated by the excessive rain of this autumn, that portions of the steeper slope, on being aqted 
upon by frost, will gradually peel off, and cost in the removal even more than if cut down in 
the first instance. 
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In my journey to the Merstham cutting, I observed that some parts of the Godston road 
embankmeDt, whidh> m my first report on this line I stated would require to be worked with 
care^ bad subsided a little. Under these circumstances, although the settlement is at present 
unimportant in itself, yet, as an indication of the effect the rain may have in doing gnneater 
raisefaieiv I beg to repeat my warning of the necessity of its being most carefully watcned. 

I also renaarkcd some very heavy sUpa in the cutting of the Crovdon inclined plane, and that, 
notwidutandkig the slopes are extremely flat« the ground which nas given way has encroached 
so much on the bottom of the cutting as to be touched by the steps of the carriages as the 
trains pass. I wouki therefore recommend that the greatest care should be used by the 
drivers of all ibe trains in running down this plane, especially aiier dark ; and that until the 
present movement of the slopes shsul appear to be arrested, extra policemen should be employed 
on this part of the line^ to examine and ascertain its safety before the passing of every train. 

I have, &c. 

Frederic Smith, Lt-Col. R.E., 
The Earl of Ripon, Inspector-General of Railways. 

&e. &c. 
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Report of Lieutenant-Colonel Sir Frederic Smith, on the Accident which occurred of the 

16th October. 



My Lord, 



Board of Trade, Whitehall, 1 November, 1841. 



Pursuant to your Lordship's orders, I have this day inquired into the accident that oc- 
curred on the South Western Railway on the morning of the 16th ultimo, by which the guards 
of the mail train from Southampton were injured. 

This accident was caused by tne collision of the mail with some goods-waggons which had 
been left on the main line near the Kingston station. 

The circumstances connected with this colliaon were inquired into very fiiUy and carefully 
by Mr. Martin the engineer, and superintendent of the South Western Railway, immediately 
after the occurrence ; and having seen the evidence cellected with great alnlity by that gentle- 
man, and personally examined all the material witnesses* I have arrived at the same conclusion 
that I find he has done, namely, that the parties chiefly culpable are the engine-mai^ fire^man* 
and two guards of the mail train. 

It appears that a goods-train, drawn by the Vivid and Wizard engines, and consisting of 13 
loaded waggons and a first-class carriage left Southampton at 9h. 45 m. p.m., on the 15th 
ultima Several other loaded waggons were added to the train at diflferent stations on the 
journey, and on arriving at Woking it had increased to 30 waggons. It left that station at 
forty minutes past two, being then two hours and a half after time. 

The cause assigned by the engine-driver of the Vivid for the delay on the journey was the 
slippery state of the rails, owin^ to the rain, and the defective condition of the Wizara enijrine ; 
and the driv^ of tl^ latter oonirms this account 

Between the Esher and Kingston stations, (which are two miles apart,) and within about 
half a mile of Kingston, the Wizard engine is stated to hare become unable to draw any part 
of the load, and therefore William Anwall, the driver of the Vivid, detached both engines 
from the train, and proceeded with them to Kin^on, where the Wizard was placed in a 
siding. He then returned with the Vivid, and finding tliat this engine was incapable of draw- 
ing more than 12 waggons, he started with that number for Londoii, leaving the remaining 18 
on the main line. 

Henry Edes, the guard of the goods-train, who, according to the retaliations of this comr 
pany, was the responsible servant on this occasion,' accompanied the Iz waggons, leaving the 
breaksman, Thomas Fletcher, in charge of the 18, with instructions to go bade with his hand 
signal lamp to Esher station, in order to stop the mail train at that point, and direct the 
engineman to transfer his engine and the carriages by the crossing at the Esher station from 
the up to the down Une, to avoid a collision with the goods-waggons ; and Fletcher was 
fiirther to desire the driver of the mail engine to recross to his proper line, after passing beyond 
the waggons ^tid reaching the Kingston station. 

He breaksman, Thomas Fletcher, states that be obeyed this order by going 50 yards 
beyond the Esher station, where, on seeing the mail train approaching, he waved his red lamp 
violently to attract the attention of the engineman, fireman and guard, but unsuccessftdly, as 
the train passed him without diminishing it3 speed, and apparently without his being noticed 
by any person upon it. 

There is not only the evidence of Edes and Fletcher, and also of a respectable farmer of the 
name of Thomas Fowler, to prove that a tail lamp had been left attached to the hinder wag- 
gon of the goods-tram, but there is also the testimony of Andrew Brooks and Joseph Batten, 
belonging to the metropolitan police, V division, showing that the light was burning at the time 
the mail ran up to.it ; and one of these men is ready to swear that he saw it distinctly at the 
distance of half a mile. 

On the other hand, David Maitland, the engineman, and Charles Jervis, the fireman, deny 
that there was any tail lamp burning, and assert that they did not perceive the waggons untd 
within 150 yards of them, when they blew the whistle, shut off the steam, reversed the engine, 
and applied the break, but were unable to stop the train in time to prevent the collision. 
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The guards of the mail train, Edward Moriarty and James Harrison> assert that they were 
on the look out, but neither saw the hand signal of Thomas Fletcher, nor the tail lamp of the 
goods-train, and they both state that immediately on hearing the steam whistle they applied ' 
their resp^sctive breaks, and assisted in diminishing the speed of the train. 

The evidence of three disinterested persons that the tail lamp was attached to the hinder 
waggon, and that it was burning with sufficient brightness to have attracted the attention of the 
driver and fireman of the train, had they been vigilant, appears to me to be conclusive on that 
point ; and although it may be less unquestionable, from his being, in some decree, a party 
implicated, we have the evidence of Fletcher, both as to his having left the tail light burning, 
and as to his having waived the signal lamp at Esher, not only as the train approached, but 
also after it had passed him, and therefore it is impossible to acquit the four servants who 
were with the mail train of gross negligence. 

Had the collision proved fatal to any of the passengers, I do not see how a coroner's inquest 
could have returned any other verdict than one of manslaughter against the engineman and 
fireman ; and feeling as I do that if in a case, such as the present, where the lives of the pas- 
sengers have been placed in great jeopardy by the gross misconduct of these men, a public 
example is not made of the ofl^nders, the security of railway travelling will suffer a severe 
shock ; I think that Maitland and Jervis should be prosecuted by the company. 

The guards, although highly culpable, are not equally so with the engineman and fireman, 
because ftom the construction of the guards' boxes they cannot keep a constant look out a-head, 
without sitting in a very constrained and distorted posture ; and, although this does not free 
them from all blame, still it is in some degree an extenuation of their want of vigilance in not 
seeine the tail lamp ; but then they ought to have seen the hand lamp of the breaksman 
Fletcher, and therefore their neglect should be visited with the marked displeasure of the 
directors. 

I wouldy however, recommend that the guards' seats on this railway should be altered asr I 
have suggested to Mr. Martin. 

Had the guard of the goods-train exercised properly the discretion vested in him, he woukl 
not have left any waggons on the main line, but removed them to the siding at Kingston after 
the Wizard engine was placed there. I'he code of regulations should strictly forbid any 
waggons being kft on the main line, and should distinctly specify that in the event of an 
engine becoming incapable of drawing the whole train on any part of the line, those earriages 
and waggons that cannot be taken to their destination should be placed in a siding with their 
breaks down, and properly scotched. 

The best mode of giving great brilliancy to railway lamps has of late been a subject of anxious 
inquiry in some companies. It is one of great importance, and I doubt not that the collision 
now under consideration will draw more closely the attention of the managers of the South 
Western tolhis matter. 

I would desire to see pressed upon them the expediency of two tail lamps being used with " 
every train. On the York and >forth Midland, at my suggestion, after the fatal accident of 
the 11th November, 1840, at Taylor's Junction* the Directors ordered the usual tail lamp to 
be continued, and a second red lamp to be placed on one side of the hinder carriage, nearly 
on the level of the roof. 

The London and Birmingham have not only followed that example, but they have added 
another lamp on the opposite side of the roof, so that three red lamps are now attached to the 
hinder carriage of every train after dusk on that railway. 

I should be glad to see one or other of these plans followed on the South Western 
railway. 

It roay^ however, be doubted whether any light would have aroused the attention of the 
engineman Maitland, or his fireman Jervis, who, I suspect, must have been in a state of great 
drowsiness ; and the question naturally arises, what would have been the most eflFective way of 
drawing the attention of men under such circumstances, or in foggy weather, and I am in- 
clined to believe that the •* puppets, " tried by Mr. Bury on the London and Birmingham 
line, would best answer the required object. They are fixed to the rail at the place where it is 
required to attract the notice of the engine driver, fireman and guard, and as tne engine passes 
it touches a lever, by which a steam whistle is soimded, and a red light which is attached to 
the engine is turned full on the face of the driver, so that all parties may be aroused, and the 
driver and fireman carry with them, in this red light, an evidence that a signal has been given 
to them. 

The only argument which occurs to me that could be urged against this plan is, that delicate 
machinery is likely to get out of order, and will not be efficient when required. The answer 
IS, that the machinery is not so delicate as to be very liable to such casualties, and that if it 
should fail when wanted, there is still the policemaii^ or other servant, to make the ordinary 
signal ; for what I am anxious to see is not the removal of the present safeguard by means of 
human agency, and the substitution of machinery, but the application of both, so that if the 
one fail the other may succeed ; and I think the public are entitled to the security that this, or 
similar simple inventions, for so important an object would afford. 

I observed that at Esher, and at some other of the stations on the South Western railway, 
there is no standard signal lamp. Had there been one at Esher on the night of the collision, 
Fletcher would have exhibited the standard red signal, in addition to his hand lamp, and it is 
probable that the engineman, if not more of the servants with the mail train, would have seen 
one of the lights. For the driver and fireman acquire a sort of mechanical habit of looking 
out for the standard lamps and signals. 

I question also the propriety of a practice which prevails on the South Western, in common 
with many other railways, of having no person up at night at some of those stations at which 
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the night mail trains do not stop, which was the case at Esher. This is, however, a subject 
which would lead me into great length, and may be better treated of iu a separate report. 

I have, &c., 
Frederic Smith, Lt-Col. R. E., 
The Ear] of Ripon, Inspector-General of Railways. 

&c. &c. 



Letter sent to the London and South Western Railway Company, with Copy of Sir F. 

Smith's Report on the Collision, 

Sir, Board of Trade, 3rd November, 1841. 

I AM directed by the Lords, &c., to enclose a copy of Sir F. Smith's report on the 
late collision on the London and South Western Railway for the information of the directors, 
and to call their especial attention to the observations and recommendations therein contained. 

To the Secretary of the London and South Western I am &c. 

Railway Company. S. Laino. 



In Reply to Letter from thb Office of the 3rd instant, with Copy of Sir P. Smith's Report on 

the Collision of the 16th October. 



Sir, 



Nine Elms Station, 6th November, 1841. 



I AM instructed to acknowledge the receipt of your communication, containing the 
copy of Sir F. Smith's report on the collision of the 16th ultimo, which was laid before the 
directors at their meetinfif yesterday, and with reference to the recommendations contained 
therein they have entered into the following resolutions: — 

" That the guards of the mail train be reprimanded. 

That the engineman and fireman of the mail train be prosecuted. 

That Mr. Martin (the resident engineer and superintendent of the line) be 
instructed to consult with Mr. Locke (the engineer-in-chief) as to the best descrip- 
tion of standard signal, or to propose some other plan equally eflfective. 

That in addition to the usual tail lamp, a red lamp be placed <m each side of the 
last carriage of every train." 

The question of an alteration to the guards* boxes as present in use on thb line of railway 
is under the consideration of the directors. 

I have, &c., 
S. Laing, Esq. Alfred Morgan, Secretary. 

&c. &c. 
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No. 13. 

GREAT WESTERN RAILWAY. 

Report of Lieutenant-Colonel Sir Frederic Smith on the Accident which occurred on the 

morning of the 24th instant 

Board of Trade, Whitehall, 25th December, 1841. 
Mt Lord, 

I HAVE the honour to submit the following report, relative to the fatal accident which 
occurred yesterday on the Great Western Railway. 

At half-^past 4 o'clock a. m. a goods-train was despatched from the Paddington terminus, 
drawn by the Hecla engine, and this train consisted of 17 waggons, two carriages for third- 
class passengers, and a station truck. 

* There were two guards with the train, and it appears from their statements that the 
carriages were ]^laced in the under-mentioned order : — 

The Hecla, six-wheeled coupled eugine. 

The tender on six wheels. 

A third-class carriage on six wheels. 

A third-class carriage on four wheels. 

A station truck on four wheels. 

And 17 goods- waggons chiefly on four wheels. 

Thomas Reynolds, who is represented to me by Mr. Seymour Clarke, the assistant-super- 
intendent, to be a steady man, was the driver of the Hecla, and he had a fireman with him. 

George Hassam, the first guard, was iu the leading third-class carriage, and George Ayres, 
the second guard, was in one of the hinder goods-waggons. 

I have not learnt that anything particular happened between London and Twyfqrd, but 
I find that the train was 10 minutes behind time m leaving that station, as it did not start 
till 40 minutes, instead of 30 minutes after 6, which might lead to the conclusion that an 
undue velocity was used. 

The distance from the Twyford to the Reading station is about five miles, and about mid- 
way between them there is a cutting through a clay and gravelly formation of 1 J- of a mile in 
length and of the extreme depth of 60 feet. 
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This is called the Sunning-bill Cutting. The gradients^ rise in both directions towards the 
centre of the cutting at the tate of about 4 feet a mile. 

When the train reached ibis point the engine came in contact with an obstruction which 
threw it off the rails, and its velocity being in consequence suddenly checked while the 
waggons retained their impetus, they ran forward on the passenger-carriages, smashing ona 
and considerably injuring the other, and, I lament to say, killing 8 and wounding 17 
passengers. 

At the time this dreadful accident occurred it was quite dark. 

The guards jumped from their seats, and taking their lights they found that the cause of 
the accident was a heavy sKp from the slope of the cutting adjoiiiiiig thnr line,, whicli had 
covered the rails to the depth of nearly four feet 

It was (aund that the concussion had thrown the whole of the passengers out of tbe 
carriages, and the train was discovered to be in the following condition : — 

The engine, which had dashed through the slip,, had left the rails and was found with its 
near side wheels buried in the slope of the cutting, but it was perfectly level and standing 
parallel to the rails. 

The tender had not broken the couplings which connected it with tbe ei^ine, but it was 
twisted across the "down ** line, so that the fore and middle wheels were off the rails, and the 
hind wheels were over the rail nearest to the slope. 

The leading third-class carriage on six wheels had broken from its couplings, but remained 
nearly over the rails, the head being a little turned towards the " up '* line. I am informed 
that this carriage was very nauch damaged. 

The second third-class carriage, on four wheels, was also found to have broken its coup- 
lings* It bad run off the rails, and its bead, which was rather beyond that of the six-wheekd 
carriage, stood over and obstructed tbe " up *' line of rails. 

The statioa truck, which was tbe next in the train, broke its ibre couplings, and rushed on 
tbe top of the hinder part of the four-wheeled truck. It remained coupled to the leading 
goods-waggon, and this goods-waggon had its hinder end lifted off tbe rails by the next 
following waggon. 

I was also desirous of seeing the third-class carriages, but when at Twyford I was 
informed that they had been sent back to Paddington, whereas, on returnrag there^ it 
appeared that they had been forwarded to Reading. I did not think it of sufficient conse- 
quence to make a second journey to inspect them, as all the witnesses agreed as to their state, 
and 1 was enabled to juaa;e of their construction by a carriage which vras shown to me by 
Mr. Seymour Clarke, at Riddington. 

On examining the ground where this unfortunate accident occurred, I foimd that the per- 
manent way on both sides of the sHp was in excellent order, and the slopes of the* cutting in as 
good a condition as could be expected after the late continued unfavourable weather. The 
vertical height of the cutting at the slip is 58 feet, and the slope two to one, the base being 
116 feet. 
The length of the slip is about 30 yards. 

I do not imagine that any engineer would have thought it necessary to give the sides of this 
cutting a greater slope than two to one, and therefore there has been, in my opinion, no error 
in the construction ; but it is a question whether the large mass of '' spoil " resting on the 
natural ground adjoining the edge of the cutting did not mainly cause, or at least greatly con- 
tributed to increase the extent of this extensive slip. 

The height of this spoil bank varies from 10 to 16 feet, and is from 50 to 80 yards in 
width. 

It seemed saturated with wet, and although the general drainage is to the south of the 
cutting, still the superincumbent weight of a portion of the mass was in part sustained by the 
soil that has given way. However 1 am told that it has remained in the state in which it 
was just before the accident for nearly two years, and it may therefcHV be p^resumed, that but 
for such excessive rain as we have had during this autumn, the slope would not have giv^ 
way. 

I understand that workmen have been oecaaonally emjdoyed in the Sunning-hill Cutting, 
in repairing slight slips of that description, to which all railways have of late been subject, but 
that owing to the ample width that the engineer had allowed between tbe slope and the rails, 
the latter have never before been covered, and there does not seem to h»re been any greater 
reason for watching this cutting at night than other parts of the line. 

The slip must have haopenea between the passing of the preceding goods-train at 1 o'clock 
A.M., and the arrival of that to which the accident happened at about a quarter before 7 a.m. 

This accident could only have been prevented by the line having been more closely watched, 
for which, as I have already said, there did not seem to have been any urgent necessity ; but 
it might have been rendered less dreadiiil in its consequences if the passenger-carriages and 
the waggons of this train had, in conformity with the recommendation in my report of tlie 13th 
October, 1840 (in reference to the Hull and Selby accident), been properly provided with 
buffers. In that and in subsequent reports, and in my evidence before the Select Committee 
of the House of Commons on railways, of the closing session of the last Parliament, I recom- 
mended that every carriage running with a passenger-train should be provided with spring 
buffers. There can be no question that the intensity of the blow on the two passenger-car- 
riages of yesterday's train would have been much diminished if even those carriages alone had 
been so provided, and it would have been still more reduced if the station-truck and a propor- 
tion of the waggons had been also fitted with spring buffers. 

These spring buffers, I am aware, are expensive, but I still think that it should be pressed 
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upon eirery OonfAny to use them with all the earriages that are to fiorm a part of a passenger 
trnn. 

I have 0ta)ted that the whole of the passeiig^ers in the two-tiiird eiass •carriages were thrown 
out, and that the foremost carriage was verj much broken, while the second was less injured. 

N<w<r I thiak it is reasonable to conclude that if t^ intensity of the blow had been so reduced 
bjr spring buffers, as to have materially dimiaiaiied tke damage done to the carriages, and that 
if also from that cause, and from the construction of the carriages, the passengers md fiot been 
tlirown out, the loss of life would in all probability have been much less. 

But whether this conclusion be arrived at or not, I am bound to state that the third-class 
carriages used on the ^oocaskm af this accident were not of such a construction as the public 
have a ri^ht to expect. 

The third-class carriages have seats 18 inches high, but the sides and ends are oriy two feet 
above the floor, so that a person ^canding «ip, either when -the train is unexpectedly put in 
motion or stopped, is, if near the side or end, in great danger of being thrown out of the car-: 
riage, and those sitting near the sides ave also in danger of railing ; besdes wlMch^the esfKiBure 
to me cutting winds of the winter innst t)e very injurious to die traveller, who, if proceeding 
from Xi(Hidon to Bristol, often x^emains exposed for ten or twelve hours, a great part of which 
is in the night-time. 

TlieCreat Western Company should in my opinion be inmiediaitply recommemded to alter 
the construction of their third-class carriage, and to give 4ie sides and ends a h^bt of 4 feet. 
6 inches above the fl«or. This recommendal^n should foe extended to aH companies whose 
carriages have a less internal height. 

I beg also to repeat the suggestion contained in my report of the 23rd February, wherein 
I Tecommended that all engines should carry a reflector white lamp on -the buffer beam. I 
am aware that these lamps do not throw their rays sufficiently far to admt -ef the drivers of 
trains, which are moving at very high velocities, seeing an obstruction «ariy enough to be 
enabled to stop theu' trains before coming in contact with the destruction, but it would give 
sndi warning of danger to the drivers of trains movnag at a moderate speed, as to «maMe them 
to apply their breaks and sound the steam-whistle, as a signal to the guards to apply iheir 
breaks also, by which the rate of speed wonld be so diminished as considerably *to lessen the 
force of any colhsion. 

In conclusion, I beg to observe that in ray opinion passengers slkould not be carried witli 
heavy luggage trains, for, independent of other objections to this system, the dai^er is 
incre^ised by the means of arresting the progress of the train, not being in due proportion to 
its weight. 

I have, &c. 
EasMinic Smith, Lt-OoL E.E., 
The £arl of Ripon, Inapeotor-Oenecal of Railways. 

&c. &c. &c. 



Lettee sent to the Great Weston Railway Company, relatiue to Sir Frederic JSmith's Report 

on the Accident of the 24th December. 



Sir, 



Board of Trade, December 28, 1841. 



With reference to the late fatal accident on the Great Western Railway, I am directed, 
&c. to inform you that Sir F. Smith has reported to their Lordships, among other points 
arising out of the investigation with which he was charged, that in all probability the result of 
the accident would have been much less disastrous if the passenger- carriages and waggons 
forming the train had been provided with spring buffers. H e has further reported, *' that the 
third-class carriages used on the occasion of the accident were not of such a construction as 
the public had a right to expect, having sides and ends only two feet above the floor, so that a 
person standing up either when the train is unexpectedly put in motion or stopped, is, if near 
the side or end, in great danger of being thrown out of the carriage, and those sitting near the 
sides are also in danger of falling ; besides which, the exposure to the cutting winds of the 
winter must be very mjurious to the traveller, who, if proceeding from London to Bristol, 
oAen remains exposed for 10 or 12 hours^ and great part of which is in the night-time.'* And 
he states '* that the Great Western Railway Company should be immediately recommended to 
alter the construction of their third-class carriages, and to give the sides and ends fi height of 
at least four feet six inches above the floor." 

These recommendations, viz. that the height of the sides and ends of the third-class 
passenger carriages should be raised, and that all such carriages should be fitted with spring 
buffers, appear to their Lordships so important that they think it their duty to urge them at 
once upon the attention of the Directors, leaving to a future period such further observations as 
a full consideration of the circumstances connected with the accident may suggest. 

To the Secretary of the Great Western I am, &c.. 

Railway Company. S. Laino. 



In reply to Letter from this Ofiice of the 28th December, relative to Sir F. Smith's Report 

on the Accident of the 24th. 

Sir, Prince's Street, Bank, December 29, 1841. 

Your letter of yesterday's date, referring to a report made by Sir Frederic Smith on 
the recent melancholy accident to a goods-train in Sunning Cutting, was submitted to the 
Board of Directors immediately upon the receipt of it this day. 



A4)peBdi^ 

11. 
Reports on 
Acoideots. 

No. VS. 
Great Western. 



Digitized by 



Google 



80 



REPORTS to the COMMITTEE 0/ PRIVY COUNCIL, 



Appendix. 

Reports on 

Accidents. 

No. 13. 

Great Western. 



It is a satisfaction to the Board to know that the very recommendations now made by Sir 
Frederic Smith had been already adopted some weeks a^o, the directors having ordered the 
construction of several third-class trucks, with sides and ends of the height described, and 
with spring buffers, for the greater comfort and protection of the passengers. 

I am desired to add that the Directors will press forward the completion of those convey- 
ances with the utmost expedition, consistent with good workmanship. They will be extremely 
solid, and upon six wheels. The Directors are also engaged in considering, most maturely, 
whether they can in any other manner contribute to the greater security of third-class 
passengers. 

I have, 8ic., 
S. Laing, Esq., Charlbs A. Saundbrs, Secretary. 

&c. &c. 



Letter to the Great Western Railway Company, in reply to their Letter of the 29th, 
relative to Third-class Carriages, &c. 

Sir, Board of Trade, December 30, 1841. 

In reply to your letter of the 29th December, I am directed, &c., to express their 

.satisfaction at finding that the Directors of the Great Western Railway Company intend to 

afford to third-class passengers the protection of spring buffers, and an increased height of 

framing, and that they are anxiously engaged in considering what other measures can be 

adopted to contribute to the security of passengers of that class. 

Referring to the late melancholy accident which occurred on the 24th instant, and to the 
oth^r accident announced in your letter of the 22nd instant, by which a tliird-class passenger 
was thrown out of the carriage in which he was riding, it appears to their Lordships urgently 
demanded by a due regard for the public safety that the additional height to the framing of 
third-class carriages should be given without delay, and that if the new third-class carriages 
are not completed, some temporary protection should be fitted up in those which are despatched 
in the interim. Referring also to the accident of the 24th instant, and to the evidence of the 
Company's officers at the inquest, from which it appears unquestionable that the practice of 
sending third-^ass passengers by heavy luggage trains is attended with considerable additional 
risk, whether such passengers are placed next the engine or at the end of the train, their Lord- 
ships would suggest to the Directors the desirableness of making, if practicable, some arrange- 
ment by which third-class passengers may be conveyed in a manner which does not expose 
them to any additional danger. 

To the Secretary of the Great Western I am, &c., 

Railway Company. S. Laino. 



In reply to Letter from this Office of the 30tii December, relative to Third-class Carriages. 

Sir, Prince's Street, Bank, January 1, 1842. 

Your letter of the 30th instant will receive the most careful consideration of the Board 
of Directors. 

In the mean time I have the pleasure to inform you that the Directors had ordered luggage- 
trucks with higher sides and ends to be temporarily fitted up for the conveyance of passen- 
gers in the third class, and that such trucks have been in use ever since Tuesday the 28th 
ultimo. 

I have, &c., 
S. Laing, Esq., Charles A. Saunders, Secretary. 

&c. &c. 
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III.— CORRESPONDENCE RELATING TO ACCIDENTS. 



No. 1. . Appendix. 

ARBROATH AND FORFAR. Corre^dence 

Arbroath and Forfar Railway Office, relating to 

Sir, Arbroath, 25th February, 1841, 4ccidenls. 

I RECEIVED your communication of die 20th instant, requesting that a detailed No!l. 

report of the accident \rfiich occurred on this railway on the 5th instant might be transmitted Arbroath & Forfar, 
without delay, accompanied by a copy of the regulations in force as to the running of ballast 
trains, and generally for the prevention of collisions. 

I beg to enclose a detailed report of the accident which occurred on the 12th instant There 
having*been no accident on the 5th, I presume the last-mentioned date was given by mistake. 

The report explains the cause of there being no regulations •published as to the running of 
ballast trains. Excepting the bye-laws and regulations, a printed copy of which was formerly 
sent, there is only one other regulation of the kind to which you refer, a copy of which I beg 
to enclose, 

I have, &c. 
S. Laing, Esq. John Macdonald. 

&c. &c. 

Detailed Report of the Accident which occurred on the Arbroath and Forfar Railway, on 

the 12ih February, 1&41. 

Arbroath, 25th February, 1841. 
This Railway is 15| miles in length, and is mostly a single line, but with frequent passing 
places. There are six intermediate stations between the terminal stations at Arbroath and 
Forfar, viz. CJolliston, Leysmill, Friockheim, Guthrie, Auldbar Road, and Clocksbriggs. 
The trains always stop in passing the stations of Leysmill, Friockheim, and Aul^ar Road; 
ColUston, Guthrie, and Clocksbriggs are considered minor stations, and the trains do not stop 
at them unless some business requires it, or a signal be made that there are passengers waiting. ^ n^ 

The morning up-train, which always leaves Arbroath at half-past eight o'clock, started on Arbroath • . 8 30 
Friday, the 12th instant, at the usual time. It was under the sole charge of William Crabb, CoUiston • . 8 45 
as guard ; and it was his duty to regulate the speed according to a time-table published by the i;^*"^J^ * * * o *n 
Directors, The time at which he was to leave each station is noted on the mar^. It has Quthrie"."*. ! 9 7 
been ascertained that the train did not start fi-om Friockheim before the proper time ; and it Auldbar Road 9 15 
rather appears it was two or three minutes later. But there was no stop made at Guthrie, Clocksbriggs 9 23 
and very little detention at Auldbar Roa:d. It is proved that just after leaving the last- 
mentioned station, the guard went forward to the engine-driver, and told him that they were a 
minute or two minutes before time ; and it appears that he immediately shut off part of the 
steam. There was no stop at Clocksbriggs, although it is proved the train was fast from five 
to six minutes, and within a minute ader a ballast train was met coming down the line, and a 
violent collirion took place within two miles of Forfar, and half a mile beyond Clocksbriggs. 
There was a very dense fog at the time, and the proximity of the two trains was not observed 
until th^y were within "200 or 300 yards of each other. The ballast train had gone to Forfar 
fipom Friockheim after the down train passed that place, about a quarter before eight o'clock ; 
and the guard of the up-train knew of the ballast train being at Forfar, but there was no 
instance during the winter of the ballast train starting again until the up-train arrived ; and it 
does not appear that he had any reason to think or suspect that such a thing would occur. 

The ballast trains were rarely used upon the line, and formed no part of the regular traffic. 
The Directors had established an order that these trains should be committed to the charge of 
James Paterson, superintending wayman, who has held that appointment since the opening of 
the railway. His instructions were to be personally with every ballast train; to ^uard 
against any interference with, or obstruction of, the regular traffic ; and to avoid every risk of 
accidents. The ballast trains being only occasional for the conveyance of materials, &c. and 
noways connected with the regular traffic, and neither carrying goods nor passengers, it was 
not judged practicable to establish special regulation^ applicable to them. The directors 
relied upon Paterson's steadiness and prudence, and believed that the strict injunctions which 
he received in presence of the Board, to avoid every risk of accident, would be more effectual 
for the public safety than any special regulations that could be devised. On the morning of 
the 12th, Paterson, it is ascertained, went to the Ticket-office at Forfar, and regulated his 
watch by the time-piece there; and he states that, finding he had abundance of 
time, he ordered the train to start downwards, intending to remain at Clocksbriggs station 
until the up-train passed. According to Paterson, he started at six or seven minutes past nine 
o'clock. It appears that he is incorrect in this, and that it could not then be less than 12 
minutes past nine o'clock. The morning was obscured by a dense fog, and within five or six 
minutes after starting, the collision took place. 

The tender of the ballast train was in front of the engine ; both the trains were going at a 
speed of from 18 to 20 miles an hour; and the fog preventing either being seen until the 
distance between them did not exceed 200, or, at most, 300 yards, the collision was inevitable. 
Both engine drivers reversed their steam, but with scarcely any effect, llie tender of the 
ballast engine was forced upwards, and the water-tank rested on the top of the engine. 
Neither train gave way, nor were the carriages or waggons driven off the rails, or seriously 
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Appendix. injured. The guard and trainman of the up-train leaped down before the collision, and 
escaped with little or no injury. Tiie ffuard was not injured at all. A passenger, Mr. Camp- 
Ill- bell, governor of Dundee prison, had his knee-pan fractured, and received some slight hurt on 
Correspondence ^jjg head. The engine driver of the up-train (William Barrie) sustained a severe blow on 
Acci^ts^ the lower part of the back. His fireman was thrown off, but escaped uninjured. On the 
. ' ballast train, the engine driver (John Adamson); had his leg broken in two places, and he was 
Na 1. severely burnt about the hands. A labourer (Kobert M'Guire), who had been riding on one 
Arbroath & Forfar, of the waggons, had his collar-bone broken. These were the personal injuries sustained. 
• Paterson leaped off, or was thrown off, and suffered no material injury. 

The engines and tenders of both trains were greatly damaged. The directors have made a 
strict investigatioti into all the circumstances, and they have come to the conclusion^ that the 
blame of the accident mainly rests with Paterson. It required a combination d circum- 
stances to have occasioned it. The up-train being before its time was most unfortenBt«, for a 
single minute would have been sufficient for the rallast train tp have readied the offset at 
Clockshri^gs, and all would have been safe ; and had it not been for the fog, which rendered 
the opposing trains invisible, there would have been no risk, as they would have seen each 
other long ^fore there was danger. But the very circumstance of the fog ioereases Pateraen'ii 
culpability ; he knew that the up-train was within 20 minutes of her tame, according to hii 
own admission ; and he was not justified, after the instructions he had received, to avMd ef«ry 
possibility of risk, in ordering the ballast train to start at such a time, and in such weather. 
The guard of the up-train also committed a breach of orders, but the circumstance of his 
having directed the engine driver to slow his speed, when leaving Auldbar Road, joined to the 
belief, which seems to have been honestly entertained, that the ballast train would not leave 
Forfar until the up-train arrived, gi*^atly extenuates any blame attachable to him. 

The Directors have thought it their duty to dismiss Paterson from their service, and to 
suspend Crabb, the guard, during pleasure. 

The matter has been investigated by the judicial authorities, and the declarations and 
information collected by them have been transmitted to the Lord Advocate of Scotland, in 
order that the Crown counsel may determine whether any of the parties ought to be proceeded 
against criminally. 

It may be mentioned, in conclusion, that all the parties who received personal injury, have 
continued to do well, and those who suffered most are in a fair way of recovery. 

John Macdonald, Secretary, 

Arbroath and Forfor Railway. 



General Order for Prevention of Accidents. 

General Order, directed to be promulgated by Directors at their meeting, 

23d October, 1840. 

'' That it shall be the special duty of the guard and trainman to report to the supermtendents 
every accident or rei|iarkable occurrence on the line; and every breach of the bye-laws, having 
a tendency to occasion accidents ; and such reports shall be forthwith entered in a book by the 
superintendents for the information of the directers and clerk ; and all the servants of the 
company are enjoined to assist the guard and trainman in the performance of this duty.'* 

John Macdonald, Clerk. 
[A tiue copy. 
John Macdonald.] 

Letter sent to the Arbroath and Forfar Railway Company, wink observations by Sir F. Smith 
on the Report of the Accident on the r2th February, enclosed in their letter oSf the 25th, 

Sir, Board of Trade, 3d March, 1841. 

I AM directed by the Lords, &c., to call your attention to the accompanying remarks by 
Sir F. Smith, on the detailed report of the accident which happened on the l2tU February 
on the Arbroath and Forfar Railway, enclosed in your letter of tne 25th February. 

I am, &c. 
To the Secretary of the Arbroath and S. Laino. 

Forfar Railway Company. 



Observations on the Detailed Report of the Accident which occurred on the Arbroath 
and Forfar Railway on the 12th February, 1841. 

Board of Trade, Whitehall, 2d March, 1841. 
It does not appear by this report that the station clerks keep an account of the time at 
which the trains pass, and it is also doubtful whether the guards in charge keep any record 
on this subject, — both are essential to the public safety, as mey tend to ensure that degree of 
punctuality which is of first-rate importance in railway travelling. 

It seems highly probable that the passenger-train left the Auldbar Road station before the 
proper time. If this were the case, and if a regulation exists prohibiting the starting of a 
train before the appointed time, not only was the guard, William Crabb, much to blame on 
the occasion in question, but the station clerk at Auldbar Road was reprehensible. 

If no such regulation exists, the Directors would do well to establish it without loss of time ; 
and they should also adopt measures that shall prevent the possibility of any ballast or goods- 
train being on the line within half an hour of the time when any passenger train is due. 

The misconduct on the part of Paterson in starting from Forfar with the ballast-train 
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before the arrival of the passenger- train^ which was contrary to orders, was of so glaring a nature 
that it seems proper that he should be the subject of a prosecution under Lord Seymour's Act. 

Frederic Smith, 
___^^^^^^^^^^^^^^^ Lieut. -Col. R. Engineers. 

No. 2. 

GARNKIRK AND GLASGOW RAILWAY. 

Latter sent to the Secretary of the Gamkirk and Glasgow Railway Company^ with 
reference to the Aocident to John Kelly on the 10th instant. 

Railway Department, Board of Trade> 
Sir, Whitehall, lOth July, 1841 . 

With rrference to your letter to Mr. Porter, dated the 12th instant, giving some 
particulars of the accident by which John Kelly was killed, and William Haggerty injured 
on the Cramkirk and Glasgow Railway, I have to observe tiiat it is a general practice on the 
best regulated Knes for the engine-drivers to Mow the steam^whistle whenever they 
perceive workmen on the line a short distance'a-head of them ; and it is also a rule when this 
warning is given for such persons to step clear of both lines of rails till the train has passed. 
The Lords of the Committee of Privy Council for Trade suggest that similar regulatioas 
should be established on the Gamkirk and Glasgow Railway ; for had they existed, the fotal 
accident under consideration would not, in all probability, have occurred. 

I have, &c., 

Frederic Smith, 
The Secretary of the Lieut-Col. Royal Engineers, 

Gamkirk and Glasgow Railway. Inspector-General of Railways. 



Sir, 



Relative to Accident detailed in Report of the 12th July. 

Glasgow, 16th August, 1841. 
I have the honour to inform you that, in compliance with the suggestion in your letter 
to me of the 12th current, received on Saturday the 14th, I on that day caused the notice, 
of which I beg to subjoin a copy, to be issued to the oversmen and police on the Gamkirk 
and Glasgow Railway. I fear, however, that the rule will not be regularly attended to, 
except when the workmen %re under the immediate observation of their superiors or the police. 

I have, &c., 

Charles Alex. Kino, 
Lieut.-Col. Sir Frederic Smith, Esq. Sec. an4 Manager, G. and G. R. Co. 
&c« &c &c. 

Copy. 

Garnkirk and Glasgow Railway Office, 
Sir, Glasgow, 14th August, 1&41. 

Intimate the following regulation to the workmen under your charge : — 
All workmen on the railway shall, on the approach of a train, move to the side of the road, 
clear of both lines, to prevent risk of accident to the men, by trains or waggons running in 
opposite directions, or passing along both lines at same time and place. C. K. 

No. 3. 

MONKLAND AND KIRKINTILLOCH. 

Letter sent to the Monkland and Kirkintilloch Railway relative to the Accident on the 
10th instant, causing the death of Robert Bruce, a labourer. 

Sir, Board of Trade. Whitehall, July 21, 1841. 

I HAVE to acknowledge the receipt of the return containing an account of the accident 
which occurred on the Monkland and Kirkintilloch Railway on the 10th instant, causing the 
death of Robert Bruce, a labourer, at an adjoining lime-kiln. 

It appears from this return that a locomotive engine, with a train of limestone waggons, had 
nearly arrived opposite to the lime-kiln by the north line of rails, and that the attention of the 
deceased having been directed to this train, he did not notice the approach of a locomotive 
engine on the south line, and having attempted to cross that line, he was struck by the engine, 
and killed on the spot. 

The circumstance contained in your return having been duly considered, I am instructed 
by the Lords of the Committee to state that no engine should approach a train without the 
driver giving warning of its course by sounding the steam-whistle two or three times, in order' 
that all persons engaged about the train may have time to place themselves in security. Had 
this been attended to by the driver of the engine on the south line, Robert Brace's life would 
not have been sacrificed. 

If an order to the above effect exists in the regulations of the Monkland and Kirkintilloch 
Railway, the driver of the locomotive engine which occasioned the death of Robert Bruce 
should, it is conceived, be prosecuted under Lord Sejrmour's Act ; and if not, their Lordshijps 
would SBggest that such a salutary order should forthwith be inserted in the code of the 
Company for the guidance of the ei^gme drivers. 

1 have, &c. 

To the Secretary of the Monkland and P. Smith, Lieut.-Col. R. E. 

KirkintiUoch Railway Company. M 2 
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No. 5. 

London and 
Brighton. 



No. 6. 

Lancaster and 

Preston. 



No. 4. 
LONDON ANP GREENWICH RAILWAY. 

Letter sent to the Secretary of the London and Greenwich Railway relative to working 
4he trains with the Tender foremost. 

Sir, Board of Trade, Whitehall, July 20th, 1841. 

The Lords of the Committee of Privy Council for Trade having had under their con- 
sideration the circumstances connected with the fatal accident which occurred on the Sheffield 
and Rotherham Railway on the 3d of June last, and which, it appears, was caused by working 
a train tender foremost, a practice that is generally, if not universally, admitted to be attended 
with greater danger to the passengers than when the trains nm with the engine a-head, their 
Lordships have directed me to express their concern at learning that it is the practice of the 
London and Greenwich Railway Company to run their trains in one direction with the tender 
foremost ; and their Lordships hope that steps will be taken for discontinuing an arrangement 
which they consider unsafe, notwithstanding it may have prevailed on the Greenwich line 
without having liitherto produced serious mischief. 

J have, &c., 

Frederic Smith, Lieut.- Col. R. Engineers, 
J. Y. Ackerman, Esq* Inspector-General of Railways, 



Sir, 



In reply to Letter from Sir Frederic Smith of the 20th July. 

London Terminus, July 22, 1841. 

I beg to acknowledge the receipt of your communication of the 20th instant, and to 
inform you that the same ^all be laid before the Board of Directors at their next meeting. 

I have, &c.. 
Sir Frederick Smith, H. Adron, Sec, pro, tern. 

&c. &c. &c. ^_^__^_^_^_ 

No. 5. 

LONDON AND BRIGHTON RAILWAY. 

Letter sent to the London and Brighton Railway Company, with Copy of a Memorandum 
from Sir F. Smith relative to the working of the Shoreham branch: 

Sir, Board of Trade, 21st August, 1841. 

I AM directed, &c. to subjoin a copy of a memorandum which has been addressed to their 
Lordships by Lieut.-Col. Sir F. Smith relative to the working of the Shoreham branch of the 
London and Brighton Railway, and to request that 'you will call the attention of the Directors 
to the propriety of adopting the recommendation therein contained which appears to their 
Lordships very important for the public safety : — 

" It appears that, in consequence of their being no turn-table for the eno^ine at the Shoreham 
terminus, it is the practice to run the trains from Shoreham to Brighton with the tender foremost. 

" The accident which occurred from this cause on the 3d June last on the Sheffield and 
Rotherham Railway, and which was attended with sueh fatal consequences, has sufficiently 
proved, if any proof were necessary, the danger of this practice. It therefore seems expedient 
that the Lords of the Council should recommend to the Directors of the Brighton Railway to 
discontinue it.*' 

I am» &c 

The Secretary of the London and Brighton S. Laiko. 

Kailway Company. 



In reply to Letter from this Office of the 21st instant. 
Sir, Angel Court, 25th August, 1841. 

Your communication of 21st instant has been laid before the Directors of this 
Company, and I am histructed to inform you that the memorandum of Sir Frederic Smith, 
transmitted therein, recommending the discontinuance of the practice of running the tender 
foremost on the Shoreham branch, will meet with immediate attention. 

I have, &c., 
G. R. Porter, Esq. Thomas Wood, Sec. 

&c. &c. &c. , 

No. 6. 

LANCASTER AND PRESTON RAILWAY. 

Letter sent to the Lancaster and Preston Railway Company, with Copy of Sir Frederic 
Smith*s Report on the imperfect state of the Fencing, &c. 

Sir, Board of Trade, 28th September, 1 841. 

I am directed, &c., to enclose a copy of a report from Lieut.-Col. SirF. Smith to the Earl 
of Ripon on the imperfect state of the fencing on the Lancaster and Preston Railway at Dock 
Street in Preston, and to refer to Sir F. Smith's previous report, and to the letter of the 22d January 
from the secretary of the Lancaster and Preston Railway Company, in which it is stated that, 
" with respect to the fencing of this line at the point where it joins the North Union Railway, 
I have to inform you that a fencing has been erected in accordance with Sir F. Smith's 
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recommendation." Their Lordships direct me to state that, unless a certificate from the 
Directors of the Company is transmitted to this office within fourteen days from this date, 
certifying that the deficiencies in the fencing of the Lancaster and Preston Railway, pointed 
out in the report, have been made good, their Lordships will be under the necessity of resort- 
ing to such further measures as may enforce a compliance with the provisions of the Com- 
pany's Act of incorporation. 

I am, &c. 
The Secretary of the Lancaster and S. Laing. 

Preston Kaihvay Company. 



Appendix. 

Til 

Correspondence 
relating to 
Accidents. 

No. 6. 

Lancaster und 

I'reston. 



Report of Lieut.-Col. Sir Frederic Smith, relative to the mcomplete state of the Fencing 
of the Lancaster and Preston Railway at Preston. 
My Lord, Carlisle, September 21, 1841. 

In a report which I made in the course of last year to the Lords of the Committee of 
Privy Council for Trade, on an accident attended with fatal consequences which occurred on the 
Lancaster and Preston Railway, from a collision between a ballast-train and a passenger-train 
from Fleetwood, I had occasion to remark on that part of the Lancaster Railway which joins 
the North Union. 

By reference to my report, and the correspondence which passed between the railway 
department and the secretary of the company, your Lordship will perceive that I complained 
of the imperfect manner in which the railway was fenced at Dock Street in Preston. 

I availed myself of bein^ at the last-named place for the purpose of inquiring into the recent 
accidents of the North Union, to inspect its point of junction with the Lancaster line, and I 
regret to have to report that the ft^ncing alluded to is still in a most ilnperfect state, e:^posing 
three lines of railway, — ^viz., the North Union, the Lancaster and Preston, and the Fleetwood 
to the danger which would result to the trains from cattle straying upon the line. 

I therefore think it would be proper that the immediate attention of the Lancaster and 
Preston Company should be called to this subject. 

I have, &c., 

Frederic Smith, 
The Earl of Ripon, Lieut.-Col, R. Engineers. 

&c. &c. &c. ^ Inspector-General of Kailways. 



In reply to Letter from this Office of the 28th September relative to the Fences on the Line. 

Sir, Lancaster, 11th October, 1841. 

In reply to your letter of the 28th -ultimo, covering a report of Sir F. Smith's, I 
beg to inform you that a good and efficient fence has been erected at the place in question, 
and that a certificate from the Directors shall be sent in the course of two or three days, as 
requested by your letter. 

A fence was erected there last winter, but it was stolen for firewood from time to time. 

I have, &c., 
S. Laing, Esq., « S. Edward Bolden^ Sec. 

&c. &c. 

No. 7. 
YORK AND NORTH MIDLAND RAILWAY. 

In Sir F. Smith's Report to the Lords, &c. of the 2nd September, 1841. 

Railway Department, Board of Trade, 
Sir, Whitehall, 2nd September, 1841. 

In returning from a tour of inspection of some of the Northern Railways, I passed along 
the York and North Midland Railway, on the 30th ultimo, by the train that left York at 
12 hours 15 minutes, and I feel it to be my duty to request you will bring to the notice of your 
Directors an irregularity which came under my observation on that occasion, and which, I 
doubt not, will be marked by their strong disapprobation. 

The train consisted of first and second-class passengers, and carriage-trucks. 

At Castleford, two or three third-class passengers were desirous of being conveyed to the 
south, and as there were no third-class carriages attached to the train, and probably none at 
the station, these persons were desired to get on one of the carriage-trucks, in which they were 
conveyed, I believe, to Normanton. 

I cannot help considering this to have been a very dangerous and improper proceeding ; 
for, as the truck was not enclosed, like those of the London and Birmingham, and of some 
other companies, not only were the passengers exposed to the weather, and to the risk of falling 
off, in the event of any sudden irregularity of the train, but had one of the axles of the truck 
broken, or the carriage got off the line from any other cause, the most fatal consequences 
might have ensued. 

I have, &c. 

Frederic Smith, 
The Secretary of the York and Lieut.-Col, Royal Engineers, 

and North Midland Railway Company. Inspector- General of Railways. 



No. 7. 

York and North 
Midland. 
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Appendix. Sir, York, 4th September, 1841. 

^Y" I HA^K the honour to acknowledge the receipt of your favour of the 2nd inst., com- 

Correspondence pl^itiing of an irregularity in placing some third-class passengers 6n a truck, at Gastleford, 
relating to and pointing out the danger in so doing. 

Accidents. I beg to asmire you, it is strictly against our orders for any person in the employment of this 

jiJT^ company to aUow passengers to ride upon any carriage-truck, and the circumstance you name 

York and North will be particularly inquired into, and prevented in future. 

Midland. The clerk at Castleford station has orders not to book third-class passengers at all, goin^ 

south, or to Manchester, as we do not make use of third-class carriages for those trains, ana 
consequently, I am almost led to suppose those you saw, and understood were passengers, were 
workmen on the line, who had occasion to go further south, and committed the irregiiftlarity in 
question. 

I have, &c. 
Lieut.-Colonel Sir P. Smith, G. Baker, Sec. 

&c &c. &c 

Sft«, York, 6th September, 1841. 

I BEG most respectfully to enclose to you a letter I have received from our clerk who 
has the management of our station at Castleford, in explanation of the circumstance you com- 
plain of having occurred at that station, when travelling upon our line. 1 cannot account for 
the circumstance, unless you have been mistaken in naming this particular station for some 
other. 

I have, &c. 
Lieut.-Col. Sir P. Smith, G. Baker, Sec. 

&c. &c. &C. 

Sir, Castleford, 4lh September, 1841. 

I AH in the receipt of your note, and in reply, beg respectfully to state that I am 
entirely ignorant of the circumstance complained of in Sir P. Smith's letter; no passengers, by 
my sanction or knowledge, are allowed to ride on carriage-trucks ; my attention must have 
been directed to some other part of my business, so as to overlook it. 

Although third-class carriages are not attached to any of the Derby trains, third-class 
passengers are invariably treated with the same respect as others of a superior class. And to 
avoid tne possibility of the want of accommodation, I am provided with two extra carriages, 
which ^always stand here to meet contingencies, and which are not unfrequently used, as 
circumstances may require. 

I have no further explanation to offer ; for the future I shall be careful to have the trains 
examined previously to their starting, to avoid a recurrence of complaint. 

I am most anxiou9 to exert my utmost energies for the proper direction of passengers, so 
as to secure the satisfaction of the gentlemen I have the honour to 2«rve. 

I have, &c. 
G. Beker, Esq. Francis Clark. 

&c. • &C. ^ ^^^ 

V 

Railway Department, Board of Trade, 
Sir, Whitehall, 7th September, 1841. 

I HAVE the honour to acknowledge the receipt of your letters of the 4th instant, and of 
yesterday's date, the latter enclosing one from Mr. Clark. In reply, I beg to state diat the 
station referred to in my letter of the 2nd instant, was Castleford, as I therein mentioned, and 
that I conceive the persons taken up and placed on a carriage-truck were not workmen of the Com- 
pany, as the officer of the Company whom I saw arranging the position of the passengers dis- 
tinctly told thejpCTsons to whom I allude that they were *' third-class passengers,' and that there 
was no other means of conveyance for them than tiie carriage-truck, on which I saw them placed. 

I observe that Mr. Clark says, that *' althou^ third-class carriages are not attached to the 
Derby trains, third-class passengers are invariably treated with the same respect as others of 
a superior class ; and that, to aVoid the possibilitv of a want of acconunodation, he b |>rovided 
with two extra carriages, which al^vays stand at Castleford to naeet contingencies, and whi<3h 
are not unfrequently used as circumstances may require." 

I beg to be informed of what class these extra carriages are, and if they diould be of the 
first or second class, whether it is meant that third*class passengers are usually placed in them. 

From Mr. Clark's observation as to the respect shown to third-class pa^engers, and from 
other parts of his letter, I should have imagined that third-class passengers are booked at 
Castleford ; but by your letter of the 4th, this would appear not to be the case. 

However, by an inquiry at your audit-office, it could be ascertained whether in the day in 
question any third-class passengers were conveyed from Castleford to the south. 

I cannot conclude this without observing, that it is very desirable not only that no passen- 
gers should be conveyed in carriage-trucks in the manner I have pointed out, but also that the 
workmen of the Company should not be subjected to the risk to which such a mode of con- 
veyance would expose them in trains moving at high velocities. 

1 have, &c. 

Frederic Smith, 
The Secretary of the York and North Lieut.-Col. Royal Engineers, 

Midland Kailway Company. Inspector-General of Raift^gys. 
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No. 8. 
LONDON AND CROYDON RAILWAY. 

Letter sent to the London and Croydon Railway Company^ with Copy of Sir F. Smith's 
Observations on the Regulations for working the Croydon and Brighton Junction. 

Si r. Board of Trade^ 3rd Norember, 1841 . 

I AM directed, &c. to enclose, for the consideration of the Directors of the London and 
Croydon Railway Company, the observations which have been made by Sir F. Smith, on the 
Regulations for working the Croydon and Brighton Junction : — 

I am, &c. 
The Secretanr of the London and Croydon S. Laing. 

Kailway Company. 

Regulations in use for working the Croydon and Brighton Junction, with Sir Frederic 

Smith's Observations on the same. 



1. No signal being given at the points, 
shows that they are right for Croydon trains. 

2. The ttshite signal shows that all is 
right for Brighton trains. 

The red signal is to stop both, 

3. The switchman is to be constantly at 
bis post, and he is held responsible for the 
efficient state and working of the switches and 
signals, and for the proper signals being given 
to each train. 

4. When the switchman sees two trains 
approaching the switches in a contrary direc- 
tion, he is to allow the nearest to pass the 
switches first, the preference being given to 
passenger-trains before goods-trains. 

5. When he sees any danger of collision 
or accident, he is to stop both, and he is not 
to allow a train to pass the junction unless 
the Une is clear from obstruction as far as he 
can see. 

6. When a Brighton passenger-train and 
^ Croydon train are approaching the 
switches together, both going in a direction 
towards London, the preference is to be ^ven 
to the Brighton quick- train, which shall be 
allowed to pass before the Croydon train. 

7. If no up-train from the Brighton 
railway shall be within sight or hearing, 
Croydon up-irains shall be allowed to pass 
the junction; but the switchman shall not 
allow any passenger or goods train vp from 
the BrtghUm railway to follow a Qroydon 
up-frain at a less interval than 10 minutes, 
nor shall any engine coming up from the 
Brighton railway with waggons be allowed 
to run up on the Croydon railway unless 
there shall he an interval of 10 miniHes 
before the fixed time for the arrival of tiie 
next Croydon up-train. 

8. In regard to the rogulationa vespeoting 
the Croydon and Greenwich junction, the 
preference is given to the train which first 
passes a post fixed at half a mile dittauee 
irom the switches in each direction, the sig- 
nal being given to any other train to stop. 
In case of two trains being at an equal dis- 
tance, the switchman is to use his discretion, 
which he allows to pass. 

Some of the Brighton trains now stop at 
the New Cross station of the Croydon rail- 
way, and after Monday next they will all stop 
there, but they do not stop at any other 
station on the Croydon railway. 

9. When trains are stopping at the sta- 
tions, policemen have orders to keep a good 
look out to stop any train which may follow. 



Appendix. 

Correspondence 
relating to 
Accidents. 

NoTa. 
London & Croydon. 



Obsbbyatioms bt Sir F. Smith. 

1, 2, and 3. It is presumed that these three rules are 
intended to apply to journeys in both directions, but it 
should be specified at what distance from the junction 
either train should stop in the event of the signal, or the 
absence of the si^al, indicating; that the points are not 
right for such trains. These arrangements may answer 
Tery well in clear weather, but I doubt their affording 
security in fogs. 



4. A Pole should be set up by agreement between the 
companies, on each line, on both siaes of the junction, as 
a guide to the switchman, by which he is to regulate the 
permission to advance ; and at those poles the engine-man - 
of the train that u not to proceed should shut off the 
steam, apply the break, and reverse the engine, if neces- 
sary, in order to make certain of stopping the train, at least 
50 yards short of the points. 

5. There can be no danger of collision, if the arrange- 
ment contemplated above he carried into effect. 



6. This is a very proper rule, beeause the Brighton 
trains only stop at the New Cross station, whereas the 
Croydoa trains stop at several stations between the junc- 
tion and London Bridge. 



7. This is a good arrangeo»ent, but it is a questjen 
whether the interval of 10 minutes is sufficient between 
the Croydon tiains, which have to stop several times 
between the junction and New Cross, and the Brighton 
trains which follow them and make no stoppage between 
those two places. The regulation should go on to state 
that at the intermediate stations the Brighton trains should 
be detained until the Croydon trains shall have departed 
some definite period, the length of which should bear 
some prup)rtiou to the diitanoe to the first following 
station, ti is presumed that the switchman has a watch, 
and notes the time that each train passes. 



8. This thoiild not b« iefl to tii« disccetiQii 'of tha 
awitchman. The pieliBrence ahould be ^xtA by U»« Di- 
rectors of the joint station. 



9. Whenever a train is stopping at a station, a signal 
should be displayed from some standard -post, prohibiting 
any other tcain from coming in ; and the Brighton tcains 
should not be allowed to run past any station while the 
trains of the Croydon company are stopping to taJie up 
or set down passengers. 
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No. 8. 



Appendix. A copy of the following order is in the 

hands of every policeman and signalman : — 

10. " The signal to stop, is always to be 
given to an engine or traiii following 
another at a less interval than three minutes^ 
and the signal of caution is always to be 
T J ^o'?^* 1 given to an engine or train following another 
London & Croydon. ^^ ^ j^ ^^^^j ^^^ ^^^ minutes to trains 

on the up-line at the Dartmouth Arms 
station." 

It will be seen that the operation of this 
order, in a line where the stations are so 
close, and the road watched by a perambu- 
lating police, is to render it almost impossible 
that a train should run into another standing 
at a station. 



No. 9. 

LWerpool and 

Manchester. 



No. 10. 
Great Western. 



10. These intervals of three and mttm minutes may 
answer very well when a Croydon train is following a 
Brifihton train, but not when the reverse is the case. 

The persona who are to exhibit these signals thould 
have watches, and note the time at which each train 
passes. I do not perceive in this code of regulationt any 
rule laid down for the conduct of the awitchroen and others 
employed at the junctions and other parts of the lintrt 
common to the companies concerned durini; the time of 
fog. This is of pressing importance, and I would reeom- 
mvnd that it should be taken into the immediate con- 
sideration of the Directors. 

We will kupiMJse, for instance, a fog at the Greenwjch 
junction, so dense that the switchman cannot see the trains 
at the half-mile poets, n<»r even a hundred yards firom him: 
unless, under such circimistancea. a peremptory ordifr is 
given for stopping all trains at the junction, it is difficult 
to conceive how colibioiis are to he prevented.^ Again, 
it is well known that a place or object is sometimes dis- 
tinctly seen from a certain distance on one side, when on 
the opposite side it is wholly invisible in a fog. Sopposbg 
then, in a fog, that the atmosphere is to dense on the 
London side of the Croydon junction, that the white flag 
set up to show that the line is clear for the Brighton traina 
is not discernible at 100 or 50 yards distance from the 
switches, while it is discernible at the same distance on the 
Brighton side, then one train (that from Brighton) seeine 
the White signal, and the other (from London for Croydon) 
no vign^ : both would run to the points at the same mo- 
ment, and a collision would ensue. 

Under every view of the case, I am disposed to think all 
trains should stop before they come up to the junction, and 
that in clear weather the awtfchman should make a signal 
to the train that is to advance ; and in fog^ weather fie 
should communicate personally with the engme-man. 

2nd Not. 1841. FmaDBrntc Smite. 



No. 9. 

LIVERPOOL AND MANCHESTER RAILWAY. 

Letter sent to the Liveqiool and Manchester Railway Company relative to the 
Accident of the 4th December. 



Sir, 



Board of Trade, 7th Dec., 1841. 
With reference to the return of an accident on the Liverpool and Manchester Railway 
on the 4th December, I am directed, &c., to suggest for the consideration of the Directors the 
propriety of establishing a regidation, such as exists on many other railways, that no train 
shall pass a station except at a very moderate rate of speed if any other train is discharging or 
taking in passengers at such station. 

I am, &c. 
The Secretary of the Liverpool and Manchester S. Laing. 

Kailway Company. 



No. 10. 
GREAT WESTERN RAILWAY. 



Letter sent to the Great Western Railway Company inquiring relative to the state of the 

line between Swindon and Cirencester. 

Sir, Board of Trade, 2l8t December, 1841. 

I AM directed, &c., to inform you that it has been represented to their Lordships by a 
gentleman who recently travelled on the Cheltenham and Great Western Railway from Swindon 
to Cirencester, that that line is in a very dangerous state. It is stated, '' that one line of rails 
has slipped for a mile or two completely away, and the trains travel on the other line, which 
appears just hanging by a thread, and this over a precipice of 40 to 50 feet.*' Their Lord- 
ships will be glad to receive the observations of the Directors on this statement, and to be 
informed what is the present state of the line, and whether such precautions have been taken 
as enable the Directors to guarantee the safety of the public. 

I am, &c. 

The Secretary of the Great Western S. Latng. 

Railway Company. 

Calling the attention of this Department to the present state of the Branch Line of the 
Great Western Kailway from Swindon to Cirencester. 

Springfield, Lyme Regis, 
Sir, Dorset, 15th December, 1841. 

Upon the information of a friend who has lately travelled by the Great Western Rail- 
way from London to Cheltenham, I beg to call the attention of the Railway Department of the 
Board of Trade to the present state of the branch line from Swindon to Cirencester. 

I have &c., 
G. R. Porter, Esq. W. M. Taitt. 

&c. &c. &c. 
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Letter sent to W. M. Taitt, Esq., in reply to his Letter relative to the Branch Line of the 
Great Western Railway from Swindon to Cirencester. 

Sir, Board of Trade, l€th December, 184L 

In reply to your Letter of the 15th December, calling the attention of the Railway Depart- 
ment of the Board of Trade to the state of the branch line of the Great Western Railway from 
Swindon to Cirencester, I am directed by the Lords, &c., to request that you will have the 
goodness to send a more detailed statement specifying the particulars to which you think their 
Lordships* attention ought to be specially directed. 

I am &c. 
W. Taitt, Esq. S. Laing. 

&c. &c. 



Appendix. 

llL 

Correspondence 
relating to 
Accidents. 

No. 10. 
Great Western. 



In reply to letter from this Office of the 16th December relative to the state of the Branch 
Line of the Great Western Railway from Swindon to Cirencester. 

Springfield, Lyme Regis, 
Sir, Dorset, 18lh December, 1841. 

In reply to your letter of the 16th instant, requesting particulars as to the state of the 
branch line of railway between Swindon and Cirencester, I beg to inform you that my inform- 
ation was derived from a private letter, from which the following is an extract : — " Chelten- 
ham, Dec. 6, 1841. — I returned by the railway, and as far as Swindon all was very well, 
notwithstanding the wet ; but from Swindon to (Jirencester I was horrified at seeing the road 
I was passing over, and nothing should tempt me to do it again. One line of rails has slipped 
for a mile or two completely away, and the trains travel on the other line, which appears just 
banging by a thread, and this on a precipice of 40 to 50 feet." 

I remain, &c., 
S. Laing, Esq., W: M. Taitt. 

&c. &c. 

In renply to Letter from this Office of the 21st instant, relative to the state of the Line between 
Swindon and Cirencester; also enclosing two Reports from the Company's Engineer. 

Sir, London Terminus, Paddington, 27th Dec. 1841 

I HAVE laid before the Directors yourietter of the 21st instant, acquainting them that a 
gentleman who has recently travelled on the Cheltenham and Great Western Railway between 
Swindon and Cirencester had represented to the Lords of the Committee of Privy CJoundl for 
Trade, that " one line of rails had sUpped for a mile or two completely away, and that the 
trains travel on the other line, which appears just hanging by a thread over a precipice of 40 
to 50 feet," in consequence of which their Lordships requested further information on the 
subject. 

1 am desired, in reply thereto, to transmit to you a report from the engineer-ift-chief 
addressed to the Directors on the 24th ultimo, together with an extract from a former report 
made by Mr. Brunei to the Directors of the Cheltenham and Great Western Union Railway 
on the same point in October last. From these two official documents, and from subsequent 
inspection of the embankment, which is still under constant repair, it may be confidently stated 
that every exertion is used to render the works permanently secure on that portion of the line 
which has undoubtedly required the anxious care and attention of the Company's servants. 

The measures that nave been adopted to insure safety consist of the unremitted 
labour of a large force of men to pack and maintain the level of the single line of rails upon 
which the trains pass, while the other line is devoted to the conveyance of materials for makui£^ 
good the embankment ; the employment of additional police constables to watch the line, and 
give notice to the trains in case of any insecurity ; and, lastly, the enforcement of the greatest 
caution on the part of the engine-drivers and conductors by cutting off steam to pass at a very 
slow speed indeed over thdl portion of the line where the slips have principally manifested 
themselves. ^ 

These precautions have, in fact, been found effectual, as no accident whatever has happened 
where the line has been so worked^ and where the danger seems to have been most apprehended 
by the gentleman whose representation has been quoted in your letter. I need scarcely add 
that the Directors consider it to be a very great exaggeration of the true circumstances of the 



case. 



S. Laing, Esq., 
&c &c. 



I have, &c.. 



Chas. a. Saunders, Sec. 



Extract of the Engineer's Report to the Directors of the Cheltenham and Great Western 
Union Railway, dated 26th October, 1841« 

*' Shortly after the last half-yearly meeting, at the end of the same month, the line between 
Swindon and Cirencester was opened for public traffic. At that time the difiiculties which we 
had experienced from slips in the Swindon embankment^ and which were referred to in my 
Report at that meeting, had so much diminished, and all movements in the slips so completely 

N 
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ceased, that there appeared no ground to antidpaie any difficulty in maintaiBing the newly- 
formed bank at the slips, and ev^ precaution was taken to secure them. The movement, 
however, unfortunately recommenced, and the slips even extended themselves to the abjoining 
parts of the embankment ; and the settlement of the east or up-line was so considerable, ana 
the quantities of materials required to maintain both lines in good order was in consequence so 

Eeat, that it became necessary to cross the traffic on to the west line at this point, and to 
vote the other to the carrying of material. By this means it has been comparatively easy 
to maintain the one line in good working order, while the work of repair upon the other has 
been carried on more quickly than it otherwise would be, and without any chance of interrupt 
tion to, or interference with, the traffic. The line thus used for ballast waggons, and for the 
works generally, has not, of course, been maintained in levels and packing, and the appearance 
of it may consequently have given rise to exaggerated reports of the slips and the state of the 
embankment ; but the fact that the traffic has been carried on steadily, and without a single 
case of interruption at this point, ought to have been a conclusive and satisfactory proof, even 
to those imacquainted with the real state of the case, that the public were not sufferers by the 
difficulties which we had to contend with. The means taken to secure the bank have hitherto 
proved efficient ; aad bad the weather been moderately favourable, the whole would by this 
time have been completed. At our present rate of proceeding, I apprehend five or six weeks 
must elapse before this can be effected ; but if a change of weather, which, after the long 
excessively wet season we have suffered under, should happily take place, a less time wiU 
suffice to bring^both lines into good working order. The arrangements which have been made 
by the Great Western Railway Company for working this part of the line with one train only 
at a time has, of course, insured perfect safety to the public. 

Upon the state of the whole of the rest of the line, I am happy to say I can report most 
favourably. Notwithstanding the very trying season which has rendered it most laborious to 
maintain the lines upon all the railways in the kingdom, we have suffered less inconvenience 
than could have been anticipated ; and we may fairly hope, when moderately fair weafther 
returns, to have the line in exceedingly good oraer," 

J. K. Brukel. 



RKitHTT of Mr. Brunei to the Grea;t Western Railway CcmipaBy relative to the Swindon 

Ekabankment. 



Gbktlbmin, 



18, Duke Street, 24th November, 184L 



In compliance with your directions, I now faty befisre you a report iqpon the state of the 
Swindon embaidunent of the Cheltenham atnd Grrest Western Rulway. 

This embankment, whidi is about If miles in length, and averagings about 20 feet in hei^t, 
nswhere exceeding 24 feet, was formed originally of clay obtaiiiBd irom side cutting. The 
enbankment was made of full width, the sbpes good, and a wide Imnk left between the foot of 
the bank and the side-cutting. In fact, in the setting out m designing of the work I do not 
feel that any precaution was omitted, excepting so far as the formation of an embankment of 
clay by barrow work under any but the most &vourable circumstances may be considered 
iiijudicioits. Certainly my subsequent esqperience in works under my own direction, and 
observation upon others^ have convinced me that if an embankment so formed suffers mom 
than any other from the effects of continued wet during its formation, or before it is comoU- 
dated, tlie loose and divided state m which the separate lumps of clay are thrown, tog^her from 
the barrow, instead of being compressed by the ftdl from the waggon at the tip-l^ad, easily 
accounts for this; besides the circumstance of the surface being g^ierally ima^oidably left in a 
nnich more irregular form, and less capable of being drained. 

Unfortunately, during the formation of a great portion of this embankment, liie season was 
excessively wet Several small slips occurred in the following year, and in repairing these 
slips the interior of the bank was found to be saturated with waa«r, aad in a soft, almost fluid, 
state. Still the m^ns taken to remedy the Avp& appeared effectual. Large porticms of the 
slopes of die embankment were burnt, and the masses of borat day thus fom^d. appeared 
capable of supporting the pressure of the soft clay witlun. Further precautimis were subse- 
quently taken. Portions of the side cutting, where the foundation of the embankment had 
given wmy, were filled up, and the embankment made good 6ver^hen» with good dr^ rubble 
and sand brought for that p^irpose. Everything was done wfatch I considered desirable to 
ensure the permanence of the work. Immediately after the opening c^ the line, however, 
whether in consequence of the working, or from other causes the bank ag^ began to move, 
the slips being almost exclusively confined to the up or east side. It appear)^ most prudent 
to abandon the attempt of keepktg up this line for the running of the trains, 4p bestow all the 
attention to the down line, and to use the other for the purpose of bringing ml^erials for the 
maintenance and restoration of the embankment The work has been proceecfed with ever 
since as vigorously as the circumstances would admit; the whole of the soft matelrial is being 
removed or forced out ; the side cuttings are being filled up ; a dry stone wall built lat the foot 
of tlie slip ; and the embankment almost reformed of rulmle. Crossings have beerl^ut in so 
as to allow of the trains proceeding without backing, or entering the Swindon statiol^^ the 
wrong line ; and every precaution has been taken to enable the single line at this part flP be 
worked with perfect security, and with very little inconvenience. 

Some slight symptoms of movement have shown themselves on one or two occasions onjthe 
^est side, but these have hitherto been stopped by being immediately repaired, and strong 
measures adopted for remedying them. 
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The season has unfortvoately eontuuied to be most adverse, but I hope that^ in about a 
month, the whole may be completed, asd both, lines restored. 

I have^ &e.. 
The Directom of the J. K. B&unel. 

Great Western Railway Company. 



Letter sent to W. M. Taitt, Esq., in reply to his Letter of the 18th December, relative 
to the state of the Swindon Embankment. 

Sir, Board of Trade, 30th December, 1841. 

With reference to your letter of the 18th December, I am directed, &c., to inform you that 
their Lordships have made inquiries relative to the state of the works on, the Cheltenlmm and 
Great Western Railway^ and that the information received from the directors appears to be 
satisfactory as to the precautions taken to ensure the public safety in passing over the Swindon 
embankment, alluded to by your correspondent. Their Lordsliips have neverthdess thought 
it expedient to direct the Inspector-general to examine personally the part of the Hne which is 
in an insecure state. 

I am, &c. 
W. Taitt, Esq., S. Laing. 

&c. &c. 



Report of Major-General Pasley on the present state of the Swindon Embankment of the 
Cirencester Branch of the Great Western Railway. 

My Lord, Board of Trade, 14th January, 1842. 

I PROGEEDED yesterday to Swindon to examine the state of the embankment there at 
the commencement of the Cirencester branch of the Great Western Railway, and I have the 
pleasure of reporting that though only one of the two lines of rails is now in use, it is in a most 
satisfactory state, being in the best condition, and every necessary precaution having been taken 
to avoid accidents, for a steam-engine is kept always in readiness at the Swindon station, which 
accompanies each train going or coming to or from Cirencester ; and 1 am assured tiiat the 
s rietest orders have been given, that none of those trains are to move along the embankment 
until this independent engine, if not on the spot, comes back to attend them ; and as the same 
engine is always employed on this duty, and signal men are stationed at both extremities of the 
single line of railway on the embankment, I consider this portion of the Cirencester branch to 
be as safe as any other part of the railway. 

In respect to the complaint made of the state of this branch in a letter addressed to Mr. 
Laing, in which it is alleged, '' that a passenger was horrified at seeing the road he was 
passing over, and nothing would tempt him to do it agaij\, for one line of rails had slipped for 
a mile or two completely away, and the trains travelled on the other line, which appeared just 
hanging by a thread, ami this on a precipice of 40 to 50 feet,**^ I must observe that there was 
very considerable exaggeration, both of the height of the embankment and of the length of the 
defective part of the railway, the former of which is only half of the above dimensions, and the 
latter far less than the distance specified ; yet I have iio doubt that the person who made the 
complaint expressed his feelings with good faith ; for^ unless explained, the actual state of the 
embankment at the time must have appeared very critical, as described in Mr. BruneFs reports 
of the !26th October and 24th November last, which I consider creditable to him, m having 
been strictly accurate, and nothing unfavourable, dimiajahed or palUated. 

This embankment was made of a fioae blue or brown clay, obtained from cuttings on each 
side of the line, and whidi, ooasei}iiei^ly, was wheeled up in forminc it^ so that the work was 
not so well consolidated, aft if the clay had been tipped over firooe a nigber level. Still, as the 
general height wae BBOclerate, the breadth at top ajsaqjile, and the slopes on each side in the 
proportion of two to one, no blaae can he attached to the original design of this embankment, 
for it is only our late experience, after the ixieessaiit rains of last autumn (as I said in my 
report on the Croydon Railway) that has developed the disadvantages of deep cuttings and 
embankments in certain kinds of clay, ev^i at very maderate- slopes. 

Fortunately the ground on the western side of the embanlunent remained fino, so that the 
slips took plaeeon the eastern side only, where the elay> abnest in a fluid state, gave way, and 
moved towards the adj^ent cutting, this movement taking place below the surface, as was 
proved by the remarkable fact that some very strong piles which had been driven at the 
bottmn of the embankment were forced forward out of their original line, moving along with 
the clay ; and in one part in particular, some oi them are now to be seen 70 feet in advance of 
their ibrmer position. This movement was described to me as having been very slow, so thaj; 
if carefuUy watched, and men be stationed to stop the trains, no danger can arise fVom it ; but 
it was so powerful on the east side of the embankment, that the ground immediately under the 
rails there suoak not less than three feet in 24 hours in the most unfavourable point ; and no 
doubt the passenger, whose complaint was before noticed, must have passed at the period when 
the noovement below that led to tlus effect was in progress. 

To make good the embankment, Mr. Brunei has caused soil of a better quality to be 
brought from a hill at the north end of it, and to be continually laid upon the east side of it, 
using the rails on that side for the transport of this eartb ; and having found piling to be of 
little use, he has directed a dry wall of rubble stone, 12 feet thick, to be built at the bottom of 
the slope to the depth of 10 feet, which is equal to that of the cutting, as a retaining wall, to 
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Appendix. prevent the further movement of the base of his embankment towards the ditch or deep cutting 

— - on that side ; which, as a further precaution, he has ordered to be filled up opposite to those 

Correspondence P^^^ where the greatest movement of the moist clay took place. These measures will, no 

relating to doubt, prove effectual ; for, as I said before, the western line of rails is perfect throughout^ and 

Accidents. the eastern line is now only about 15 inches lower than the other in the most defective part,, 

— : and is being gradually brought up to its proper level, which Mr. Brunei hopes to accomplish 

GreatVestem. ^^ "^"^ ^^ ^^® weeks. 

Mr. Saunders, the secretary of the Great Western Railway, acx;ompanied me as far as 
Swindon, where Mr. Brunei, the engineer-in-chief, and his assistant, the resident engineer of 
the Cirencester Branch met me, together with Mr. Sage, the chairman of the Great Western 
and Cheltenham Union Railway Company, who afforded me every aid that I could desire, in 
making my inspection. 

On mv return from Swindon tlie rails were covered with snow, which had fallen continually 
during tne day, and somewhat retarded but did not stop the progress of the train. 

The Earl of Ripon, I have, &c. C. W. Paslet, 

&c. &c &c. Major-General, &c. 

f ^^".y- . No. 11. 

London & Croydon. 

LONDON AND CROYDON RAILWAY. 

Lbtter sent to the London and Croydon Railway Company, relative to the Evidence at the 

Trial of the Engine-driver, Goldsmith. 

Sir, Board of Trade, 1st January, 1842. 

I AM directed, &c. to inform you that their Lordships have had under their considera^ 
tion the evidence, at the trial of Goldsmith, the engine-driver, charged with having occasioned 
the late accident on the Croydon Railway. From a perusal of this evidence, their Lordships 
are led to the conclusion, that it would be exceedingly desirable that fixed signal-posts and 
signals of such height and construction that they coula not be mistaken for hand lanthoms, 
or other accidental lights, should be erected at each station where trains stop, and invariably 
turned on whenever a train stops, and for a short time after it has started, lliis plan, which 
is adopted on many of the leading lines, appears peculiarly desirable on a line like the 
Croydon, which combines considerable local traflSc, with that of the Brighton Railway. Their 
Lordships further observe, that the construction and position of the tail lamps used on the 
Croydon line appear defective, and that it is very important that a lamp or lamps, so situated 
as not to be liable to be casually obscured, should be affixed to the hind carriage of every train* 
I am to request that you will take the earliest opportunity of calling the attention of the 
Directors to the above suggestions. 

I am, &c. 
The Secretary of the London and Creadon S. Laino. 

Railway Company. 



In reply to Letter from this Office, of the 1st January* 1842, relative to the erection of 

Signal Posts, &c. on the Line. 

Sir, 7th January, 1842. 

Thk letter which I had the honour to receive from you on the 3rd instant, dated the 
1st, I laid before the Board of Directors yesterday, and I am instructed to reply, for the 
information of the Lords of the Committee of Privy Council for Trade, that the erection of 
signal posts on the Croydon Railway^ of the nature referred to, has for some time been in hand, 
two having been erected before the communication from their Lordships was recdved ; and 
the only cause that all were not finished and in operation at the beginning of November was, 
the inability of the engineer to have the materials conveyed to the intermediate stations, in 
consequence of a large slip of earth which obstructed the line. 

Their Lordships will thus see that the expediency of such a measure bad previously 
occurred to the Board of Directors, from their own experience on this railway, before the late 
accident had exhibited its propriety. 

An improvement in the tail lamps has also been ordered by the Board of Directors. j 

I have, &c. 

S. Laing, Esq., R. S. Young, 

&c. &c. Secretary. 

Report of Major-General Pasley, upon the recent Slip on the Croydon Railway, near New Cross. 

My Lord, Board of Trade, Whitehall, 12th January, 1842. 

I THIS day examined the state of the Croydon Railway, a little beyond New Cross, 
where a second slip of earth has taken place, similar to that which occurred in November last, 
and nearly in continuation of it, which has covered the whole width of the railway to the 
extreme depth of eight feet, for about 120 feet in length, so that the passage of the trains is 
obstructed at that point ; but by the judicious arrangements of the Railway Company this is 
attended with little inconvenience to passengers, for whose use a gallery has been made, with a 
flooring of planks, and protected from rain by canvas. 

The original slope of the sides of the deep cutting where this slip took place was two of 
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base to one of height, aiid they had stood for more than two years without any slip of such 
magnitude as to prevent the passage of the trains through this cutting until lately, when the 
continued rains have produced this unfavourable effect, which I do not think that any engineer 
could have anticipated beforehand, for it is only our late experience that has developed the 
disadvantages of deep cuttings and high embanJements in certain kinds of clay, even at very 
moderate slopes. No blame, therefore, attaches to the original construction of this railway, 
though the extraordinary slips that have occurred recently will be a lesson to put engineers on 
their guard for the future in working in such soil. On the east side of the cutting, the 
extreme height was rather more than 100 feet in one part, with 200 feet of slope. 

A great number of workmen, I was informed more than 1000, are actively employed in the 
day time, and a smaller number by night, in removing the earth, which now covers the 
railway ; and I am satisfied with the skill and judgment with which the work is carried on. 
I made minute inquiries respecting the movements of these immense masses of earth, and was 
informed by Mr. Gregory, the resident engineer, who had witnessed them, that they do not- 
fall upon the railway all at once, but creep down as it were, so gradually, that if properly 
watched, there is no danger of their overwhelming, or even injuring a train; 

I also made inquiries in reference to the accident, which occurred on the 1 7th of last month, 
when an engine under the charge of Charles Goldsmith, ran into the Croydon train, which was 
partly caused by the red light in rear of that train being obscured by a man standing up in a 
truck behind it, so that Goldsmith had not proper notice of the danger. In order to prevent 
this for the future, the directors have ordered their hind carriage to have two red lights 
attached to it on each side of the top, which could not have been both hid under the like 
circumstances. They have also directed posts to be set up with signals by day, and coloured 
lamps by night, at each station, which are too high to be obscured by persons or carriages 
passing. I saw two which have been erected, but are not yet entirely fitted with the lamps, 
&c., and another preparing in one of the workshops of the Company. Those which I saw are 
about 30 feet in height. , 

Mr. Wilkinson, the chairman, and two other officers of the Company, as well as the resident 
engineer, favoured me with their company, and afforded me every facility of inspecting their 
line, together with information upon every point that I could desire, explaining, at the same 
time, the strata of clay, &c. in the sides of these cuttings, and showing me a chemical report 
upon the qualities of those earths, when acted upon by water, by Mr. Phillips, curator of the 
Museum of Economic Geology, who was requested to analyze them ; but to enter into these 
particulars would be superfluous. 

To conclude, I have pleasure in recording my belief that the measures of the Directors and 
eno^ineers of the Company are well calculated not only to remove the obstruction on the 
railway with all despatch, but also to provide for the safety of passengers by their trains. 

I have, &c. 

The Earl of Ripon, C. W. Paslet, Major-General, &c. 

&c. &c. &c. .^____^____^^_..^___^ 

No. 12. 

LIVERPOOL AND MANCHESTER RAILWAY. 

Letter sent to the Liverpool and Manchester Railway Company, with reference to the late 
fatal Accident, and relative to erecting a Foot Bridge at the Newton Junction. 

Si r. Board of Trade, 5th J anuary, 1 842. 

With reference to the recent fatal accident at the Newton junction of the Liverpool and 
Manchester railway, I am dire<^d, &c. to inform you, that their Lordships understand that the 
verdict of the jury was aqcompanied by a recommendation that a foot bridge should be erected 
by the Company at the crossmg in question. Their Lordships consider that the erection of 
such a bridge would, if practicable, be very desirable; and they request to be informed 
whether it is the intention of the Directors to carry the recommendation of the jury into effect. 

I am, &c. 
The Secretary of the Liverpool and Manchester S. Laino. 

Railway Company. 
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No. 11. 
London & Croydon. 



Sir, 



Lime-street Station, Liverpool, 
Uth January, 1842. 

Your communication of the 5th has been laid before the Directors, and I am instructed 
to explain to you their sentiments on the qualified recommendation of the coroner's jury,that 
a foot bridge should be erected at Newton Junction. 

The Directors would be happy to co-operate in any measure calculated to ensure the public 
safety. In reference to the Newton Junction, ihey consider that the erection of a foot bridge 
would be altogether an inefficient procedure. There is a public carriage road, crossing, on 
the level, which cannot be stopped ; and it would be vain to expect that the public would 
mount 16 or ] 8 feet, so long as they have a legal right to pass on the level. The incautious 
portion of the public would be the least likely to taie advantage' of the bridge, and with a 
moderate degree of caution, a bridge is not required. The Directors have endeavoured to 
take a practical view of the proposal thus brought under their consideration, and they are of 
opinion that a foot bridge, in the locality referred to, would not be calculated to accomplish 
the desired object. 

I have, &c. 

S. Laing, Esq., H. Booth. 

&c. &c. 



No. 12. 
Liverpool and 
Manchester. 
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No. 13. 

NEWCASTLE AND CARLISLE RAILWAY. 

Letter sent to the Newcastle and Carlisle Railway Compsmy, relattre to the Accident to a 
Man being Struck by an Eingiae while in the act of opening a Gate acroes the line. 

SuBi, Board of Trade, 2nd November, 1841. 

With reference to the return made to the Lords, &e., of an accident by which a 
servant of the Newcastle and Railway CooApany lost his life on the 27th October, owing to 
being struck by an engine while in the act of opening a gate for it to pass through, I am 
directed by their Lordsnips to observe, that in their letter of the 27th Sept^nber, it was 
stated to the Directors that Sir F. Smith, who had recently visited the line, had reported his 
opinion that the practice of shutting the gates across the railway was attended with dapper,* 
and that their Lordships thought it indispensable that the provisions of the 2 and 3 Vict« 
c. 45, should be complied with by erecting proper gates, and stationing piroper persons at 
each level crossing with strict orders to keep the gates shut across the road, unless when 
opoied for the purpose of allowing carriages, &c., to cross the railway. 

In reply to this communication, their Lordships received a letter dated the 12th October, 
in which it was stated, that " as thdr Lordships consider it indispensable that the provisions of 
the 2 and 3 Vict., c. 45, should be eomplied with, the Directors now give an assurance that 
it uhell be carried into effect.*' 

From the accoimt of the accident, it would appear that this insurance had not been complied 
wit^, and that the loss of life was occasioDed by a persistence in the practice of keeping the 
gales closed a<»ross the railway- Their Lordships wish to be informed what regulation as to 
the dosing of gates was in force at the time of the accident, and they also request that a 
complete copy of the evidence at the coroner's inquest may be forwarded to this D%Artment. 

I have, &c.. 
The Secretary of the Newcastle and Carlisle S. Laing. 

Railway Company. 



In reply to Letter from this Office ef the 2nd November, relative to shistling the Gates 

the Line. 

Sir, Newcastle-upon Tyne, November 4lk, 1841. 

In answer to your letter received yesterday, I have to T^ply that the gates at which the 
accident happened were managed in l!he same way as the cases of exception mentioned in the 
return to the inquiries by the Soard of Trade, and transmitted on the 12th day of October 
last, being the answer to questioa No. 2. 

It is the intention of the Directors to carry into effect the provisions of the 2nd and 3rd 
Vict, c 45, as promised in their assurance, and steps are being taken to that effect ; but it 
must be borne in mind that there are 22 road crossings that will require considerable altera- 
tions to enable the provisions of the Act to be complied with, and that the engineer is engaged 
in planning ^ates of new constructions for soniie parts, and estimating the costs of bridges for 
others to avoid level crossings, and that a Comnsittee of the Directors are now engaged in 
determining the best noode of dcHOg away with level crossings where possible, and for the 
most eligible plan of gates. From the numerous crossings, it must be evident that they 
cannot all be done at once, but they will be commenced with and carried on with all despatch 
that the circumstances will allow. 

It may be remarked, that the Directors conomeneed forming the gates on a mode similsr 
to that described by the 2nd and SrdTict, c. 45, in the year 1836, in the opening of the irst 
20 miles from Carlisle eastward, but that it was nmeh objected to by many persons using the 
roads, and a notice of objection was served in one instance by a resident magistrate, and that 
the Directors then determined to proceed on their present plan, and it may also be remarked, 
that no accident of the kind alluded to in your Jetter of the 2nd instant has ever occurred 
before, and that the whole line has been in use for three years and a half, and previously to 
the opening of the whole, two-thirds had been in use above two years. 

I am, &c., 
S. Laiag, Esq., Joun Adamson, Secretary to the Directors. 

&c. &c. 



No. 14 

^Dandee and 

Arbroath. 



No. 14. 

DUNDEE AND ARBROATH RAILWAY. 

Letter sent to the Dundee and Arbroath Railway Conmany, relative to the Death of Margaret 

Stevens on the 11th of October. 

SiBt Board of Trade, 23rd November, 1841. 

I AM directed, &c., to inform you, that a copy of the preeoenition taken in the case of 
Margaret Stevens, killed on the Dundee and Arbroath Railway on the 1 1th October, has been 
transmitted to their Lordships by the Lord Advocate, with a letter stating that, in his 
Lordship's opinton, the inhabitants of the populous villages of Westhaven and Carnoustie are 
daily expired to danger from the want of the means of access across the railway and of due 
management in regara to it. 

Their Lordships observe, from the evidence, that the railway passes through the viUagei of 
Westhaven and close to the village of Carnoustie, cutting off the latter from the sea aqa the 
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school- house ; diat the inhabitants are obliged to be constantly passing and repassing the 
rails at all hours ; that as many as 10 trams pass daily and at a speed which, in the case 
of the fatal accident in question, was as high as 35 miles an hour ; that the danger is increased 
in the case of the village of Westhaven by a curve which prevents approaching trains and 
engines from being seen until close to the crossing ; that no police are employed by the 
Company to prevent trespassing and to warn the people of the approach of trains, that no 
gatekeepers are stationed, and that the only protection afforded at the foot crossings is by 
wicket-gates which do not lock and which generally stand open. The witnesses, among whom 
are several servants of the Corapaay^ state, that many narrow escapes have taken place, and 
they all concur in considering the crossings a great and constant source of danger. The 
alterations suggested for putting aa end to a state of things so fraught with clanger, are : — 

1st. To carry a cart road over the railway by an arch at each village as a substitute for 
level crossings, building up the present gates and raising the height of the fencing wall so as 
to prevent the possibility of children, &c., trespassing or falling upon the line. 

2ndly. To station a sufficient number of policemen and gatekeepers, and erect proper 
gates so as to prevent trespassing and attempts to cross the line when trains are approaching ; 
to reduce the speed of trains while passing through the villages to 10 or 12 miles an hour, 
and to make it an invariable rule, that engine-men shall sound the whistle on approaching 
the crossings. 

Under me circumstances in which the villages are placed, in respect of the line of the 
railway, thek* Lordships consider that there can be no security for the public, and particularly 
for the resident uJiabitants of that neighbourhood, unless the proposed bridges are constructed ; 
and although their Lordships are aware that they have no power absolutely to enjoin the 
adoption of this alteration, tnev nevertheless feel convinced that the Directors will not hesitate 
to adopt an improvement which alone can satisfy the Lords of the Committee and the public 
in general that the safety of the public is duly consulted. 

In the mean time it appears indispensable that the other precautions relative to diminished 
speed, watching the line, and attending to the gates, should be rigorously enforced. 

I am, &c.. 
The Seoretaiy of 'die Dvodee and Atbroath S. Laiag. 

milvay Conpany. 



i^ypendix. 

Repoitson 
Aooidentt. 

No. 14. 
Dundee and 
Arbroith* 



In reply to Letter from this Office of the 23rd Instant, relative to the Precognition Papers on 
the Death of Margaret Stevens on the 1 Ith October. 



SlR> 



Dundee amd Arbroath RiuIwbj Company, 
November 26, 1841. 



Wb hsLve received your letter of the 23rd current, conveying to us the vwws of the 
Lords of the Committee of the Privy Council for Trade, in regard to the case of Margaret 
Stevens, who was accidentally killed on this line of railway on the 1 1th October last, and upon 
tlie precautions which seem to them to be necessanr for insuring safety to the public in the 
neighbourhood of the villages oC Cameustie >and Westhaven. 

We have submitted this communication to the Directors of this Company, who request us 
to assure their Lordships, through you, of their great anxiety to adopt every reasonable 
precaution which can be pointed out for preventing accidents upon the line of railway under 
their charge. They are however satisfied that the circumstances attending the late accident, 
and the position and fencing of the line at the villages mentioned have not been fairly or im- 
partially represented,, but must have been very much exaggerated. Before the Directors can 
make any satisfactory reply to your letter, they would require a copy of the precognition and 
letter which have been submitted to the Lords' Committee, and which you can have the 
goodness to forward to us. 

We may mention that we do not believe that there is a railway in existence where so few 
accidents have taken place as upon this line; this is the only fktal accident which has occurred, 
and very Uttle inv«Btigation will satisfy their Lordships that the sufierer alone was to blame, 
and that no fMt whaitover could be attributed to the Company. 

We have, &c., 
S. Laing, Esq., Shiell and Small, Secretaries. 

&c. &c. 



Letter sent to the Dundee and Arbroath Railway Company, in reply to their Letter of the 
27th November, relative to the Precognition Papere in the case of Margaret Stevens. 

Gentlemen^ December 4, 1841. 

In reply to your Latter of the 26th November, requesting to be furnished with a copy 
of the precognition taken in the case of the late fatal accident on the Dundee and Arbroath 
Railway, I am directed, &c, to inform you that the Lord Advocate considers it inconsistent with 
the rule and practice of the law of Scotland to conmranicate such precognition, or any part of 
it, to the Company, the more especially as his Lordship has directed criminal proceedings to 
be takea against the conductor of the train, when the Directors will have an opportunity of 
hearing the whole circumstances of the case detailed upon oath before a jury* 

Their Lordships further direct me to state that the recommendations contained in their 
letter of ^e 29th November were founded, not so much on the particular accident in question 
as on the general circumstances of the case which in their Lordships* opinion make the 
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Dundee and 
Arbroath. 



substitution of bridges for the present level crossings at the villages of Westhaven and 
Carnoustie the only effectual means of providing for the public safety. 

I am^ &c.. 
The Secretaries of the Dundee and Arbroath S. L aing. 

Railway Company. 



Sir, 



In reply to Letter from this 0£Bce of the 4th December. 



We have your communication of the 4th^ refusing the Dundee and Arbroath Railway 
Company a perusal of the precognition which was before the Lords* Committee when they 
came to the resolutions contained in your letter of the 23rd ultimo. This we regret, as we 
feel assured that we could have satisfied their Lordships that this Company was free from 
blame in regard to the accident referred to. As the Company are, however, desirous of meeting 
the views of their Lordships, they have requested us to say — 

1 . That at Westhaven they have applied to Lord Panmure to shut up the crossing upon 
his property at which the accident occurred, which will obviate any objection bn this head. 

2. In regard to Carnoustie, you seem to have been misinformed. You say the school- 
house is separated from the village by the railway. Now this is not the case ; there is not a 
single house on the south side of the railway in that village, and from the nature of the ground, 
were a bridge required, it would be impracticable to make one ; but as the railway runs 
on one side of the village entirely, the Company respectfully submits that no bridge is wanted 
there for the public safety. There is a long straight line at that point, so that ample time is 
given to parties crossing to get off the line before the trains come up. 

3. As to keeping the line, there are twenty men constantly employed along the line, and 
they act as constables in keeping the gates shut and apprehending trespassers. Upon a line 
of 16Jt miles in len^h, it is submitted that nothing more can be required. 

4. The line is fenced from end to end, and tne gates kept in the best order. Besides, it 
must be kept in view that the line stretches along the margin of the Tay^ through the lands 
where there is almost no traffic over the line. 

5. As to the speed, — ^the mail train must, in pursuance of the orders of the Postmaster- 
general, travel at the rate of 30 to 35 miles per hour, but the other trains, in approaching the 
village in question, do not exceed above one-half of that speed. 

6. The whistle is invariably sounded on approaching the villages and in taking curves, 
and the Company generally adopt every precaution which occurs to them likely to prevent 
accident. 

We hope the foregoing explanations will be deemed satisfactory, but should anything 
transpire in the trial to which you refer, calling for further precautions, they will at once be 
adopted. We have, &c., 

S. Laing, Esq.^ Shiicix and Small. 

&c. &c. 

Letter sent to the Dundee and Arbroath Railway Company, relative to erecting a Bridge at 
the Level Crossing at the Village of Westhaven. 

Gentlemen, January 18, 1842. 

I AM directed, &c., to inform you that on a consideration of the evidence at the trial of 
James Boyd, the driver in charge of the engine by which Margaret Stevens was run over in 
the village of Westhaven, it appears to their Lordships that the necessity for the measure 
formerly recommended by them, viz., the erection of a bridge, is fi^lly established, and I am 
accordingly directed to inquire whether the Directors contemplate taking any steps for that 
purpose. 1 am, &c.. 

The Secretaries of the Dundee and Arbroath S. Lainq. 

Railway Company. 



Relative to the Erection of a Bridge at the Level Crossing at the Village of Westhaven. 

Sir, Dundee, January 17, 1842. 

We sent you a copy of the newspaper containing a report of the trial in James 
Boyd's case. 

For the information of their Lordships, we think it proper to mention — 

1. The crossing at which the accident occurred has been shut up. 

2. A man has been stationed to attend to the crossings when the trains pass. 

3. Plans of a bridge have been ordered, and application made to Lord Panmure for 
permission to build the bridge and shut up the surface crossings in the village of Westhaven. 

These precautions we think substantially meet the requisition of their Lordships. 

At the trial, the Lord Advocate seemed to think that the school-house at Carnoustie was on 
the south or opposite side of the line from the village, whereas there is not a single house on 
the south side at that place. The sea shore at Carnoustie is a barren, bleak sand, to which 
few people resort, save in summer. The line here is straight, so that the trains can be seen 
at a great distance, enabling parties to cross on the surface with perfect safety. 

The Directors request us to assure their Lordships of the anxiety which they feel to have 
this line managed with every regard to the public safety. 

We have, 8cc., 
S. Laingy Esq., Suibll and Small. 

&c &c. 
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IV.— RETURNS RELATING TO LEVEL CROSSINGS. 



Sir, 



No. 1. 

EASTERN COUNTIES RAILWAY. 

Eastern Counties Railway, High Street, Shoreditch, 
London, 29th Sept. 1841. 

I HAVE the honour to acknowledge the receipt of your letter of the 28th instant ; and 
in reply, I beg to state that there are no turnpike roads or highways crossed on a level by this 
' railway, as at present opened for public traffic. In every instance of occupation crossings 
occurring, good and sufficient gates are, however, erected at each end of such crossings. 

I may .observe that, at one of these occupation crosrings at Stratford, a distant signal is 
attached to the gates, exhibiting the plan which this Company purposes to adopt for insuring 
safety at the public crossings, as occasion shall arise on a further opening of the line for traffic* 

I have, &c. 
G. R. Porter, Esq., Anth. Bulkelbt, Secretary. 

&C. &C. &c. 



Appendix. 

ivT 

Returns relating to 
Level Crossings. 

No. 1. 
Eastern Counties. 



No. 2. 

YORK AND NORTH MIDLAND RAILWAY. 
Circular of the 28th September, returned with Answers relative to Level Crossings. 

29th Sept. 1841. 

L How many turnpike roads and highways are crossed on a level by the York and North 
Midland Railway ? — Dreghouses, 1 ; C&pmanthorpe, 2 ; Bolton, 3 ; Alleskelf, 2 ; Fenton, 1 ; 
Sherbum, 1 ; HiUam, 1 ; Castleford, 1. Total, 12. 

2. Are good and sufficient gates erected across each end of such turnpikes or highways at 
each of such crossings, in conformity with the 2nd and 3rd of Vict. cap. 45 ?— Yes. 

3. Are gatekeepers stationed at each of such crossings, in conformity with the said Act ?— 
Yes. 

4. What wages do such gatekeepers receive? 17$. per week. — How many hours do they 
remain on duty ? Twelve hours. — Have they any other employment ? No, with the exception 
of giving the proper signals to the engine«men. 

5. Are positive instructions given to such gatekeepers to keep such gates constantly shut 
across the roads, unless when opened by the gatekeeper to allow carriages, &c. to cross the 
railway? — Yes. 

6. What other instructions are given to such gatekeepers ? — Not to allow any carriage, 
horse, or any person, to cross the said railway if the train is in sight or hearing. 

7. What instructions are given to engine-drivers as to precautions to be observed on 
approaching crossings ? — To keep a good look-out, and to go slow until he sees the gate- 
keeper's signal that all is right, 

6. R, Porter, Esq. G. B. 

&c. &c. &c. 



No. 2. 

York and North 

^dland. 



No. 3. 

DUNDEE AND ARBROATH RAILWAY. 

Dundee and Arbroath Railway Company*s Office, 
Sir, Dundee, 1st October, I84I. 

In compliance with the request contained in your letter of the 28th ultimo, I now send 
you the following answers to the questions therein put : — 

1. Three highways cross this line of railway on a level. 

2. Good and sufficient rates are erected across these highways at each of the crossings. 

3. A gatekeeper is stationed constantly at the first crossing, but the other two are in charge 
of one person. He is quite able to attend to both of these crossings, as they are only 160 
yards apart ; and there is one of the intermediate stations situated between them, at which all 
the trains stop for passengers. 

4. One gatekeeper receives 10^. per week, with dwelling-house and garden in addition : 
remains 13 hours on duty, and has no other employment. Another receives 13i. per week, 
and remains on duty 12 nours. This person has charge of the two crossings ; and betwixt 
the trains he acts as a cleaner about the station. 

5. The gatekeepers are required to be at their post 1 5 minutes before an approaching train 
is due, and to allow no person or vehicle to cross after the train has appeared in sight, or after 
he has heard the alarm-whistle, which is always sounded a quarter of a mile off. (At all the 

N 3 



No.S. 

Dundee and 

Arbroath. 
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Appendix. crossings on this, line, w^th one exception, the trains can be seen approaching, in clear weather, 

half a mile off.) 

'RAttmi ^^i t* ®* Already answered. 

Level *Cro88in|«.^ 7. The engineers are instructed to sound the alarm-whistle when approaching any crossing, 

and when at least a quarter of a mile off. 

No. 8. I am, &c. 

Dundee and g. R. Porter, Esq., Robert Marshall, Manager. 
Arbroath. ^^^ g^^ ^ ^^^^^^^ S 

Letter sent to the Secvetary of the Dundee and Arbroath Railway Company, relative to 

Gatekeepers at Crossings. 

Sir, Board of Trade, 19th Octobec 

With reference to your return of the Ist October to the circular issued by the Lords, &c. 
relative to level crossinfi[s, in which you state that two of the crossings are in charge of one 
person, I am directed by their Lordships to inform you that Sir F. Smith considers this 
practice unsafe, and that their Lordships recommend the Directors to station gatekeepers at 
each crossing. 

I am, &c. 
The Secretary of the Dundee and Arbroath S. Laing. 

Railway Company. 



In reply to Letter from this Office of the 19th October, and stating that the Company have 
placed a Gatekeeper at each Level Crossing. 

Dundee and Arbroath Railway Company's Office, 
Sir, Dundee, 80th October, 1841. 

I AM in receipt of your letter of the 19th current; and, in reply, have to inform you 
that the Directors of this Une of railway have now plac^ a gatekeeper at each level crossing, 
in accordance with the recommendation of the Lords of the Committee of Privy Council for 
Trade, and 

I am, &c. 
S. Laing, Esq., Rob. Marshall, Manager. 

&c. &c. 

No. 4. No. 4. 

Olaagow and Ayr. 

GLASGOW AND AYR RAILWAY* 

Answers by the Glasgow, Paisley, Kilmarnock, and Ayr Railway Company, to Queries put 
to them by the Lords of the Committee of Privy Council for Trade, dated 28th Sep- 
tember, 184L 

Glasgow, 2nd October, 1841. 

I. No turnpike roads or highways are crossed by this line, except— 

1. The Moss-parish road, between Glasgow and Paisley, where, on account of the 

small amount of cartage, a surface crossing was specially authorised to be 
made by Parliament in 1840, with the sanction of the Sheriff of Lanarkshire. 

2. A road, about a mile from Ayr, which was in 1839 claimed to be a highway by 

the parish road trustees, and which was in 1840 specially authorised by P^tiia- 
ment to be diverted and carried over the railway, along with two other private 
roads (one in the outskirts of the town), by a single bridge. The site and plan 
of the bridge were directed to be submitted to the Sheriff of Ayrshire, who only 
finally settled them on the 21st September, 1841. The bridge has since been • 
commenced. 

3. There are two other roads, the one about five, and the other about nine miles 

from Ayr, used partially by adjoining farmers for carting manure from 
the sea. 

XL Grood and sufficient gates are placed across each end of the above roads, in con- 
formity with 2 & 3 Vict. c. 45. 

III. Gatekeepers are stationed at the Moss-road, in conformity with the said Act. The 
other road, not being a parish road, has not had a special gatekeeper. 

IV. The wages of the gatekeeper are I2s. a-week. The hours of duty are firom 7 a.m. 
to 10 P.M. 

V. The instructions given to the gatekeeper are in conformity vnth those stated in the 

query. 

VI. The gatekeeper has also instructions to stop any train if the line vrithin sight of his 
station is not clear. 

VII. A copy of the general instructions to the Company's servants, including those to 
engine-drivers, as to the precautions to be observed on approaching surface-crossings, 
b herewith sent. 

Although not embraced in the above queries, it is proper to state that very great anxie^ 
has been felt by the Directors in consequence of the risk of accidents at a point where Mr. J. 
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No. 4. 
Glasgow and Ayr. 



Taylor Gordon's private raflway crosses the main line of the Ayrshire Railway^ in Peebles Appendix* 
Street, of Newton- Ayr. Mr. Gordon's railway is used for the passage of coal-waggons drawn ttt 

by horses, and he states that about 300 pass in the day. It is leasecf by him from the roagis- j^turns relating to 
trates of Newton at only 10/. per annum. It is not fenced. It crosses the ffreat tump^e- x^yei Crossings, 
road from Glasgow to Portpatrick by Kilmarnock and Ayr, on the level. It then runs along 
Peebles Street of Newton-Ayr, on the level, and crosses the Ayr^ire Railway, also on the 
level, in front of their depdt, where the engines are necessarily kept moving about in order to 
prevent their steam from falling. The Ayrshire Railway Company, when in Parliament, in 
1837, bound themselves by a formal deed to make a tunnel at whatever practicable place the 
magistrates of Newton should select to carry this private railway under their line. They have 
since repeatedly offered to do so, although at increased inconvenience to themselves, from their 
line being now opened ; but the offer has not been accepted. They subsequently wished to 
put up gates across the private line, as required by their Act in the case of all surface-crossings, 
and as required by 2 & 3 Vict. c. 45, in the case of public roads; but Mr. T. Gordon ob- 
tained an interdict from the Sheriff against their doing so, and insisted on the gates being 
n* ced across their own main line. 'Diey afterwards wished to lay down on spare ground 
(NOging to them, side rails, on which their engines might move whilst getting up their steam, 
80 asi to avoid the risk of accidents from using the main line for that purpose ; but, on the plea 
that it would cause an additional breadth of crossing, they were again, on the application of 
Mr. J. T. Gordon, interdicted from doing so. These interdicts have been brought under 
review of the Court of Session, because the Company's engineer considers that it would be 
unsafe to place gates across the Ayrshire Railway, which is a public thoroughfare^ and is not, 
like Mr. Gordon's private railway, worked by servants exclusively under tne control of the 
proprietor ; and because, if placed there, the engineer thinks that the private railway belongin^^ 
to Mr. Gordon, being unfenced, would become a surface-crossing, which would be used by aU 
the inhabitants of Newton, in preference to ascending the bridge which has been built in the 
neighbourhood for carrying Peebles Street over the railway. & strongly have the Directors 
felt the risk of accidents at this point, that they have given notice of their intention to apply to 
ParUament next year for some specific provision to regulate the crossing ; and in the mean time 
they have a policeman stationed there half an hour before the passing of every train. 

William Johnstone, Manager. 



In reply to Letter from this Office of the 7th instant, relative to the crossing of a Private 
Railway over the .Glasgow and Ayr Line. 

Sir, Edinburgh, October 15, 1841. 

Your letter of the 7th instant, on the subject of the representation made by the 
Glasgow -and Ayr Railway Company, to the Lords of the Committee of Privy Council for 
Trade, regarding the private railway leased by me from the Magistrates of Newton- Ayr, has 
been forwarded to me here, and I lose no time in assuring their Lordships that I have all 
along been most anxious that the crossing of my railway should be regulated, so as to pro- 
vide, in the best possible way, for the safety of the public and the great traffic on my railway, 
and that it is the Railway Company alone who have prevented this. I cannot avoid, therefore, 
expressing my surprise at the very incorrect representation (to call it by no harsher appella- 
tion), which the Railway Company have made to their Lordships, and from which it would 
appear they have been led to take up an opinion that I was throwing obstacles in the way of 
proper Ineans being taken to guard against danger to the pubUc at the crossing. 

In such circumstances, I trust I shall be pardoned for bringing the matter fully before 
their Lordships, to enable them to judge of the injustice of the charge that has been made 
against me. 

The Railway Company having expressed an intention to put gates across my railway, and 
to throw the expense and responsibility of keeping these gates properly closed] upon me, a 
proceeding which would have afforded no protection to the public, and which was in direct 
violation of a contract between them and me, and of the special clause inserted in their amended 
Act for the protection of my railway, I was under the necessity of presenting an applicaticm 
to the Sheriff of the county, praying for an interdict (mjunction) against their proceeaings, and 
also that they might be ordained to protect my traffic, and the public safety, by adc^ting the 
same precautions as were provided W their amended Act, for the protection of the traffic and 
public safety at the crossing oi the Kilmarnock and Troon Railway, by placing gates at the 
end of their own line, and appointing a proper person to open and shut the same at the pasdns 
of the Railway Trains. To that petition the Company gave in answers, which were followea 
by replies for me. After considering these pleacUngs, and visiting and inspecting the crossing, 
the Sheriff-substitute on 21st April last, pronounced a judgment in the following terms : — 
'' The Sheriff-Substitute having considered tnis process, with me writings produced, and visited 
and inspected the subject matter in dispute, in presence of the parties, and their agents, finds 
from the great number of waggons which pass and repass along the petitioner's railway, that it 
would be attended with danger to the lieges, were gates to be placed thereon as proposed by 
the defenders, and therefore grants the interdict craved in the petition, and declares the same 
perpetuaL Finds as a matter of public safety that it is incumbent on the defenders to make 
and maintain a good and sufficient gate or gates across their line of railway, and to employ 
good and proper persons to open and shut such gate or gates, which shall only be shut across 

o 



Digitized by. 



Google 



98 REPORTS to the COMMITTEE of PRIVY COUNCIL, 

' Appeodis. the petitioner's railwaj at the time 0f die^panuig of the locomotive engines and trains of the 

Glasgow, Paisley, Kilmarnock, and Ayr Railway Company, and to adopt the same precautions 

-> , ^ ' .as are provided by the defenders' amended Act of incorporation tot the protection of the traflie 
j^^Q^I^,!^ and public safety at the erossmg of the Kihnamock and Troon RaiW, and decrees and ordains 

; the defenders forthwith to do so. But in the emHmstanoes of tne case, finds no expensss 

No. 4. due." 

.Glasgow and Ayr. In place of acquiescing in this judgoKnt* the Railway Company appealed to the -Sheriff 
depute, who, on the 18th May last, dismissed the appeal, and addhxl a nol» in the following 
terms : — '* It seems to the Sheriff indispensable for die pafaUc safety, in all cases of crossing 
railways^ where the locality is populous, and the transit of waggons frequent, diat gates shook! 
be erected similar to those at Troon Railway, that is, cksing tbe great line at all times except 
at the passing of the steam trains, and opened and ^ut by a oareiul offioer on the spot, 
maintained l^ the Railway Company. The Glasgow and Ayr Railway has been hitherto 
honourably distinguished by exemption from accidents, and the Sheriff thinks that he ccmsolte 
thdr interest as well as thai of the public in liis present judgment" 

The Company then cairied the case into the Court of Sewion, where no judgment has yet 
been pronounced, although it is perfectly wdl known that the Company's k^al advisers hare, 
have told them that there is not the slightest chance of the Sher^BTs judgments being 
altered. 

While these proceedings were going on before the Sieriff, I was informed that the Compai^ 
were about to take possession of part of the public road, and of my railway, and adjoinu^ 
ground, on the west side of their line, and to lay additional lines across the same for racing 
their engines on, thereby greatly iacreasang the danser to the public. I was therefore under 
the necessity of presenting another petition for interdict against diem, which hairing been also 
followed by answers and replies, the Sheriff-substitute upon consulering the same and inspecting 
the premises, pronounced the following jodgment on the 21st of April last. ^'The Sheriff- 
substitute having considered this process with the productions, and having risited aid in- 
spected the subject matter in dispute, in presence of the parties, and their agents, repdis the 
defences, and finds that die defenders have no right to take, use, and enclose the public road, 
and the petitioner's railway, and adjotmng ground, on the west side cS their liae^ and to lay 
rails across the same for racing their engines thereon, or for any other purpose whatever, or to 
interfere with the petitioner's railway in any way at the point where it is crossed by the 
Glasgow, Paisley, Kilmarnock, and Ayr Railway. Finds that it would be attended with 
danger to the public, and would be prejudicial to the interests of the petitioners, were the 
defenders to take, use, and enclose, the piece of ground in dispute in the way proposed by 
them, and as pointed out at the inspection, and thei^fore declares the iateidict perpetual, and 
deoerns — but m the circumstances, finds no expenses due." 

Against this the Company also appealed to the Sheriff-depute, and he again on the 18th of 
May, 1841, dismised their appeal, adding the following note : — **The dangers incident to 
railway travelling are quite sufficient already, with all the care which can he used, on the 
great thoroughfares, and with the security of regular times of passing ; but were the pmeot 
proposal of the Compai^ allowed, those (kngers would be multiplied ten fold, by the irregular 
passage of the racing engines, in a populous locality, and in the frequent transit of the ooal- 
waggoas. This mode of getting up the steam by racing^ if necessary, must be done in soma 
otner way." 

This case they have also brought before the Court of Session, ahhou^ they have likewise 
been advised that there is no chance of obtaining an alteration of the jiklgmeixt 

From the preceding detail, their Lordslups I think will be satisfied that tlie safely of the 
public would be completely provided for, tf the Railway Company would obey the orders of 
the Sheriff, by placing gates at the end of their line, and en^doying proper penons to opea 
and diut them ; and I trust they will see cause in the disehaxge of ttar duty aa guaidiaas of 
the public safety immedtatdy to call on the Rsolway Company to do so. 

At the same time I have no objection whatever, if it shall be thought more conducive to the 
puUic safety, that my railway should be carried undnv or over, the Ayr hue, instead of 
crossing it upon a level as at present, provided the expense of doing so be borne by the Rail- 
way Company. By the Company acquiring the necessary property, my railway prdl^abiy 
oosud be carried ov«r the Ayr Railway on its present line, but from the nature of the ground. It 
is utterly impossible to carry it under it. So anxions am I indeed that every possible means 
^liodid be taken to secure the puhlic safety, that if the Railwi^ Company can prait oi^ any 
pkcewhere m^ railway oould be carried under theirs, upon a Une ecpially advantageous for 
me, with my presenit one, I am quite wfllin^ instantly to allow them to change my Ime. 

Thk I have all akn^ expressed nrjr wiUiagBess to consent to^ and more than this I thiidL 
their Lordshqxs will not expect tlMct I should do« 

The statement that I haive thusfeUnijsetf compelled to make, the accuracy of which cannot 
be disputed, wffl enable their Lordships to judrn whether the Railway Company or I am to 
bkrae for the crossing oi my niiway being left in its present dangerous and unprotected 
state. 

Siould their Lordships wish any further informatioB on the subject, I shall be happy t» 
forward to them oopies<^ the whole pleadings in ^ suits indi tile lUilwaj Compaiqr- 



.&c. 



Laing, Esq. 

». £c. 



I have, &c. 

JohnT. Gordon. 
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LxTTEB sent to the Ckik U> Ae magktrates of Newton Ajrr, relative to the Lev^ Crosri^ ef ApfMndh^ 

the PHvate Railway at NewloA Ayr. * 

IV 
SiR> Board of Trade, 2Ist October, 1841. Retuni rtlathiff to 

If rej^p to your letter of the 15th of October on the aulyect of the level crossing at I-*'*! CrosaiBgB* 
Newton Ayr, I am cbrected, &€. tA isfemi you that their Lordshijps have not the least intention -^q^ ^ 

of imputing any Uame to the magistrates of Newton for actmg in conformity with the Glttgow and Ajk^ 
decisioqs of the Sheriff-substitute, and Sheriff-deputy, and that they do not wish to interfere 
with regard to the gates while the que^ioo is pending before the Court of Session. Their 
Lordships are, however, ^decidedly of opinion that it would be most desirable for the public 
safety tlntt the private railway should be carried either under or over the Glasgow and Ayr line, 
and they are therefore glad to find that the magistrates express their perfect willingness to co- 
operate in any foir arrangement with the Railway Company for this purpose. Their Lord- 
ships have expressed a similar cptaion to the Railway Company, and th^ hope that it will be 
found practicable to come to some agre^xient by which the danger and inconvenience result- 
ingyrom the level crossing noay be obviated. 

I am, &c. 
J. Brown, Esq. S. Laing. 

Town Clerk of Newton. 

Letter to the same effect written to Mr. Gordon. 



Letter sent to the Glasgow and Ayr Railway Company, rdative to the Level Crossing of the 

private Railway at Newton Ayr. 

SkR> Board of Trade, 2l8t October, 1841. 

With reference to the level crossing of the private railway at Newton Ayr, I am 
directed, &c, to inform you that their Lonlsbips are most unwilling to interfere with regard 
to the questions which are pending judicially between Mr. T. Gordon and the Company, but 
that, being decidedly ofompion that it is most desirable for the public safety that the private 
^ railway should J^ggiai^iil^ither under or over the Glasgow aiul Ayr line, they feel them- 
selves called upon to draw the notice of the Company to a communication whK^ has been 
received from Mr. Gordon, stating, that he has no objection that his railway should be car- 
ried under or over the Ayr line, provided the expense of d(»ng so was borne by the Railway 
Company; and that if the Railway Company can point out any place where this can 
be done upon a line equally advantageous for him with his present one, he is quite wilHng 
instantly to allow them to change his line. 

The magistates of Newton have equally expressed their readiness to agree to any fair ar- 
rangement fcH* this purpose. Under these circinnstances their Lordships would recommend 
that an attempt should be made by the Company to come to an amicable arrangement for 
removing the dangers and diffieidties resulting from the present level crossing, by carrying the 
private railway either under or over their own line. Their Lordships trust that in the mean 
time the greatest precaution will be taken by the Company to avoid accidents at the crossing. 
To the Secretary of the Glasgow and Ayr I am, &c. 

Railway Company. S. Laing. 



In reply to Letter from thb Office of the 2 1st instant, relative to the private Railway leased 
by J. T. Grordon, Esq., crossing the line at Newton Ayr. 

Sir, Railway Office, Glasgow, 26th October, 1841. 

I BBS leave to ad^nowledge the receipt of your communication c^ the 21st current, 
which I observed was despatched before the last report of the Glasgow and Ayrshire Railway 
(Company could have reached you. 

Along with that report, I sent you a copy of the formal deed of agreement concluded in 
1837'8/Detween the magistrates of Newton, as proprietors of Mr. J. T. Grordon's Railway, 
and the Ayrshire Company, by which the former intimated their intention of deviating the 
line of their private raolway (let at 10/. a-year) and recoraised the equity of their being at 
the enpense of doing so, whilst the latter undertook to build a tunnel of a specific height under 
their nne, in order to allow it to pass. I venture to presume that the Board of Trade 
will accept this deed of agreement as affording the best evidence of what the parlies considered 
the most equitable and reasonable arrangement between them, and will be satisfied with the 
assurance that the Ayrshire Railway Company have always been willing to implement it. 

The magistrates of Newton, and Mr. Gordon, at present run the risk of bewg called upon 
to rempve their railway, by the trustees of the turnpike road, parish road, or street, all of 
which it crosses on the level. This circumstance as well as the annoyance which the public 
of Newton sustain from the p as s age of the rmlvray, nmst make them wish to see it removed 
from the public thoroughfares, but I submit it would be unfair to throw on the Railway Com- 
pany the expense of this removal, and of providing them with an unobjectionable line, and of 
forming it in the way they propose. 

The magistrates from their office, and as representing the freemen of Newton, have the com- 
mand of much of the property in die neighbourhood of Ayr, and have been allowed by the 
nihabitant3 to use the roads in a way wlmb the Railway Company woold never be |>ennitted 

O 2 - 
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Appendix. to do. They have it, therefore, in their power to divert the line of their railway as oontemplated 

in the agreement, cheaply and easily. But the Railway Company, in addition to the total 

Return ^"^i ti t ^'^^"^ ^^ ^"^^ influence, have not the power to take a yard of ground beyond their line of 
Level'crosm^ ^ railway, as the compulsory authority granted by their Act has expired. 

' I cannot suppose that the magistrates of Newton will reitise to carry into effect the agree- 
ment completed with them in 1837-8 if the Board of Trade call upon them to do so; but if 
I am mistaken in this, perhaps their Lordships would urge upon them the propriety of paffi-* 
ing from the injunction which prevents the Company from enclosmg their railway at Peebles 
Street^ and from laying down side-rails. I have no doubt that Sir P. Smith, who is praedcally 
acquainted with the working of a great passenger-line, will agree with the Company's engi- 
neer, in thinking that gates placed across tne Ayr Railway, in place of across Mr. J. T. 
Gordon's, would be objectionable and attended with danger. I aliio think he will agree that 
it is of the greatest consequence in the neighbourhood of a terminus such as Ayr, to have side-" 
rails on which to place trucks or carriages not in use, and on which the engines may move 
when getting up their steam, in place of using the main rails for that purpose, as they ought 
to be kept all times free and unencumbered for the passsage of traffic. 

I have, &c., 
S. Laing, Esq. W. Johnstone. 

&c. &c. 



Undertaking by the Glasgow, Paisley, Kilmarnock, and Ayr Railway Company, to the 

Magistrates of Newton. — 1838. 

We, the Glasgow, Paisley, Kilmarnock, and Ayr [Railway Company, incorporated by 
and in virtue of an Act passed in the first vear of the reign of Her Majesty Queen Victoria, 
intituled *' An Act for making a Railwav ut>m Glasgow to Paisley and Ayr, and from a point 
on the said Railwav near Blairland to K!!llmarnock, to be called the ' Glasgow Paisley, Kil- 
marnock and Ayr Railway,* with Branches,** considering that previous to ue passing of the 
said Act, an agreement was entered into between the promoters of the Bill and the magistrates 
of the burgh of Newton upon Ayr, proceeding on the narrative, that the said magistrates 
had intimated a desire, at some future period of removing the railway which passes through 
Peebles Street to the Harbour of Ayr beyond the bounds of the town of Newton, whereby 
the said railway would cross the Glasgow, P<uslej% Kilmarnock, and Ayr railway at a 
different place from that laid down on the Parliamentary plan and section thereof, and by 
which agreement the said promoters agreed that we, the Glasgow, Paisley, Kilmarnock, and 
Ayr Railway Company should be at the expense of forming a tunnel below our line of rail- 
way of the height of six feet, and of the width of eight feet, for the pui*pose of allowing the 
said magistrates to carry their said railway through the same at any point they might select 
between the road leading from the Highway to the Salt Pans, and the March of Prestwiqk or 
Toll-bar, provided always that levels for such tunnel could be obtained at the point so selected 
without altering the level of our Parliamentary line ; and that the said magistrates required us 
to form the said tunnel previous to the laying of the rails of our said Parliamentary line, and 
bind themselves so soon as the same is formed, to remove their present line of railway where 
it crosses our said Parliamentary line, and to relay the same through the tunnel, to be con- 
structed as above mentioned ; and considering that it is now right and proper that the said 
agreement should be adopted, sanctioned and approved of by the said Company, and sealed 
with corporate seal thereof; therefore we do hereby not only ratify, approve of, and confirm 
the said agreement, but bind and oblige the said Company, and the stock and estate thereof, 
to abide by and implement the same in the whole heads articles and clauses thereof; and we 
consent to the registration hereof in the books of council and session, or other competent 
therein to remain for preservation, and that letters of horning, and all other execution neces- 
sary may pass on a decree to the interponed hereto in common form, at the instance of any 
one of the magistrates or of the town clerk for the time being of the said Burgh of Newton^ 
and thereto constitute our Procurators. 

In witness whereof these presents, written on stamped paper, by John Thorn, clerk to An- 
drew and Dugald John Baunatjme, writers in Glasgow, are subscribed by us the said Archi- 
bald Smith, John Stewart Wood, and James Campbell, three of the directors of the said 
Glasgow, Paisley, Kilmarnock and Ayr Railway Company ; and sealed with the Corporate 
Seal of the said Company at Glasgow, this third day of January, one thousand eight hundred 
and thirty eight years, before these witnesses, James Bruce and Robert Gilmer, clerks to 
James Watson, accountant in Glasgow. 

tArch. Smith. 
(Signed) ]j. S. Wood. 

witness. I James Campbell. 



fSiffned'i [^^^^^ Bruce, witness. 
^ o^ ^ tRoBERT Gilmer, witm 



No. 5. 

Gtmkirk and 

Glasgow.. 



No. 5. 
GARNKIRK AND GLASGOW RAILWAY, 
Sir, Glasgow, 30th September, 1841. 

In compliance with the request in your letter of the 28th current, recaved this day, 
the following answers to the questions stated in that letter are respectfully submitted : — 
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No. 5. ' 

Garnkirk and 

Glasgow. 



1. Two tumpyce roads are crossed on the kvel by the Garnkirk and Glasgow Railway. Appendix* 

2. Grood and sufficient gates are erected across one of these roads at each end of the road, *— 

or rather at each side of the railway, in conformity to the Act quoted. The erection of gates Returns relating to 
at the other road is superseded, in consequence of an arrangement being in progress with the Level Crossings. 
road trustees to carry the road above the railway. 

3. Two and sometimes three keepers are presently stationed at the ssud gates, although one 
only is required by the Act, and the directions of the Inspector- general of Railways. These 
extra men are employed in consequence of the public not being accustomed to the interruption, 
and to prevent, as far as possible, the clamour agiunst the inconvenience, and also to endea- 
vour to obviate the additional risk which many are of opinion is occasioned by these gates. 

4. The wages of the gatekeepers vary from 12*. to 18*. per week. They are on duty from 
12 to 14 hours daily, including meal times, and excepting Sundays. They have no other 
emplovment. 

5. The iastructioQS as to shutting the gates are to do so across the road on the approach of 
trains alon^ the railway. The gates, owing to certain circumstances, are not made to shut 
the road when open on the railway, and vice versa. And when no engines are approaching, 
the road is open. 

6. A copy of the instructions to gatekeepers is herewith sent. 

7. The engine-drivers have orders to slow on approaching the public-road crossings ; to 
observe if the signal of a clear way is given by the hoisting of a ball (lighted at night), which 
signal is in charge of a special person ; and if such signal is not given, the engine-man is 
directed to stop the train. 

I have, &c. 
G. R. Porter, Esq. Chas. Alex. Kino, Secretary. 

&c. &c. &c. 



(Copy.) 
Instructions to Gatekeepers. 

The Act of Parliament, 2nd and 3rd of Victoria, chap. 45th, directs, *' that wherever a 
railroad crosses, or shall hereafter cross, any turnpike road, or any highway or statute labour 
road, for carts or carriages, in Great Britain, the proprietors, or directors of the company of 
proprietors of the said railway, shall make and maintain good and sufficient gates across each 
end of such turnpike road, or other roads at each of the said crossings, and shall employ good 
and proper persons to open and shut such gates, so that the persons, carts, or carriages pass- 
ing along such turnpike road or highway shall not be exposed to any danger by the passing 
of any carriages or engines along the said railroad." 

The Railway Company, therefore, in obedience to the said Act of Parliament, direct the 
gatekeepers to attend to the following rules : — 

1. When engines or carriages are approaching from east or west along the railway, 
towards the crossing of the public road, the gatekeeper shall proceed to close the gates across 
the railway, in time to have them shut before the engine or carriage-train arrives at the cross- 
ing ; and shall open them so soon as the same has passed, if no other carriage is at hand on 
the railway. 

2. The keeper shall observe on which side carts or carriages, &c. on the road are nearest, 
and most likely to be at the railway soonest, and shut the gate on that side first, to prevent 
any risk of the carriage crossing the rails to the other gate. When two keepers are on duty, 
both the gates will be closed at the same time ; but one keeper only for each is requisite in 
terms of the Act, and of the directions received by the Railway Company from government, 

3. Any attempt to interrupt the gatekeepers, or to cross or otherwise trespass on the railway, 
is punishable by the Act for regulating railways ; and the gatekeepera, police, or other servants 
of the Company, are entitled to apprenend, and commit for trial in the usual way any persons 
so offending. 

4. It may be necessary for the keepers to explain to passengers, when interrupted by the 
gates, that they are so closed for the public safety in terms of a public Act of Parliament and 
the express directions of government, and that the Railway Company are bound to obey the 
law. 

If any person wishes further information, they may be referred to the clerk or to the Road 
Trustees. Mr. is clerk to trustees of the road. 



(Signed) 



Chas. Alex. Kino, Secretary. 



The foregoing regulations are referred to in a letter to Mr. Porter of this date. 
Glasgow, 30th Sept 1841. Chas. Alex. Kino. 



Sir, 



No. 6. 

NEWCASTLE AND NORTH SHIELDS RAILWAY, 

Newcastle and North Shields Railway Office, 
Newcastle, 2d Oct. 1841. 

In reply to your& of the 28th ult., I beg to hand you the following answers, viz. : — 
No turnpike ; one township and two private occupation roads. 



No. 6. 
Newctttle and 
North Shields. 



Digitized by 



Google 



102 



REPORTS to the COMMITTEE 0/ PRIVY COUNCIL, 



Appellor. 

Iv. 

R«tiini8 relatiDg to 
Level Crossings. 

. No. 6. 
Newcastle and 
North Shields. 



No. 7. 
Dublin and 
Kingstown. 



No. 8. 
Midland Connties. 



2. Good and sufieient Mtes are erected across both ends of each of sueh eroaaiigs, in o«n- 
fonnity with the 2nd and ord Victoria. 

3. Yes. 

4. The wageft of one 15^., and the other two \4s, per week each. Hours of attendance 
from seven o'clock in the morning until nine at night during summer^ and from eight in the 
morrang to half-past eight at night during winter, being the whcAe time the trains are running : 
they have no other employment. 

D. jfes. 

6. They are each furnished with a red and a white &ig for the day time, and lamps for use 
after dark (the same as our railway police). They are to expose the white fla? or bright tight 
when each train passes when all is free, and the red ones suHHild any impedmient appear in 
the way. They have positive instructions never to be absent from their post 

7. To sound the whistle on their approach to each of the crossings, and to attend stoutly to 
the signals. 

In the h<^ the foregoing returns will be satisfactory to their Lordships, 

I have, &c. 
G. R. Porter, Esq. Wm. Swan, Clerk to Ae Company. 

&c. &C. &c. 



No. 7. 

DUBUN AND KINGSTOWN RAILWAY. 

Questions from Railway Department per Mr. Porter's Letter of 28th Sept. 1841, with Answers 
from the DuUin and Kingstown Rmlway Company. 

1. How many turnpike roads and highways are crossed on a level by the Dublin and 
Kingstown Railway? — The Dublin and Kingstown Railway does not cross any turnpike road 
or highway, properly so called, on die leveL It does cross five private roads, over some of 
which there is a considerable amoimt of intercourse. 

2. Are good and sufficient gates erected across each end of such turnpikes or hj^iways at 
each end of such crossings in conformity with the 2nd and 3rd Victoria, cap. 45 ? — ^The Com- 
panv's Act of Incorporation required such gates to be erected at every public crossing on the 
level, and such gates have been erected accordingly. 

3. Are gatekeepers stationed at each of such crossings in conformity with the said Act ? — '- 
Yes. There has at all times been a gatekeeper day and night at each crossing ; and on days 
when extra trains are running there axe always two men. 

4. What wages do such gatekeepers receive ? How many hours do they remain on duty? 
Have they any other employment ? — ^The day-men each receive IQj. per week and a house, 
or 2*. 6rf. per week lodging-money, with clothes. The night-men 10^. per week, and a watch- 
coat. Each man is 12 hours on duty, and has not any other anployment. 

5. Are positive instructions given to such gatekeepers to keep such gates constantly shut 
across tbe roads unless when opened by the gatekeepers to allow carriages, &c. to cross the 
railway ? — This has been the practice on this line since a very short time after it opened, 
although it is in direct contravention of the Company's Act, which requires precisely the reverse, 
namely, that tbe gates should be constantly shut across the railway unless when a train was 
passing. This was early found to be attended with imminent danger, and the present practice 
established, although not without a good deal of opposition from the public. 

6. What other instructions are given to such gatekeepers ? — ^To hang out a red flag by 
daylight, or show a red light by night, before opening the gates ; and not to open them wiedie 
an approaching train is in sight. 

7. What instructions are siven to engine-drivers as to preqautions to be observed on 
approaching crossings? — ^Their general instructions to keep a good look-out at all times, 
and never under any circumstances to pass a red signal-flag or light, have been found quite 
sufficient. 

2d October, 1841. J. F. BteRGiN. 



No. 8. 
MIDLAND COUNTIES RAILWAY. 



Answers to the Inquiries made by the Lords of the Committee of Privy Couneilfor Trade 
with reference to Public Roads crossed on the Level* 

There are not any turnpike roads crossed on the level, but there are ten public highways 
crossed on the level, as follows : — 

1. Road from Sawby to Breaston ; — this is at Sawby passenger station. 

2. Road from Long Eaton to Barton Ferry is very little used except for the occupaticm of 
land, and is at Lou^ Eaton passenger station^ 

3. Road in the village of Attenborough. 

^ 4. Road from Beeston to Clifton is very little used, and is at Beeston passenger station. 
5. Road from Lenton to Wllford Ford, very Uttle used except for occupation. 
6; Road from Nottingham to Wilford Ferry is at Ae entrance to Nottingham station : it 
is principally used as a bridle road; carriages eannet go to Wilfont this wray, the feny being 
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lf#.8. 

Midland OonntiM. 



for horses and foot passengers menly ; the above crossmgs are lietweeo Ntpttingham and Appendii. 
Derby. 

7. Road from Cossington to Ratcliff is about six miles nortk of LeiceBter. 

8. Road from Wigston to Biaby, about three nules south of Leicester, is at Wigston pas- 
senger station. 

9. Road from Counterthorpe to Whetstone, about six miles south of Leicester, and is used 
partially as a station. 

10. The Watling-street-road, near Wilby : this part of the road is very little.used, except 
for driving cattle on, being nearly impassable as a carriage road. 

Not any of these roads have large thoroughfares, nor does any coach or public conveyance 
travel on any of the roads crossing the Midland Counties Railway on the level. 

2. Gates and keepers. Gates are placed at each crossing above named, and constructed 
so as to close the line of railway when opened for the passage of carriages. 

3. Houses are built and men placed at each gate, one by day and the other by ni^ht, 
except at Attenborough, where, there being very little passing, the gates are locked at night 

4. The wages of the man is 18^. per week, besides clothing, eacn man is on duty twelve 
hours; they have short beats assigned to them, in no case scarcely out of sight of the gates. 

5. The gatekeepers have positive orders to keep the gates constantly shut across the road, 
and to open them when required to allow carriages, &c^ to pass the railway. 

6. They have positive orders to be at the gates half an hour before any train is due, and 
to pay particular attention before the opening of them for the passage of carriages, &c., across 
the line that no train is in sight 

Signal boards are placed at each cros^ng, which are turned if it be necessary for a train to 
stop by day, and lamps are fixed on the gates, which show a red signal (to stop), when the 
gates are thrown across the railway by night. 

7. The ^igine-drivers have orders to pay particular attention to the before-named signals 
hv day and night, so as to stop the train before reaching the gates if a signal be made, and 
ako during the night on their approach to such places, to blow their whistle so as to apprize the 
gatekeeper of their coming. 

Thobias Woodhingb, 
Leicester, 2d Oct. 1841. Engineer, and Superintendent 



Letter sent to the Midland Counties Railway Company, in reply to their Letter of the 4th 

Oct., relative to Gratekepers at night, &c. 

Sir, Board of Tr^cfe, October 7> 1841. 

With reference to your letter of the 4th October, enclosing answers to the circular of 
the Lords, &c., relative to level crossings, I am directed, &c., to inform you that, as it is dearly 
illegal to dose a highway against the public, by locking gates across it all night, tuid stationing 
no person to open them, their Lordships are of opimoQ that the provkions of the 2 and 3 Victofia, 
c. 45, must be complied with, by stationing a person to open and shut the gates at the Atten- 
borough crossing, by night as well as by day ; and they request to be informed whedier the 
directors will undertake to comply with this requisition. 

Their Lordships further direct me to observe, that the praetiee of ass^gnine beats to the 

Stekeepers appears open to danger, especially if they are ever out of sight of me gates ; and 
»y reconuneiKl to the attention of the directors the following regulation whidi is adopted by 
some other railways : — '^That if on any account the gatekeeper has to leave the gates, if only 
for one minute, he shall without fail, before quitting his post, close both gates across the publie 
high-road. 

To the Secretary of the Midland Counties I am, &c. 

Railway Company. S. Laikg. 

Sir, Leicester, 11th October, 184L 

In reply to yours of the 7th, which I have been prevented answering by being absent 
from home, I fear my former reply was not sufficiently expUcit 

At Attenborough crossing (a very small village) there is a station house and a person living 
m it who can be called yp at any moment to auow a carriage to pass across the railway, the 
gates being locked across the highway. 

With reference to the gatekeepers having beats assigned them, I will lay your remarks 
before our directors to-morrow. 

I have, &c. 
$. Laing, Esq. J. S. Bslw Secretaiy. 

&c. &c. 



SlR^ 



No. 9. 

KENYON AND LEIGH JUNCTION RAILWAY. 

Bolton, 4th October, 1641. 
In reply to your circular of the 28th ultimo, Tbeg to state : 



Np.9. 

Kenyon and Leigh 

Junction. 



1. That this line crosses one turnpike road and one highway upon thelevd. 

2. Good and sufficient gates have been erected across both on eadi side of the railway at 
such crossings. 
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No. 10. 
Bolton and Leigh. 



3. Gatekeepers are stationed at each of the said crossings. 

The line is under lease to the Bolton and Leigh Railway Company^ who have in tum leased 
it along with their own line to Mr. John Hargreaves, jun. 

For replies to the other queries contained in your circular^ I beg to refer to the accompanying 
return in regard to the Bolton and Leigh Railway. 

I have, &c. 
G. R. Porter, Esq. Peter Sinclair, Treasurer. 

&c. &c 



No. 10. 



BOLTON AND LEIGH RAILWAY. 



Sir, 



Bolton, 4th October, 184 U 



In reply to your circular of the 28th ult.^ I beg; to make the following return : — 

1. This railway crosses two turnpike roads and six highways, on the level. In entering the 
town of Bolton, the line (which is a single one throughout) diverges into two branches, one 
leading to the general depdt for merchandize, the other to the passenger station and to coal 
staiths, both branches also communicating with important establishments for the construction 
of locomotive and other engines, cotton factories, &c. Several of the streets in the town are 
crossed by these branches on the level ; and in one instance the line passes along a street 
throughout its whole length. Horse-power only is used through the town, with the exception 
of one street, which is crossed by a locomotive engine four or five times daily, but at a com- 
paratively slow speed, being very near the station. 

2. Good and sufficient gates have been put up on each side of the railway upon all the 
turnpike roads and highways crossed on a level, as above mentioned, but not upon the streets 
in Bolton. 

3. Gatekeepers are stationed at each of the said gates ; a man is also stationed at the street 
before mentioned as being occasionally crossed by a locomotive engine, there being a gate 
across the railway on each side of the said street. 

4. Some of the gatekeepers receive 10^. per week; one of them 12^.; in other cases the 
amount of remuneration has not yet been settled, an increased allowance having become neces- 
sary in consequence of the gatekeepers having been required, since the recent accidents, to 
give additional attendance. Most of the persons appomted to attend to the gates reside in 
cottages built for the purpose adjoining the gates ; ana additional cottages are now erecting 
for the same purpose at other crossings. They are required to attend to the gates from the 
time of the first train passing in the morning, at about six o'clock, until the last train has 
passed at night, about eight. One engine, wim luggage only, passes over five miles of the 
road at about four o'clock a.m. ; but the gatekeepers are not required to give attendance to 
this engine. The gatekeepers are not allowed to attend to any other employment. 

5. Positive instructions have been given to all the gatekeepers to keep the gates shut across 
the roads, opening them only to allow carts, &c^ to cross the railway, and immediately closing 
them again. In the case of one turnpike road it was found that the attempt to shut the gates 
on the passage of every vehicle very greatly impeded the traffic upon the turnpike road ; and 
in this case the man has been instructed to ao all that can be done to secure the safety 
both of the railway and the road, without unduly or unnecessarily impeding the traffic upon 
either. 

6. No other instructions are given to the gatekeepers, beyond a general charge to do all in 
their power to secure the safety of the railway and of the roads crossed^ under any circum- 
stances which may occur. 

7. The engine-arivers have been instructed to sound their steam-whistle on approaching 
each crossing, and when at least 300 yards distant, so as to call the attention of the gatekeepers 
to the approach of the train. 

I have, &a 
G. R. Porter, Esq. Peter Sinclair 

&c &c. 

The answers to Nos. 4, 5, 6 and 7, apply also to the Kenyon and Leigh Junction Railway* 



Letter sent to the Bolton and Leigh Railway, in reply to their Letter of the 4th October, 

relating to Level Crossmgs. 

Sir, Board of Trade, 8th October, 1841. 

With reference to your answers to the circular of the 28th inst., &c., I am directed, &c., 
to observe that, in the case of the street which is stated in your letter to be occasionally crossed 
by a locomotive engine at a comparatively slow speed, strict orders to limit the speed to a very 
slow rate appear desirable. In the case of the turnpike road their Lordships observe that, 
unless the manager of the Company is perfectly satisfied that no additional risk is incurred by 
not keeping the gates shut across the road, it ought to be done, notwithstanding any incon- 
renience that may be occasioned. Their Lordships would suggest that, if the present practice 
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is continued, it would be a proper precaution to oblige engine-drivers to reduce their speed, as App«ndix. 
well as to sound the whistle, on approaching this turnpike road; and to issue a positive order — r 

to the gatekeeper to shut the gates across the road the moment he hears the whistle or sees j^g^^^, relating to 

an engine approaching ; and also if, from any circumstances whatever, he is obliged to absent i^ygj Crossings. 

himself, though for a single instant, from his post. In the case of the night-train, also, orders 

should be issued to approach the crossings with great caution. 



No. 11. 
BRANDLING JUNCTION RAILWAY. 



Gateshead, 2nd October, I84I. 

1. How many turnpike roads and highways are crossed on a level by the Brandling Junc- 
tion Railway ? — One turnpike and six highways. 

2. Are good and sufficient gates erected across each end of such turnpikes or highways at 
each of such crossings in conformity with the 2nd and 3rd Victoria, cap. 45 ? — ^Two with gates, 
and five without gates: very little traffic on the highways which are crossed. 

3. Are gatekeepers stationed at each of such crossings in conformity with the said Act ? — 
Five have gatekeepers or watchmen stationed at them, the rest are little more than occupation 
roads, with scarcely any traffic on them. 

4. What wa^es do such gatekeepers receive? — From 8^. to 12^. per week. 
How many hours do they remain on duty ? — ^Thirteen hours per day. 
Have they any other employment ? — Have no other employment. 

5. Are positive instructions given to such gatekeepers to keep such gates constantly shut across 
the roads, unless when opened oy the gatekeepers to allow carriages, &c., to cross the road ? — 
Where gates are placed, such instructions are given. 

6. What other instructions are given to such gatekeepers? — Instructions are given to watch- 
men not to allow any carriage, horse, or person on foot to cross the line when the trains are 
approaching. 

7. What instructions are given to engine-drivers as to precautions to be observed on ap- 
proaching crossings? — Instructions are given to the engine-men to keep a good look out, and to 
sound the whistle in approaching any crossing. 

I have, &c. 

John Rewcastlb, 

Clerk to the Company. 



Letter sent to the Brandling Junction Railway Company, in reply to their Letter of the 2nd 

October, relative to Level Crossings. 
Sir, Board of Trade, 7th October, 1841. 

With reference to your letter, of the 2nd October, I am directed, &c., to inform 
you that as the terms of the Act 2 and 3 Victoria, cap. 45, are imperative that gates shall be 
erected at all level crossings of highways across each end of the road, and proper persons 
stationed to open and shut such gates, their Lordships must insist on a compliance with them 
on the part of the Company, and they request to be informed whether the directors will undertake 
that gates shall be erected forthwith, at the five crossings mentioned in the Return, and gate- 
keepers stationed at each crossing during the continuance of the traffic upon the railway in 
conformity with the Act. 

I am, &c. 
To the 5^ecretary of the S. Laing. 

Brandling Junction Railway Company. 



Sir, 



Gateshead, 13th October, 1841. 



Your letter of the 7th instant relative to the erection of gates at level crossings, 
and the appointment of proper persons to attend to open and shut them during the continu- 
ance of the traffic upon this railway, was laid before the directors at their meeting yesterday, 
and I am instructed to forward you, for the information of the Lords of the Committee of 
Privy Council for Trade, the under-mentioned resolution of the Directors on the subject, 
viz: — 

"That the engineer be directed to take steps forthwith for the erection of gates where the 
railway crosses highways on a level, and that proper persons be appointed to open and shut 
them, m conformity with the Act 2 and 3 Victoria, cap. 45." 

I have^ &c. 

S. Laing, Esq., John Rewcastlb. 

&c. &c. 



Sir, 



No. 12. 
TAFP VALE RAILWAY. 



Cardiff, Oct. 4, 1841. 



I HAVE the honour to acknowledge your letter of the 28th ultimo, and to hand you the 
Allowing replies to your queries : — 

P 



No. n. 

Brandling 
Junction. 



No. 12. 
Taff Vale. 
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REPORTS /a ths COMMITTEE of PRIVY COUNCIL, 



Appendix. !• No tarapike road is crossed on a level by tbe I^ Yak Railway, 

level crossings by tbe railway. 

^ IV- 2. Good and suflicient gates are erected across each end of such roads. 

iSTcroSS. 3. Gatekeepers are stationwi^at each of such crossing. 



parish road and 



No. 12. 
Taff Vale- 



4. Gatekeepers' wages are 18«. per week, they remain on duty thirteen hours, and have joo 
other employment. 

5. Instructions are given to such gatekeepers to keep such gates constantly shut, unless 
when opened to allow a passage across the railway. 

6. The gatekeepers are instructed to hoist a signal for stopping the train before opening the 
gates, and to keep the flag flying until the gates are shut. 

7. Instructions are given to the engine-drivers to look out carefully and to attend to the 
signal giv^i by the gatekeepers. 

I have, &c. 
G. R. Porter, Esq. Joseph Ball, Secretary; 

&c. &c. 



No. 13. 

Lancaster and 

Preston. 



No. 13. 
, LANCASTER AND PRESTON RAILWAY. 

4th Oct 1841. 

1 . How many turnpike roads, and highwajrs are crossed on a level by the Laocaster and 
Preston Junction Railway? — No turnpike roads, but one highway. 

2. Are ffood and sufficient gates erected across each end of such tani|)ikes or hsghways, at 
each of such crossings, in conformity with the 2nd and 3rd Victoria, cap. 45 ?— Yes. . 

3. Are gatekeepers stationed at each of such crossings in conformity with the said Act?— > 
Yes. 

4. What wages do such gatekeepers receive? How many hours do they remain on dwty? 
Have they any other employi]6ent? — ^Eighteen shillings per week. From six in the morning 
until eight at night, or such further time as is requisite until the last train has passed, and be 
lives and sleeps on the spot it is a road-side station, and he acts as station-keeper. 

5. Are positive instructions given to such gatekeepers to keep such gates constantly shut 
across the roads unless when opened by the gatekeeper to allow carriages, &c, to cross the 
raihvav ? — ^Yes. 

6. What other instructions are given to such gatekeepers ?•— None in particular, except the 
rules and regulations of the Company, and generd instructions as to being always on the lookr 
out, and attentive to his duties as gatekeeper. 

7. What instructions are given to engine-drivers as to precautions to be observed on ap- 
proaching crossings?— Tbe rules and regulations of the Company, and to keep a good look 
out. 

I have, &c. 

S. Edw. Boldki^ Secretary. 



Nal4. 

Great North of 

England. 



No. 14. 
GREAT NORTH OF ENGLAND RAILWAY. 



Sir, 



Darlington, 5th October, 1841. 



^ I HAVE the honour to acknowledge the receipt of your letter of the 28th ult., and to 
acquaint you that the public roads crossed on a level by this railway are — 

The highway from Beninbrough to Skelton ; 
The highway from Darlington to Yarm ; and 
Hie turnpike from Darlington to Hurworth. 

I enclose separate returns for each road, with copies of special instructions in the two latter 
cases. 

I beg to add, in explanation, that the Hurworth road is never crossed by passengerrtrains 
in consequence of its being to the north of the Darlington station. We do not consider it 
necessary that the gates should be invariably shut ; but great attention is paid to enforcing a 
slow rate of speed, so that should there be even a chance of an accident, the engine may be 
stopped instantly ; and the crossing being close to the station, where all trains stop as a 
matter of course, the rule is carried into practice without difficulty. 

With regard to the Yarm road, it is only crossed by coal-trains and merchandiase^raiaa^ it 
is the point where the coaUwaffgons from the Stockton and Darlington Railway are received 
and delivered. On this account the trains necessarily stop close to this point ; and as the 
tickets are taken by the gatekeeper, it insures regular attendance when most requisite. 

I have, &c. 
G. R. Porter, Esq., W. O'Brien, Secretary; 

&c, &c.- 



! 
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Highway from Beninbrough to Skdton. • 

'2. Good and sufficient ^tes are erected at each end of the crossing. 

3. A gatekeeper is stationed there. 

4. The gatekeeper s wages are 10^. per week. He remains on duty from six in the morning 
until nine in the evening, and has no other employment 

5. Positive instructions are given to the gatekeeper to keep the gates constantly shut across 
the roads, unless when opened by him to aUow carriages, &c. to cross the railway. 

6. No other instructions are given to him. 

7. The engine-men are instructed to keep a good look-out, as on all other occasions, and to 
give notice with the whistle of their approach. 

W. O'Brien Secretary. 

N.B. This road is in fact a lane which is hardly ever used^ and is close to a station at which 
all the trains stop. 



Appendix* 

IvT 

Returns relating to 
Level Crossiogs. 

No. 14. 

Great North of 

England. 



Highway from Darlington to Yarm. 

2. Good and sufficient gates are erected. 

3. A gatekeeper is stationed there. 

4. His wages are 2U. per week. His hours from six in the morning till six at night, or 
later if the last coal-train has not arrived. 

5 and 6. He receives the tickets for the loaded coal-waggons, and directs them to be sorted 
to their proper sidings. His instructions are annexed. (A.) 

7. Engine-drivers are forbidden, under a ]>enalty of immediate dismissal, ever to cross this 
road at a greater speed than two miles an hour under any circumstances. 

W. O'Brien, Secretary 

N.B. Passenger-trams never cross this road. 



Turnpike Road from Darlington to Hurworth. 

2. Good and sufficient gates are erected. 

3. A gatekeeper is stationed there. 

4. His wages are 14^. per week. Hours from six in the morning till eight at night, and 
he is relieved at meal times by another policeman. He has no other employment. 

5. His instructions are annexed. (B.) 

6. He has no other instructions. 

7. Engine-drivers are forbidden, under penalty of inunediate dismissal, ever to cross this 
road at a greater speed than two miles an hour under any circumstances. 

W. O'Brien, Secretary. 
N.B. Passenger -trains never cross this road. 



(A.) 
Instructions for Mr. Robinson at Haughton Lane. 

Darlington, 3d July, 1841. 

Mr. Robinson will attend at Haughton Lane to keep the road clear for passengers. No 
engine is allowed to cross at a greater speed than two miles an hour ; and Air. Robinson will 
immediately report any engine breaking this rule. 

He will pay particular attention that no waggons are left <m the sidings, so near to the 
main way as to run any risk of touching the broad merchandize-waggons. He will constantly 
watch the p«nt5, and take care that they are not left fastened, so as to interfere with the 
engines running on the main way. 

He will afford Mr. Tully every assistance in receiving the tickets, sorting the waggons, and 
generally in whatever way Mr. Tully may desire. 

W. O'Brisn, Superintendent. 



(B.) 
Orders to the Policeman at the Gates at the Bank Top. 

Darlington, 23d June, 1841. 

The policeman's duty is to be constantly on the ground, to prevent people trespassmg on 
he railway, and to keep the way clear for the engines. 

No engine is allowed to pass the road, under any pretence whatsoever, light or loaded, at a 
greater speed than two miles an hour. 

P 2 
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Great North of 

England. 



The policeman has authority to stop any engine that may appear to him to be going too fast ; 
and the engine-men are hereby directed to obey any such order. 

Should an^ engine, notwithstanding, cross at a greater rate than is allowed, the policeman 
must immediately report it to the inspector, under penalty of immediate dismissal. 

Should it appear that an engine has crossed the road at a quicker rate than is allowed, or 
should any accident occur, whether from the fault of the person himself or from that of one 
of the servants of the Company, the policeman will be held answerable, unless he can show 
to the satisfaction of the superintendent that he used every exertion to stop the engine or to 
prevent the accident. 

W. O'Brien, Superintendent. 



Sir, Board of Trade, 9th October, 1841. 

With reference, &c., to your letter of the 5th October, I am directed, &c., to refer to the ac- 
cident which recently occurred at the Bridgewater terminus of the Bristol and Exeter Railway, 
as showing the necessity of the greatest vigilance in order to prevent collisions between engines 
passing backwards and forwards between the passe'nger-station and the engine-shed, and 
coaches, carts, &c. crossing the line by the Hurworth turnpike road. 

I am, &c. 
To the Secretary of the S. Laino* . 

Great North of England Railway Company. 



No. 15. 

Northern and 

Eastern. 



No. 16. 

Liverpool and 

Manchester. 



No. 15. 

NORTHERN AND EASTERN RAILWAY. 

Sir, Office, High Street, Shoreditch, 5th October, 1841. 

I HAVE had the honour to receive your letter of the 28th ultimo, and beg to annex the 
following answers to your various questions : — 

1 . There is no turnpike road crossed on the level by this railway, but there are nine 
public highways so crossed by it, between Stratford and Harlow. 

2. Go^ and sufficient gates are erected across each end of such highways, at each of such 
crossing, in conformity with the 2nd and 3rd Vic, cap. 45. 

3. (jatekeepers are stationed at each of such crossings, in conformity with the said Act 

4. The amount of wages each gatekeeper receives is 18^. per week, with a cottage to live 
in ; they have no other employment, and are always on duty ; but the trains on this railway 
are running only between eight o'clock, a.m., and a quarter past nine, p.m. 

5. The gates are always kept shut across the railway, except when the trains are passing 
through, in strict conformity with the Act incorporating this Company, 6 and 7 Will. I v. 
cap. 103, sect. 112. 

6 and 7. The orders to engine-men and gatekeepers are to keep a good look-out generally, 
and are framed with a view to meet any circumstances that may arise ; and I have the honour 
to enclose herein, for their Lordships' further information, a printed copy of the regulations 
issued to engine-drivers and gatekeepers, and to the Company^s other servants. 

1 have, &c. 

W. Bourne, Secretary. 
G. R. Porter, Esq., 
&c. &c. 



Letter sent to the Northern and Eastern Railway Company in reply to their Letter of the 5tb 

October, relative to Level Crossings. 

Sir, Board of Trade, 9th October, 184L * 

With reference, &c. to your letter of the 5th October, I am directed, &c., to inform you 
that their Lordships consider that the provisions of the General Act, 2nd and 3rd Vic. cap. 45, 
supersede those of Local Railway Acts, and that the Directors will be quite justified in keeping 
the gates at level crossings shut across the road instead of across the railway, if they think 
the former practice, as is generally considered, preferable for the public safety. 

I am, &c. 

To the Secretary of the 

Northern and Eastern Railway Company. 



S. Laing. 



No. 16. 

LIVERPOOL AND MANCHESTER RAILWAY. 

Sir, Lime Street Station, 6th October 184L 

I HAVE submitted to the Directors the favour of your conuuunication of the 28th ultinvo, 
and am instructed to transmit the following answers to the several queries therein contained :*— 

1. There are two turnpike roads and sixteen public roads crossed on the level. 

2. There are suflScient gates erected across the said roads on each side the railway. 
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3. Gatekeepers are stationed thereat as enjoined by Act of Parliament. 

4. The general wages are 20^. a-week. The day gatemen*s hours are fifteen, the night 
watchmen's nine. They have occasionally to make signals with their flags or lamps; and 
where passengers are taken up or set down, they attend to the passengers in conjunction with 
the train guanls ; and at some of the stopping places (especially at I^inhill and St. Helen's 
junction, at each of which place an extra man is kept), goods-waggons, when required, are 
left or taken on. 

5. Subjoined are the orders to gatemen as to closing their gates.— At Wavertree Lane, 
Broad Green, and Patricroft, the passing along the public high road is occasionally so con- 
tinuous that a special order seemed to the Directors desirable for those gates. 

Copy of General Orders to Gatekeepers. 

The gatekeepers shall keep the gates across the public high roads constantly closed, except 
when they must necessarily be opcnied to permit carriages or cattle to pass across the railway. 
The gatekeepers must be constantly on the look-out, in order to afford complete security both 
to the railway and to the public high road ; and at all times before opening the gates the 
gatekeeper shall ascertain that no engine is approaching on either side, and in the event of 
any engine approaching he shall keep the gates closed till the engine has passed. 

Copy of Special Orders to the Gatekeepers at Wavertree Lane, Broad Green, and Patricroft- 

On the approach of any locomotive engine, the gatekeeper shall ascertain whether any cart 
or carriage, or any cattle or sheep, are on the high road approaching the railway, and if so, 
shall immediately close the gate or gates till tne engine or train has passed ; and if it be 
foggy weather, or dark, or dusk, the gatekeeper shall close both gates across the public high 
road the moment he is aware that an engine is approaching. And the gatekeeper shall close 
and keep close the gates across the public road, in all cases, and at all times when the public 
safety will be in any degree promoted by the gates being closed or kept closed ; and espe- 
cially if on any account the gatekeeper has to leave the gates, if only for one minute, he shall 
without fail, before quitting his post, close both gales across the public high road. 

' 6. Copy of Orders to Gatemen and Policemen. 

That all gatemen and policemen shall be constantly on the look-out, and shall open the 
proper gate when an engine has to pass through. 

That all gatemen and policemen shall render every assistance in their power in case of 
accidents, or in foggy weather. 

That all gatemen shall communicate to the engine-men passing through the gates, verbally, 
or by signs, if caution is required from the engine-man as he proceeds. 

That every gateman shall light his gate-lamp at dusk, and shall have his hand-lamp con- 
stantly trimmed and burning, and ready to give such signals as may be required. 

That if a coming engine or train be required to stop to take up passengers, a blue light 
must be shown in the gate-lamp, and if the coming engine or train be not required to stop, the 
common white light shall be shown. 

That if a train approaches when a previous train has passed through only a few minutes 
before, the gateman shall signify this circumstance to the engine-man by the waving of his 
hand-lamp to and fro sideways, which means that caution is required ; on which signal all 
engine-men are required to go slowly and keep a good look out. 

But if a gateman, owing to an accident or for any other extraordinary cause, wishes to 
stop an engine which is approaching, he must not only show his red-light, but waive his hand- 
lamp conspicuously vp and down, up to the height of his head and then down to the ground, 
till the engine comes up, and all engtne-men are required to stop on this signal being given. 
And a gateman will be right in making this signal to an approaching engine, if a previous 
engine has passed through his gate only three or four minutes before. 

All policemen and gatemen are required, when a luggage-train approaches their several 
stations, and before she comes up, to go on the line and inspect both sides of the train, to 
asoertain whether any of the loading (particularly bags of cotton) have sUpped so as to over- 
hang the waggon more than when first loaded ; and if such be the case, to make immediate 
signal for the train to stop, in order that the loading may be put right and fastened on again 
before the train proceeds. 

7. Copy of Order to Engine-men. 

Before any train, whether with luggage or coaches, cross a high road on the level, the en- 
gine-man shall blow hb whistle when 200 yards distant, so as to give sufficient notice of his 
approach. 
Should any further information be required the Directors will be happy to afford it, and 

I have, &c. 

Hy. Booth. 
G. R. Porter, Esq., 
&c. &c. 



No. 17. 
SLAMANNAN RAILWAY. 



Appendix. 

ivT 

Returns relating to 
Level Crossings. 

No. 16. 
Liverpool and 
Manchester. 



No. 17. 
Slamannan* 



Sir, 



Glasgow, 5th October, 1841. 

I BEO leave to make the following returns in reply to your letter of the 28th ultimo, 
addressed to me as secretary of this Railway Company, viz. :— 
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No. 18. 

Ballochnejr. 



1. There are no turnpike roads crossed on a level by this railway, bat there are fiv« public 
roads or highways which cross the surEace. 

2. Across one of those highways gates are erected; across other two posts are erected, at 
which ropes are attached, to stretch across as occasion requires ; at the other two no gates 
have as yet been erected, bnt they are made, and about to be put up immediately. 

3. At the roads where the ropes are used, the station keeper attends to one, and the other 
is attended by a policeman at the time of the trains passing. 

4. The station keeper receives 10«., and the policeman 14.?. per week, and attend to the 
crossings at the time of the trains passing. Their other duties are to give out tiekets, and to 
perambulate the railway respectively. 

5. They have no particular instructions, 

6. Further than to see that nothing is about to cross the railway when the trains are 
passing. 

7. The engine-drivers are directed to sound their whistles when approaching a surface* 
crossing. 

I have, &c. 
G. R. Porter, Esq., James Mftchell, Secretary. 

&c. &c. 



Lettbr sent to J. MrreasLL, Esq., in reply to Letters from the Monkland and Kirkintilloch, 
the Ballochney, and Slamannan Railway Companies of the 5th October. 

Sir, Board of Trade, 9th October, 1841. 

With reference to your letters of the 5th October, transmitting returns from the Monk- 
land and Kirkintilloch, Ballochney, and Slamannan Railway Companies, to their Lordships* 
circular relative to level crossiuffs, I am directed, &c., to inform you that their Lordships do 
not consider it necessary to interfere with the existing arrangements upon Ae two former Hnes; 
under the circumstances stated by you, and as long as the speed of locomotive engines is con- 
fined to five miles an hour. With reference to the Slamannan Railway, their Lordships wish 
to know at what speed trains travel. 

I am, &c, 
J. Mitchell, Esq. g. Laiko. 



$Io. 18. 
BALLOCHNEY RAILWAY. 



Sir, 



Glasgow, 5th October, 1841. 
In reference to your circular under date the 2Sth ultimo, addressed to me as secretary 
for this Railway Company, I have to submit the following returns, viz.: — 

1. There are two highways crossed by that portion of the railway traversed by locomotive 
engines on the level ; but both of these roads are very little used. There is not, it is believed, 
one cart per day, on an average, crossing the railway at these points. Upon the other parts 
and branches of this railway there are three turnpike roads ana two highways crossed on the 
level by horse-hauled waggons, at the rate of from two to two and a halfmiles per hour. Upon 
the highways there is very little traffic, a cart being rarely seen passing along them. 

2. Across the turnpike roads and the highways, where the train is dragged by locomotive 
'engines, gates are in course of being erect^ ; but upon the other roads referred to, no prepa- 
ration for their erection has yet been made by the superintendent, who considers that at those 
points there is no necessity for erecting gates, sedng that the traffic, not only upon the roads 
but along the railway, is so very small ; while the little trade that does pass, travels at so low 
a speed, by horses, that it is impossible any accident can happen. Twelve years' operation of 
the railway, during which no accident has occurred at the points of crossing, proves that the 
crossings are quite safe. Besides, the amount of traffic on those branches would not justify the 
•expense of erecting and maintaining gates ; and the rate of speed is less than that on ordioary 
roads which often intersect each other. 

3. There are men stationed at certain of the crossings, and when the gales are completed it 
is intended to place a man permanently at each. 

4. From 12*. to 14*. per week is allowed to each person; they are employed from 10 to 12 
hours, and they have no other duty to perform. 

5 and 6. The persons stationed at the crossings have instructions to attend to the ss^fe pas- 
sage of the trade at these points. When the gales are completed, they will of course receive 
positive instructions to keep them constantly shut, &c. 

7. One engine only travels at the rate of five miles an hour; and, this being the case, any 
particular caution to the engineer is not considered necessary. They have, however, peremp- 
toiT instructions to blow the whistle when approaching the crossing at present 

These arrangements have hitherto prevented accidents ; but in case my Lords are not 
satisfied with them, I humbly request that, befoi*e any alteration be made, an inspection of the 
localities be made by one of the officers of the department. 

I have, &c. 

G. R. Porter, Esq.^ James Mitchell. 

&c. &c. 
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No. 19. 
MONKLAND AND KIRKINTILLOCH RAILWAY. 



Sir, Glasgow, 5th October, 1841. 

In answer to the queries contained in your letter of the 28th ultimo, addressed to me 
as secretary of this Company, I beg to mention — 

1. That this railway crosses one turnpike road and nine parish roads on a level. 

2. Good and sufficient gates are erected at four of these parish roads, and gates are erecting 
at a fifth. These gates are put across the parish roads where the principal traffic is upon the 
parish rood ; and plans are in hand for passing other two parish roads by bridges, the one 
above, the other under the parish road. At the turnpike road one special officer is stationed 
by this Company, and another by the road trustees, whose duty it is to reflate the approach 
or the engines, and to see that all is clear and safe on the turnpike before the engine is allowed 
to cross. This arrangement has appeared to both parties to be the most suitable and safe^ 
from the level and position of the turnpike road. The arrangement has been so successfbl 
that no accident has happened during the course of the 15 years the crossing has been in 
operation. And in case my Lords are not salbfied with this arrangemmxt, I humbly submit 
that the road trustees be heard^ and an inspection of the locality be made by one of the officers 
of the department before any order is issued, as under the 2a and 3d Vict. cap. 45, with the 
terms of which the Company are quite ready to comply, so far as they are concerned. 

3 and 4. The gatekeepers receive 10^. per week and a free house. They Imve no other daty 
to perform but to attend to the gates and prevent trespasses. Their hours vary on dififerent 
parts of the line, as the trade may be, but generally from 12 to 14 hours per day. 

5. Positive instructions are given to each gatekeeper to keep the gates shut across the 
parish road, and never to be opened but by tne gatekeeper to allow carriages to pass across 
the railway ; and the gates are so constructed and placed that when die parish road is open 
the railway is shut, and vice versa, 

6. The instructions given to the gatekeepers are, that they shall ascertain before opening 
any gate that no engine is approaching so near the crossing as to cause any danger ; and that 
if any engme be within one quarter of a mile of any such crossing, the gates are not to be opened 
until such engine has passed. 

7. The instructions to engine-drivers are, that every engine-driver, on approaching the 
crossing of any parish road, or highway, or turnpike road, and when at one quarter of a mile's 
distance from the same, to sound his whistle, and continue to sound until the road so crossed is 

Sassed ; and that on approaching any gate, if the gate is shut across the railway, the engine* 
river is not to approach within lOu yards of the gate until the railway has been opened and 
the parish road properly secured. 

I beg leave to remark that the two other parish roads crossed by this railway, not accounted 
for above, although under the parish trust, are all but unused, from the formation of other 
roads : on some of them there does not pass 50 carts during the year ; and on the others, one 
milk -cart morning and evening is all that crosses the railway. Correctly speaking, they are 
no more than farm roads, although under the parish trust ; imd the farmers and trustees par- 
ticularly request that the Railway Company would not erect gates at these crossings. 

I beg also to observe that, however urgently gates, &c. may be called for, and ought to be 
erected on swift passage or luggage lines, there does not exist that necessity on the Monkland 
and Kirkintillocn Railway, where the speed is regidated not to exceed five miles per hoiu*. 

I have, &G. • 

G. R. Porter, Esq., Jambs Mitchell, Secretary. 

&c. &c. 



AppfNiduu 

IV. 

Retarns reUtin^ t« 

Lovel CfoasuHBi. 

Kirkintilloch. 



No. 20. 
HULL AND SELBY RAILWAY. 



Rsnnm to the queetioiis as to roads, &c., contained in the letter dated the 28th of September, 
1841, addressed from the Railway Department of the Board of Trade, to the Secretary of 
the Hull and SeXby Railway. 
^ 1. No tun^ike road is crossed by the Hull and Selby railway on the level. 

Thirteen township highways are crossed by it on the level, of these one only, viz., (the road 
from Howden to Bubwith), is a stage-coach road, and it has become such only since the open- 
ing of the railway. 

2. At ten out of the above number of thirteen highways, good and sufficient gates are 
erected, which, pursuant to a provision in the Hull and Selby Railway Act (6 Wm. IV. cap. 
80, sec. 70), are so constructed as to shut across the highway when trains are passing on the 
railway, aiKl to shut across the railway ; at all other times leaving the highway open. At the 
three other of the above highways (which are very little used for any other purposes than those 
of agriculture), good and sufficient gates are erected across each end of such highways, at each 
of such crossings, in conformity with the 2d and 3rd Vic. c. 45. The Directors of this railway 
consider the position of the gates as required by the General Act (2 and 3 Vic. c. 45,) the 
preferable one for the safety of passengers, with reference to the traffic on the railway as well 
as that on the highway, but it being a matter of doubt whether a compliance with the require- 
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Appendix. ments of the General Act of 2 and 3 Vic. c. 45, can relieve this Company from the penalties 
— - imposed by their Local Act, (4 Wm. IV. c. 80, § 70,) for non-compliance with its provisions, 

P^^ J .. . they have therefore continued the gates erected iu conformity with their Local Act at the ten 

Leve?(>0Ming8. *»^ frequent crossings. 

jt^Q 20. "^^ following is a copy of the 70th clause of the Hull and Selby Railway Act. 

Hull and Selby. " And be it further enacted, that in all cases in which the said railway shall cross any public 

highway on a level, the said Company shall erect and at all times maintain a good and suffi- 
cient gate on each side of such pubUc highway, where the said railway shall communicate there- 
with, all which gates shall be constantly kept shut by some person to be appointed by the said 
Company, (and which person the said Company are hereby required to appoint,) except during 
the times when carriages passing along the said railway shall have to cross such public high- 
way, and then the same shall be opened for the purpose only of letting such carriages pass 
through ; and the person entrusted with the care of such gate shall cause every such gate to be 
shut as soon as such carriages shall have passed through the same, under the penalty of forty 
shillings for every default therein." 

Between the Company's depdt at the Hull terminus, and the quay of the Humber Dock, 
there is a public highway (not included in the above number of thirteen), now called Railway- 
street, across which rails are laid on the level for the convenience of allowing goods for ship- 
ment to be brought from the depdt upon the rail way- waggons close to the ship's side. No loco- 
motive engine is ever brought across or upon this street. The engines stop at the depdt, and 
the waggons are moved upon the rails from thence to the dock quay by men or a horse. No 
gates are erected across this street as they would be a great public inconvenience in that 
situation, and the danger does not exist there against which gates are intended to be a pro- 
tection. 

3. At ten of the above-mentioned crossings two gatekeepers are stationed at each, who relieve 
each other, and keep watch day and night. At each of the three other crossings (which are 
little frequented), one gatekeeper for each is stationed in conformity with the said Acts. 

4. The gatekeepers receive wages of 16^. a-week; each of them remains on duty twelve 
hours. 

At five of the above-mentioned crossings the gatekeepers are sworn in as railway policemen, 
and attend to the duties of policemen at the stations erected at the said five crossings. 

5. At the three crossings where, as above mentioned, gates have been erected in conformity 
with the provisions of the Act 2 and 3 Vic. c. 45, the gatekeepers have positive instructions 
given them to keep such gates constantly shut across the highways, unless when opened by 
them to allow carriages, &c. to cross the railway; at the ten other crossings, where, as above 
mentioned, gates are continued in conformity with the provisions of the liOcal Act, the gate- 
keepers have positive instructions to keep the gates constantly shut across the railway so as to 
leave the highway open, unless when the gates are opened by them to allow trains to pass 
along the radway. 

6. The gatekeepers have instructions given them to be constantly on the look-out for the 
approach of trains, and to close the gates across the highways when the train is a mile oiT, and 
to close the gates across the railway when the train has passed. They are also instructed to 
light the signal-lamps on the hinge-post of their gates at du^k* and to place it so that the white 
signal shall be exhibited to an approaching train when the gates are closed across the highway, 
and the red signal exhibited when the gates are closed across the railway. 

7. The engine-drivers have instructions to keep a good look-out on approaching crossings, 
and if the gates are not opened for them, they are instructed to shut the steam off, and stop 
before conung to the gates. 



Letter sent to the Hull and Selby Railway Company, in reply to their Letter of the 6th 

October, relative to Level Crossings. 

Sir, Board of Trade, 9th October, J 841 . 

With reference, &c., to your letter of the 6th October, I am directed, &c., to 
inform you that they are of opinion that the provisions of the Greneral Act 2 and 3 Vict. c. 45, 
supersede those of Local Railway Acts, and that the Directors will be perfectly justified in 
keeping the gates shut in the manner which they consider preferable for the public safety. 

I am, &c. 
To the Secretary of the S. Laino. 

Hull and Selby Railway Company. 



No. 21. 
Clarence. 



No. 21. 
CLARENCE RAILWAY. 



wa^ 



1 m How many turnpike-roads and highways are crossed on a level by the Clarence Rail- 
ly? — Five turnpike and eleven highway-roads. 

2. Are good and sufficient gates erected across each end of such turnpikes or highways mt 
each of such crossings, in conformity with the 2 and 3 Vic, c. 45? — Yes. 

3. Are gatekeepers stationed at each of such crossings^ in cohformity with the said Act ? 
•■■• JL es. 
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4. What wages do such gatekeepers receive ? how many hours do they remain on duty ? 
have they any other employment? — ^Ten shillings per week; hours of attendance from 6 a.m. 
to 8 P.M. ; no other employment. 

5. Are positive instructions given to such gatekeepers to keep such gates constantly shut 
across the roads» unless when opened by the gatekeeper to allow carriages, &c„ to cross the 
railway? — Yes. 

6. What other instructions are ^ven to such gatekeepers? — ^To be very vigilant and atten- 
tive to the gates, and instant dismissal would be the result of any neglect. 

7. What instructions are given to engine-drivers as to precautions to oe observed on approach- 
ing crossings ? — ^To slack their speed in taking the crossings, and a fine of 2s. dd. for each 
offence in not doing so. Also to ring their beU before approaching any road crossed by the 
railway, under a fine of 5^. 



No. 22. 
WISHAW AND COLTNESS RAILWAY* 



Sir, 



Appendix. 

Hetums relating; to 
Level Crossings, 

No. 21. 
Clarence. 



Glasgow, October 6, 1841. 

I BBO leave to state, in answer to your circular of the 28th ultimo,— 

1. Hiat the Wishaw and Coltness mil way crosses all turnpikes and highways, either 
above or below, by means of bridges^ with the exception of a parish road, which is crossed upon 
the level. 

2. Gate-pillars have been erected, and gates made to shut across the railway at the above 
highway; but they are now being altered to shut across the highway. 

3. There is a person appointed to the road as gatekeeper. 

4. The wages of such gatekeeper are 14f. per week, with a free house^ and he remains on 
duty from 6 o'clock a.m. to 6 o'dock p.m. 

5. When the gates are erected, positive instructions will be given to the gatekeeper to keep 
such gates constantly shut across the highway, unless when opened by the gatekeeper to allow 
carriages. Sec, to cross the railway, as one half of the trade is carried on by horse-power, and 
tile otner by locomotive engines going at the rate of six miles an hour, and no passengers are 
conveyed afong the railway by steam-power. 

6. The gatdLeeper is instructed to warn pei:3on8 from passing alone the highway when 
engines are coming along the railway, until after the engines have passed. 

7. Engine-men are not to cross the highway at a greater speed than six miles an hour, and 
to sound their whistle upon the approach to the highway. 

I have, &c.. 

Jambs Mitcbbll, 
G. R. Porter, Esq., Secretary to the Company. 

&c. &c. 



No. 22. 

Wishaw and 

Coltness. 



No. 23. 
feHEPFIELD AND ROTHERHAM RAILWAY. 



Sir, 



Sheffield, October 6, 1841. 



The Sheffield and Rotherham Railway does not cross either turnpike or public high- 
way on a level. There are good and substantial gates erected wherever any occupation road 
is crossed. 

At Holmes Station there is an occupation road with gates, under the care of the man who 
attends to the switches, and also issues the tickets there ; he resides in the station-house, and as 
the mail train is early, and the passenger and goods-trains late, he is assisted or relieved during 
the latter part of the day by a walking poHceman, who daily perambulates the line in the 
early part of the day, and assists here in the afternoon and evening. These two men perform 
this work for 18#. per week each, with a suit of clothes each per annum ; and the gatekeeper 
lives rent free. 

Another occupation or road to a field at Brightside, is at the Brightside Station, where the 
gatekeeper is also ticket-clerk, and attends upwards of twelve hours per day for 18^. per week. 
The house is recently built there, and he will reside in it next week. 

These parties have all positive instructions to keep the gates shut, and not to suffer any 
horse or carriage to pass whenever a train is coming in sight on the east side, or within a 
reasonable distance on the west side, (fi*om 200 to 400 yards,) depending 6n the speed which 
the train is coming. The other instructions are, to be particularly careftil and attentive to their 
duties, and at Holmes to the following instructions, which are given to the engine-drivers more 
particularly. 

It is hereby required that all trains from Sheffield downwards shall proceed at such a speed 
that they can be (if required) stopped short of the Holmes crossing. 

And that all trains^rom Rotherham or Masbro* shall proceed at such a rate that they can 
stop short of the Holmes crossing or Masbro* branch points. 

And in all cases where there are meeting-trains at this plac«, the up trains shall stop until 
the dotDfi trains have passed. 

When the Rotherham and the North Midland trains are both approaching the Holmes 
crossing upwards at the same time, the former shall stop, and allow the North Midland to 
pass. 

Q 
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Sheffield and 
Rotherham. 



REPORTS to the COMMITTEE of PRIVY COUNCIL, 



Disobedience of these orders will incur the pain of instant dismissal from the Company*s 
service. 

The above are the rules by which our line is worked, as far as regards the principal cross- 
ings. There is another crossing on the level of an occupation road, where gates are erected 
on both sides of the railway, near Jordan Dam, to which the plate-layers and the walking 
policeman pay attention. 

I am, &c., 
G. R. Porter. Esq., Thomas Pbarsoic. 

&c &c. 



No. 24. 
London and 
Birmingham. 



No. 24. 
LONDON AND BIRMINGHAM RAILWAY. 



No. 25. 
North Midland. 



Report. 



Euston Station, October 6, 1841. 



In conformity with the annexed communications from the Board of Trade which" have 
been referred to me, I have to report that there are ten bye-roads cross the London and Bir- 
mingham Railway, on the level between London and Birmingham, independent of the street 
at the latter place leading into the goods' station. 

Strong-built gates, 6 feet 6 inches in height, are erected across each end of these thorough- 
fores, in conbrmity with the 2 and 3 Vic., c. 45. 

A policeman (or gatekeeper) is constantly stationed at eadi of these crossings, whose duty it 
is to keep the gates closed across the road, in conformity with the Act above named. 

Positive instructions are given to the gatekeepers to this effect, and only to open the gates to 
allow carriages, &c., to cro» the railway. 

The gatekeepers receive 19*. a-week, and their clothes ; they are relieved every tw«lve 
hours, suxl have no other employment. 

The other instructions given to the gatekeepers are, to be constantly on the alert for the 
approach of trains, to allow nothing to cross the railway if a train be in si^ht, to aflford every 
facility to persons in crossing, to signal the passing trains whether the line is dear or otherwise, 
and to prevent persons from trespassing on the line of raSway. 

The instructions given to the engine-drivers are, to proce^ with cantioa on approaching 
crossings, and in hazy weather to use the whistle. 

On the Aylesbury Branch there are three bye-roads which cross the railway on the level. 

Similar gates to those described as being used on the London and Birmingham Raihvay are 
erected across each end of these thoroughfares. 

No engine travels on the Aylesbury Branch between eight o*clock in the evening and seven in 
the morning ; therefore between these hours the gates are shut and locked across the railway, 
to prevent cattle, &c., from straying upon the line. 

A gatekeeper, by day, is placed at two of these crossings^ and at the one adjoining the town 
of Aylesbury, one by day and night. , 

These men, as well as the engine-drivers, have precisely the same instructions as those on 
the London and Birmingham Kailway, and they receive the same wages. 

G. R. Porter, Esq., H. P. Bruyeres, Superintendent. 

&c. &c. 

No. 25. 
NORTH MIDLAND RAILWAY. 

Sir, Secretary's Office, Derby, October 8, 1841. 

I BEO to acknowledge the receipt of your favour of the 28th September, containing the 
following questions, which have received the special attention of the Directors of the North 
Midland Railway Company in reply. I beg to hand you the subjomed answers thereto. 

1. How many turnpike-roads and highways are crossed on a level by the North Midland 
Railway ?— There are no turnpike-roads crowed on the level, and only gne highway, and that 
one is very little used by the public 

2. Are good and sufficient gates erected across each end of such turnpikes or highways at 
each of such crossings, in conformity with the 2 and 3 Vic., c 45? — Grood and suffioent gates 
are erected across this highway, at the place of crossih^. 

3. Are gatekeepers stationai at each of such crossuigs in conformity with the said Act ? — 
Yes. 

4. What wages do such gatekeepers receive? How many hours do they remain <m duty ? 
Have they any other employment? — Nineteen shillings pw week; eonstantfy, night and day, 
having a house to live in; and have no other employment 

5. Are positive instructions giv^i to such gatekeepers to keep auch gates constantly shut 
across the roads, unless when opened by the gatekeeper to allow carriages, &c., to cross the 
railway? — Yes. 

6. What other instructions are given to such gatekeepers ? — ^That they are responsible for the 
proper condition of the fixed signsus by day and night, which are attached to the gates. 

7. What instructions are given to engine-drivers as to precautions to be observed on iqiproacfa* 
ing crossings ? — Their attention is called to the fact that a red light or red board shows that 
the gate is shut across the line, and a white light that it is shut across the road. 

I am, &c, 
G. R. Porter, Esq., H. Pattesok, Secretanr. 

&c. &c. 
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No. 26. 

MANCHESTER AND LEEDS RAILWAY. 

Answers. 

Octobers, 1841. 
Two highways are crossed on a level. 



Sir, 

1. Thkre are no turnpike-roads crossed on a level. 

2 and 3. The Acts 2 and 3 Vic. have been complied with. 

4. Gatekeepers' wages vary according to circumstances, as do the number of hours they 
are at their posts. They have no other duties. 

5. Yes. • 

6. To prevent trespass, and look out and repeat night-signals, for which purposes they are 
provided with rockets and blue lights. 

7. To keep a good look-out, and stop, if doubtful of the road being clear. 

G. R. Porter, Esq.; John Jellicorse, Secretary. 

&c. &c 
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No. 27. 
NORTH UNION RAILWAY. 



Sir, 



Preston, October 9, 1841. 

In compliance with your letter of the 28th September, intimating the request of the 
Lords of the Committee of Privy G)uncil for Trade for returns to seven questions stated 
therein ; referring to the same in tfieir order, I am desired to state in answer to the — > 

1. Two turnpike- roads and six highways are crossed on a level. 

2. There are good and sufficient gates erected across each end of such turnpikes or highways 
at such crossings. 

3. There are gatekeepers stationed at such gates at such crossings. 

4. The wages are 25*. per week, (two excepted, whose wages are 18*. ;) they live generally 
in lodges on the premises, and open the gates, if required, at night as well as day ; they also 
attend trains in passing. 

5. Positive instructions have always been given to keep the gates constantly shut, unless 
when opened to allow carriages, &c., to cross the railway. 

6. Other instructions are comprised in the bye-laws and rules and regulations of the Com- 
pany, which have been approved by the Board of Trade, and besides which they are repeatedly 
enjoined to be careful, vigilant, and attentive to prevent accidents of any kind, whether 
instructed or not. 

7. To keep a good look-out on approaching any of the sidings, crossings, or stations, where 
either passengers, goods, or coals are received, in order that they may be in readiness to stop 
in time in the event of anything being in the way, and making it necessary to do so. 

Verbal instructions have been repeatedly given to use the whistle freely on all occasions ; 
and the same subject forms part of new instructions now in the press. 

I have, &c. 
G. R Porter, Esq., James Chapman, Secretary. 

&c. &c. 



No. 28. 
LEEDS AND SELBY RAILWAY. 



Replies to the Queries addressed by the Railway Department, Board of Trade, to the 

Secretary of the Leeds and Selby Railway. 

1. The Leeds and Selby Railway crosses four turnpikes or highways on a level. 

2. Good smd sufficient gates are erected across the said turnpikes or highways at each end, 
in conformity with the recited Act. 

3. Gate-bouses are built, and gatekeepers stationed at each of those crossings. 

4. The gatekeepers have their houses rent-free; three of them have 15*. each per week, 
and one has 12*. per week, with no other employment, except one at the turnpike near the 
Selby Dep6t, who has to attend some points; but he is provided with a youth to assist him. 

5. Positive instructions are given to those gatekeepers to keep their gates constantly shut 
across the roads duringthe time they are on duty, unl^ when opened to allow carriages, &c., 
to cross the railway. The time they are off duty, viz., from 8 J p.m. to 2^ a.m., there being no 
trains passing, the gates are shut across the railway. 

6. Instructions are ffiven to the gatekeepers to show a red light to the ena;ines to stop them 
if necessary when anything prevents the gates being shut, and during the night to show a bright 
light when all is clear for them to proce^i. 

7- The engine-drivers are strictly ordered not to pass any gateway or crossing of roads 
(turnpike or highway) until the gateman has given the proper signal; and in all cases to bring 
up if the red flag or light is exhibited. That in case they have to pass m the night from 
8^ p.m. to 2^ A.M. they are to stop the engine, and the fireman is to open the gates and shut 
them across the highway, unless the gateman is up, and exhibits the bright light. 

Q2 
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REPORTS loathe COMMITTEE of PRIVY COUNCIL, 



Selby, October 9, 1841. 

IV. The foregoing are the answers to the questions sent to me on behalf of the York and 

Returns reiating^ to North Midland Kailway Company, who, having leased the Leeds and Selby Railway, have 
Level Crossings, the management of it vested in them. 

Leeds and Selby. G. R. Porter, Esq., 
^ &c. &c. 



Peter Clarke, Superintendent. 



No. 29. 
Grand Junction, 



No. 29. 
GRAND JUNCTION RAILWAY, 



Sir, 



Grand Junction Rsulway OflSce, 

Liverpool, October 7, 1841. 

I HAVE to acknowledge the receipt of your letter under date the 28th ultimo. In 
accordance with the request of the Lords of the Committee of Privy Council for Trade, I am 
desired by the Directors of the Grand Junction Railway to furnish you with the information 
required :— 

1. No turnpike-roads are crossed on a level by the Grand Junction Railway Company. 
Nine highways are thus crossed. 

2. Good and suflScient gates are erected across all such surface crossings. 

3. Gatekeepers are stationed at all such highways, as required by the Act 

4. The wages these men receive vary from 12^. to 20^. a-week ; none are on duty more 
than 12 hours. At only one highway nas the gatekeeper any oUier employment, viz., at 
Jockey-lane, and his duties there embrace the charge of the " points." 

5. rositive instructions are given to such gatekeepers to keep such gates constantly shut 
across the roads, unless when opened by the gatekeepers to allow carriages, &c., to cross the 
railway. 

6. The following are the other instructions given to gate-keepers : — 

*' XXXIV. — ^All gatemen and policemen shall be constantly on the look-out, and shall 
open the proper gate when an engine has to pass through^ and render every assistance 
in their power in case of accident or in foggy weather. 

'' XXXV. — ^All gatemen shall communicate to the engineman passing through the gates 
verbally, or by signals, if caution is required from the engineman as he proceeds. 

** XXXVI. — ^Every gateman shall light his gate-lamp at dusk, and shall have his hand- 
lamp constantly trimmed and burning, and ready to give such signals as may be 
required. 

'^ XXXVI II. — If a gateman, owinp^ to an accident, or from any other extraordinary 
cause, wishes to stop an engine which is approaching, he must not only show his red 
light, but waive his hand-lamp conspicuously up and down, and till the engine comes 
up ; and all enginemen are required to stop on this signal being given ; and a gateman 
must make this signal to an approaching engine, if a previous engine has passed through 
his gate only three or four minutes before. 

" XXXIX. — ^AU policemen and gatemen are required, when a luggage-train approaches 
their several stations, and before it comes up, to go on the line, and inspect both sides 
of the train, to ascertain whether any of the loading (particularly b^ of cotton) has 
slipped, so as to overhang the waggon more than when first loadd ; imd if such be the 
case, to make immediate signal for the train to stop, in order that the loading may be 
put right, and fastened on again before the train proceeds. 

^' XL. — ^Policemen, gatemen, and all other servants of the Company, as also the plate- 
layers and workmen employed on the line, are ordered to report the names of engiuemen 
who may disregard their signals." 

7. *' All enginemen are required to give one loud whistle as they pass Platt*s Bridge in 
coming down Whiston inclined plane, and when approaching road crossings on the level, par- 
ticularly at Rainhill-gate and at Wavertree-lauQ," 

I have only to add that great caution is enjoined, and implicit attention required to all 
orders and regulations affecting crossings on the level. 

I have, &c. 
G. R. Porter, Esq., Mark Huish, Secretary. 

&c. &c. 



No. 30. 

Stockton and 

Darlington. 



Sir, 



No. 30. 
STOCKTON AND DARLINGTON RAILWAY. 

Darlington, Octobei- 9, 1841. 



1. Twenty-two turnpike-roads or highways are crossed on the level, viz., 5 turnpikes and 
17 township highways. 

2. Grates in conformity with the Act are erected across each end of such turnpikes and high- 
ways, and no complsdnts have been made of insufficiency. 

3. Gatekeepers are stationed at each of such crossings with the exception of Lands, Even- 
wood, Coatham-lane, and Whessoe-lane; these are roads very little frequented, and almost 
useless. 
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4. The wages of the gatekeepers who attend day and night are 21«. per week ; those for 
days only average about 14^. per week. 

The greater part are constantly on duty njght and day^ from Monday morning till after the 
enginea cease leading on Saturday night. Tne day-men^ four in number, only attend from 
six in the morning till eight at night; these four men are! placed where there is little or no 
traffic. No passenger-trains travel between the hours of eight in the evening and seven in the 
morning. One man is employed breaking stones occasionally; another works at the trade of 
a shoemaker ; the remamder give their whole attention to the gates. 

5. The Directors gave positive instructions that the gates should be kept constandy shut 
across the roads, unless when opened by the gatekeeper to allow carriages, &c., to cross the 
railway ; but the magistrates have insisted mat the gates should be kept open at all times 
except when an engine is within 200 yards of the highway, when they are to be closed until it 
be passed. The gatekeepers are now acting in conformity with this direction, the magistrates 
having threatened to summons the ratekeepers if this order wais not strictly attended to. 

6. To watch the speed of the engines, and to report any infringement of the bye-laws ; to 
prevent all persons, except those employed by the Company, from walking along the line; 
and to secure all cattle that may be found straying on the railway. Not to leave meir gates^ 
under any pretence whatever^ without the knowledge and sanction of the superintendent of 
police^ who always, in case of absence, provides a substitute ; and to watch that the signals be 
given by enginemen at a post marked at a proper distance from the road be strictly attended 
to, and carefully attend that all signals be observed for the protection of the public. 

7. The enginemen have orders to moders^te their speed on approaching crossings, mvariably 
to ring their bells or blow their whistles, notice boards being placed at proper distances, and to 
keep a sharp look-out on the gates, gatekeepers, and signals. 

The principal traffic on this railway is mineral. Strict orders are given to the drivers not to 
exceed eight miles per hour, and in crossing highways five miles only. 

Signed by order of the Committee of Management, 
G. R. Porter, Esq., Samubl Barnard, Seci^ptary. 

&c &c. 
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No. 31. 
LONDON AND CROYDON RAILWAY. 

1. How many turnpike roads and highways are crossed on a level by the London and 
Croydon Railway ? — ^Tnere were originally three, one of which (on Penge dommon) has been 
carried under the railway by means of an archway, agreeably to the provisions of a clause in 
this Company's Act of Parliament psissed in the session of 1840; and the Directors in the 
autumn of that year turned their attention to the diversion of one other of these highways near 
Norwood (Jolly Sailor station), to avoid the crossing of the railway at that part ; but they were 
opposed in their plan for effecting that diversion by the Board of Highways at Croydon, in 
TOose district it lies. Since the accidents on the North Union and Bristol and Exeter Railways, 
the Directors have renewed their application to the Board of Highways, and they have like- 
wise instructed their engineer to prepare a plan, and take other measures for the diversion of 
the highway at the other crossing^ near Sydenham Hill (Dartmouth Arms station), with the 
intention of avoiding that also. 

2. Are good and sufficient gates erected across each end of such turnpikes or highways at 
each of sudi crossings in conformity with the 2nd and 3rd Victoria, cap. 45 ? — Yes. 

3. Are gatekeepers stationed at each of such crossings in conformity with the said Act? — 
Yes. 

4. What wages do such gatekeepers receive ? How many hours do they remain on duty ? 
Have they any other employment ? — ^The pay of gatekeepers is 20^. per week, with a deduc- 
tion of \s, per week for the sick-fund. ji. They are on duty from half-past seven in the morning 
imtil the last train has run, which may be considered as 10 o'clock, or nearly so, in summer, 
and nine o'clock in the winter. The gatekeepers are police constables, and are employed on 
alternate days at the gates, and attending to the traffic on the stations adjoining. 

5. Are positive instructions given to such gatekeepers to keep such gates constandy shut across 
the roads, unless when opened by the gatekeeper to allow carriages, &c. to cross the railway ? 
— Positive instructions are siven to keep the gates closed across the roads, excepting to allow 
carriages to pass through when it is known that no engine is about to pass, and then only for 
the time necessary to allow the carriage or passenger to cross. 

6. What other instructions are given to such gatekeepers? — ^They are fully instructed in the 
necessary caution, and well trained in the signals of the railway, and show both by day and 
night the proper signals of "all right," or of "obstruction," according to the state of the 
gates. 

7. What instructions are given to engine-drivers as to precautions to be observed on 
approaching crossings? — Engine-drivers have no particular cautions in reference to level 
crossings, beyond the general duty of cautiousness, and looking out for signals. Each gate is 
provided with a large red disc winch is exhibited in the midcfie when closed across the line, 
and a red light is similarly shown at n,ight when the gate is closed, and turns with the gate, so 
that no mistake can arise. The two level crossings are situated close to stations at which the 
trains almost invariably stop, and in approaching which the engine-men whistle. 

G. R. Porter, Esq., R. S. Yocng, Secretary. 

&c« &c. 
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London end 
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Letter sent to W. Edwards, Esq., Chairman of the Board of Highways, Croydon, relative 
to the Level Crossing at the Jolly Sailor Station. 

Sir, Board of Trade, October 14, 1841. 

The Directors of the London and Croydon Railway Company having represented to the 
Lords, &c., that they are anxious to avoid the level crossing of the highway near the Jolly 
Sailor station by carrying the road under the railway, and that they have applied to the Board 
of Highways at Croydon for that purpose, I am directed by their Lordships to state tfiat it 
appears to them highly desirable for the public safety that this object should be effected. 

I am, &c. 
W. Edwards, Esq. S. Laikg. 



London and Croydon Railway Company, 
Sir, , 205, Tooley Street, Oct. 19, 1841. 

I HAVE received a letter from the Board of Highways at Croydon, from whidi it 
appears that some misapprehension must have arisen in the minds of the Board of Trade in 
respect to the method proposed by the Directors of this Company of diverting the highway 
near the Jolly Sailor station at Norwood, where the London and Croydon Railway crosses the 
said highway. 

In order to present the Board of Trade with a dearer view of the intention of the Directors 
of the Croydon Company, I have herewith transmitted the plan which was presented last 
autumn to the Board di Highways for their sanction. 

In this plan the road marked '* to Penge,*' is already an excellent road which leads over 
the railway bridge, and by continuing whicn along the proposed ''new road,*' coloured brown, 
into the present road which crosses the railway, that crossing would be avoided. The roads 
with dotted lines marked " proposed road," were suggested by a member of the Board of 
Highways (not officially), as an improvement upon the plan of the Directors ; and to that road 
which is substituted for the road coloured brown the Direct(»« see no objection ; but that 
which appears to them a useless deviation from the road already constructed they cannot con- 
sent to make, because part of it passes through a brick and tile- field in full work, and the other 
part through a gentleman s garden-ground, and would consequently involve very considerable, 
and, as they conceive, unnecessary cost. 

I beg permission also to enclose (with the plan) a paper conveying the sentiments of the 
highly respectable individuals whose signatures it bears, and who are the principal persons 
usually travelling the road in their carriages, as to the eligibility of the plan submitted here- 
with, to which the obs^yations contained in that paper apply* 

I am, &c., 
G. R. Porter, Esq., G. S. Young, Secretary. 

&c. &c 

To the Directors of the London and Croydon Railway Company. 
Gentlemen, 

We, the undersigned, beg to represent that we are well acquainted with, and frequently 
pass along, the highway leading from Woodside to Norwood, and which crosses the Croydoa 
Railway on a level near the *' JoUy Sailor*' public house. That we have heard that you are 
willing, at your own cost, to alter and divert such highway in a northerly direction across the 
adjacent land into the road leading to the bridge already erected over the railway ; so that the 
tr^c would pass over such bridge instead of crossing the railway on a level. That we, indi- 
vidually, should much prefer travelling the additional distance which this alteration would 
occasion to the delay which we are unavoidably subjected to if we happen to arrive at the 
crossing just as the trains are about to pass, and to the disagreeable sensation we at all times 
experience when our horses and carriages pass over the train-plates of the railway ; and we are 
decidedly of opinion that the convenience and comfort of the public, whether travelling by the 
railway or by the highway in question, would be greatly enhanced if the highway were diverted 
in the manner proposed by you. 
November, 1840. 



rSigned) 
W. Cantuar. 
Eldon, Shirley. 

Henry Philipps, Woodvale, Norwood. 
S. F. Maubert, Norwood. 
John Boyd, Norwood. 
Fked. a. Lemann, Norwood. 
A. Hay, Croydon Common. 
John Brothers, Norwood. 
John Dixon, Norwood. 
Ar. Anderson. 
Charles Reynolds. 
Nath. Harden, Norwood. 
Edmund Harden, Curate, Norwood. 
James Fielding, Norwood. 
Thomas G. Kj^app, Norwood. 
Charles Bingham, Norwood. 
Henry F. Wollaston, Norwood. 
Edward Cole, Croydon Common. 
Diana H. Williams, Norwood. 



Henry Lee, Weston Hill, Norwood. 

G. D. Sewkll, Weston Hill, Norwood. 

J. H. Rowland, Norwood. 

John Getting, Norwood. 

P. Store, Weston Hill, Norwood, 

Thomas S. Carter, Ballards. 

W. Tayxor, Croydon. 

J. W. Sutherland, Croydon. 

Henry Lindsay-, Vicarage, Croydon. 

G. W. Matthew,! Churchwardens 

John Keates, J of Croydon. 

James Cox, Croydon. 

John Weller, Warden of St. 

James's, Croydon. 
William Dixon, Norwood. 
Chas. Harrington, Blind Conner. 
Thos. Powell, Woodside Green. 
Hewitt Davis, SpringPferk. 
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Lbttbr sent to W. Edwards, Esq./Chairman of the Board of Highways, Croydon, relative to 
the Level Crossing at the Jolly Sailor Station on the London and Croydon Railway. 

Sia, October 19, 184L 

With reference to my letter of the 14th October, I am directed, &c, to inform you 
that their Lordships were led to believe, from the communication made to them by the 
Directors of the London and Croydon Railway Company, relative to the level crossing at the 
Jolly Sailor station, that it was the wish of the Company to avoid the crossing by carrying the 
road under the rculway, but it has been since explained to them that this is not the case, and 
that the proposal of the Directors was to divert the road so as to carry it over the railway by a 
bridffo already in existence. 

Their Lordslups do not wish to offer any opinion respecting the arrangement which ought 
to be made between the Railway Company and the Board of Surveyors, but merely to express 
their opinion that it is very desirable that if possible some amicable agreement should be come 
to by the parties by whicn the level crossing in question may be avoided. 

W. Edwards, Esq., I am, &c. 

&c. &c S. Laino. 

In reply to Letter from this Office of the 19th instant, relative to the Level Crossing at 
the JoUy Sailor Station of the Croydon Railway. 

Sir, Croydon, October 23, 1841. 

The Board of Surveyors of the Highways of the parish of Croydon beg to acknow- 
ledge the honour of your communication of the 19th instant from the Lords of the Committee 
of Privy Council for Trade, relative to the level crossing of the public highway at the railway 
JoUv SblWov station. 

Ine Board of Surveyors avail themselves of their first meetinc^ to lav before their Lordships 
the state of the case with regard to this road ; they trust they shaU be able to convince the Com- 
mittee that it is perfectly practicable to carry the parish road under the railway, and Uiere- 
fore altogether unnecessary to create a deviation by which, in order to advance 540 feet, th^ 
must travel 1830 feet, with gradients so considerable as to much increase the distance ; add to 
this the new part of the road will entail an additional perpetual expense upon the parish for 
repairs, when it is remembered that this new line, whatever it may be, is to last as long as 
Croydon itself. The Board feel that nothing could justify them in accepting the proposed 
deviation but the impossibility of executing the more direct Une. 

I am, &c, 
S. Laing, Esq., (Signed by order of the Board) 

&c. &c J. W. Edwards, Chairman. 

With Copy of a Letter to the Chairman of the Board of Highways, Croydon, relative to the 

Road at the Jolly Sailor Station, &c 

London and Croydon Railway Company, 
Sir, 205, Tooley Street, Nov. 6, 1841 . 

1 BBO leave to return herewith the original plan of the projected deviation of the road 
for the purpose of avoiding the crossing of the Croydon Railway by the high road near the 
Jolly Sailor station, and a copy of the recommendation with the signatures thereto which 
accompanied it. 

I take the liberty at the same time to furnish you with the copy of a letter addressed to the 
chairman of the Board of Surveyors of the paridi of Croydon, m which the Directors of this 
Company have made an offer, whereby the Board of Surveyors will be enabled to accomplish 
the object desired, both by the Lords of the Committee of Privy Coimcil for Trade and the 
Directors of the Croydon Railway Company, in the manner most agreeable to themselves. 
G. R. Porter, Esq., I am, &c., 

&c &c. R, S. Young, Secretary. 

Copt of Letter from the Croydon Railway Company to the Chairman of the Board of Sur- 
veyors of the Parish of Croydon, relative to taking the Turnpike Road under the Railway 
at the Jolly Sailor Station. 

London and Croydon Railway Company, 
Sir, 205, Tooley Street, Nov. 3, 1841. 

I AM favoured with vour letter of the 23rd October, in which you were so obliging as 
to enclose copies of Mr. Laing's letter of the 19th, and your reply thereto dated the 23rd 
ultimo, all of which have been laid before the Board ; and! am instructed by the EKrectors of 
this Company to acquaint you for the information of the Board of Surveyors of the parish of 
Croydon, that as they appear to be unwilling to accede to the proposal made by this Company, 
in accordance with the wishes of the Board of Trade, to avoid the crossing at the Jolly Sailor, 
and as the only objection which the Directors of this Company have to the plan suggested by 
your Board of carrying the road under the railway is the additional expense to be incurred 
by that method, the Directors are prepared to place at the disposal of the Board of Surveyors 
the sum of 1000/., upon receiving a guarantee from them that they will complete the works 
necessary for carrying the highway under the railway as they propose ; it beinff expressly 
understood that all those works in any manner connected with tne railway shall be planned 
and executed under the orders, and to the entire satisfaction, of the resident engineer of the 
Croydon Railway Company. 

J. W. Edwards, Esq., 
&a &c. 
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I am, &c., 
R. S. Young, Secretary. 
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RetuHM leiatinff to London and Croydon Railway Company, 

Lerd Crofiinpn Sia, 205, Tooley Street, Not. 17, 1841. 

^^ With the letter which I had the honour to addiesB to you on -the €tk infant, acdom- 

rJ^don and pnninng a plan of the projected deviation of the road near the Mkj Sailor, for the purpose of 

. Croyilem avoiding the crossing of the railway by Ae highwav. I endetad a copy of my letter to the 

chairman of the Board of Surveyors of the p«u4sn of Uffp|idatt. 

I now take the liberty of eommunicating te yon the answer ta rtfiat Jaiter •(oopted below), 
in order that the Lords of the Commiltee of Privy Council for Tnde may kaMW all the fats 
of the case before them. 

G. R. Porter, Esq., ! have, fcc, 

Ac. fte. *. S. YoowG, Secretary. 

(Copy.) 
Sir, Croydon, November 6, 1841. 

Your letter of the Srd instant, containing ppopesals that the surveyors of the Board Qi 
Highways of this pariah should undertake te make the tuatBeLilider the nukoad at the Jolly 
SaiK)r station at Norwood, upon receiving from (he London and Croydon Railway Company 
the sum of 1000/. towards the cost of it, is a proposition that cannot upon any principle or 
reason be entertained for a moment. 

At the same time the Board consider the making of the timnel by ^our Company is tbe 
only method of insuring the satisfaction of the parishioners and the pubhc, and they earnestly 
hope that the work will be proceeded with as the be^ mode of avoiding the danger inoidetUal 
to the crossing in question. ^ 

I am, &C, 
R. S. Young, Esq., (Signed by order of the Board) 

ftc. &:c. J. W. Edwards^ Chairman. 

Letter sent to the London and Croydon Railway Company, in reply to their Letter of the 
17th November, enclosing Copy of a Letter from the Chairman of the Board of Surveyors 
of the Parisb of Croydon, relative to the Level Crossing at the Jolly Sailor Station. 

Sir, Novend)er I9i, IMl. 

With reference to your letter of the 17th November, enclosing a copy of a letter from 
the chairman of tbe Board of Surveyors of the parish of Croydon, I am directed, &c., to stale 
that their Lordships do not wish to express any opinion upon the question in dispute between 
the Company and the surveyors, which does not fall wilbift their Lonlships' province to investi- 
gate ; but they regret exceedingly that it has net been found possible to arrive at an under- 
standing for effecting an ol^ect so desicable for the public safety as the removal of the level 
crossing in question. 

The Secretary of the I am, &c., 

London and Croydon Railway Company. S, Laino. 



No. 32. Nio. 32. 

London and LONDON AND BRIGHTON RAILWAY. 

10, Angelncourt, llirogmortmi-street, 
Sir, Odtober 12, 1841. 

I BBO to hand you, for the mformation of the Lords of the Committee of Privy Council 
for Trade, the replies to the several questions contained in your communication of 28th ult. 

1. There is no turnpike road crossed on a level by the London and Brighton. Railway, but 
there are four roads on the main line, and one on the Shoreham Branch Railway open to the 
puUic that are crossed on a level, namely, the first is a parish road at the Stoats Nest Station, 
at 14} miles from London, in the parish of Coulsden, and is covered with ^wA road material; 
the second and third are two roads in the parish of Uorley, one on each side of the station, at 
25 J miles from London ; they are green lanes, and there is no appearance of any hard road 
material ever having been put upon them ; and previous to the commencement of the works 
of the railway at this place, they appear to have been very seldom used : the fourth and last 
on the main line is a green lane at 27^ miles from London, at the boundary of tlie counties 
of Surrey and Sussex; there is no appearance of any hard road material ever having been put 
upon it^ but it is nevertheless more used than the two last-mentioned roads. The crossing on 
the level on the Slioreham Branch Railway is just halfway between Brighton and Shoreham, 
in Pdrtslade parish, and is a parish road but little used. 

2. Good and sufficient gates are erected across each end of the aforesaid roads, in confor- 
mity with the 2 and 3 Vic. c. 45, and herewith is sent a drawing of the gate as erected. 

Jvbitf. — On one of each of the gates on each side of the road is fixed a lamp at night, with 
red and white glasses. When the grates are shut across the public road, the lamps show red 
lights to the public road, and white Tights each way to the rauway, thereby showing that the 
public road is closed, and that the railway is all clear. On the contrary, when the gates are 
closed across the railway, ihe lamps show red light to the railway each way, and wmte lights 
to the public road, thereby showing that the railway is closed, and that the public road is 
open. In the day-time each pair of gates have large semicircular discs fixed oa both sides 
thereof, painted a bright red, and when the gates are shut across the railway, these discs 
present to tbe milway, each way, a large red circular disc four feet in diameter. 

3. At every erossing policemen are stationed during the day and night. 
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4. The day policemen go on duty at 8 o^clock a.m., and remain until 9 o'clock p.m. The 
night policemen go on duty at 9 o'clock p.m., and remain until 8 o'clock a.m. The wages of 
these gatekeepers are from 20^. to 23^. per week, and they have no other employment. 

5. , rositive instructions are given to the gatekeepers to keep the gates constantly shut across 
the roads, fmless opened to allow carriages, &c. to cross the railway. 

6. Constant watchfulness and attention. 

7* The instructions to the engine-driver are, that when the white lights are shown to the 
railway, or the gates are open across it, he is to go on ; but when the red lights are shown to 
the railway, or when the gates are shut across it, and the red discs are presented to the rail- 
way each way, he is to stop the engine until the white lights are shown, or the gates open 
across the railway and shut to the public road. 

I have, &c. 
G. R. Porter, Esq., Thomas Wood, Secretary. 

&c. &c. 

No. 33. 
BIRMINGHAM AND GLOUCESTER RAILWAY. 

In reply to Circular from this Office of the 28th September, relative to Level Crossings. 

1. How many turnpike roads and highways are crossed on a level by the Birmingham 
and Gloucester Railway? — Sixteen ; none of which are turnpikes. 

2. Are good and sufficient gates erected across each end of such turnpikes or highways at 
each of such crossings in conformity with the 2 and 3 Vic. c. 457 — ^There are gates which are 
believed to be in conformity with this Act. 

3. Are gatekeepers stationed at each of such crossings in conformity with the said Act ? — ^Yes. 

4. What wages do such gatekeepers receive? — 7s. to 18^. per week. How many hours do 
they remain on duty ? — Have houses, and are always on duty. Have they any other employ- 
ment? — Three solely occupied with the gates; thirteen have other duties not incompatible 
with their attention to the gates. 

5. Are positive instructions given to such gatekeepers to keep such gates constantly shut 
across the roads, unless when opened by the gatekeeper to allow carriages^ &c. to cross the 
railway ? — Yes. 

6. — What other instructions are given to such gatekeepers? — See printed book, p. 17. 

7. What instructions are given to engine-drivers as to precautions to be observed on 
approaching crossings ? — To look out for red signal or auy obstruction. 

G. R. Porter, Esq., George Kino, Secretary. 

&c. &c. 
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No, 34. 
ARDROSSAN RAILWAY. 



Sir, 



October 11, 1841. 



No. 33. 

Birmingham and 

Gloucester. 



In answering to the requisition made by the Board of Trade, of date the 28th ult., I 
beg to send you the following return : — 

1. The main line of railway on which alone locomotive power is used, crosses one turnpike 
on the level, but a new line is in progress by which the road will be carried over the railway. 
It crosses also three parish roads, but operations are now in progress for deviating two of 
these, which will be finished in a few weeks, and the crossings effected by bridges, one below, 
the other over the railway. It also crosses two occupation roads or lanes, for both of which 
the Railway Company are preparing foot-bridges over the railway, so as to confine the crossing 
to carts, carriages, &c., the passage of which is very infrequent 

2. There are good and sufficient gates erected at. each of the crossings, that are to be per- 
manent. One set of gates is, in conformity with an especial provision in the Company's statute, 
kept shut across the railway except when trains approach, when they are opened from the 
railway and shut across tlie road. The others are adso in terms of the Company's Act, kept 
shut across the road, except when they require to be opened for the passage of carts, car- 
riages, &c. 

3. Gatekeepers are stationed at each of these crossings, and policemen are stationed at the 
temporary crossings, which are in progress of being shut up. 

4. They receive 12^. per week, and a suit of clothes annually. They remain from twelve 
to fourteen hours daily on duty. They have no other employment. 

5. Instructions are given to the keeper of the set of gates first above-mentioned, to keep 
them always shut across the railway, except when trains are approaching ; when they are 
opened up and shut across the road. And to the others the instructions noted in No. 5 of the 
requisition are given. 

6. The other instructions given to each gatekeeper and policeman are to keep their 
respective crossings at all times clear for the passage of the trains; and in the event of any 
obstruction arising which would have a tendency to impede the passage of the trains, to hoist 
their red signals in place of the white ones which are exhibited when all is clear. 

7. The instructions given to the engine-men are to keep a look-out for the signal flags or 
lights at these crossings, and regulate his motions thereby. The three permanent crossings 
being all within 200 yards of Saltcoats Station, where all the trains stop, the speed across any 
of them is never above six or eight miles an hour. 

I have, &c., 
G. R. Porter, Esq., James Moffat, 

&c. &c. Secretary and Superintendent^ 



No. 34. 
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No. 35. 
Preston and Wyre. 



No. 36. 
Llanelly. 



Letter sent to the Aidrossan Railway Company relative to shutting the Gates ^rossthe 

Road instead of across the Railway, 

Sir, Board of Trade, October 1 1, 184 1 . 

With reference &c., I am directed &c. to observe that their Lordships consider that the 
provisions of the General Act 2 and 3 Vict. c. 45, supersede those of Local Acts»and therefore 
that the directors will be quite justified in keeping the gates at all level crossings closed across 
the road, instead of across the railway, if they consider the former practice more conducive to 
the public safety. 

I am, &c.. 
To the Secretary of the Ardrossan S. Latng. 

Railway Company. 

A similar letter was written on the 15th October to the Preston and Wyre Railway 
Company. 

No. 35. 

PRESTON AND WFRE RAILWAY. 

1. Nine. 

2. Yes, the gates are of oak, and of suflScient length to close or shut oflF the highway from 
the' railway at the time of any train passing. They are four feet high, and surmounted with 
iron spikes through their whole length. 

3. A gatekeeper is stationed at each gate. 

4w The gatekeepers* wages are 12«. per week, and they are on duty from seven in the mom^ 
ing till eight at night in summer, and from seven in the morning till six or half-past in the 
evening during winter. They have no other employment. 

5. I'he Acts of this Company specially require that the gates should be kept constantly 
closed across the railway, except during the passing of the trains, and the gatekeepers accord- 
ingly have instructions to shut them across the hi^way a few minutes before the passing of 
the trains, and to restore them to their previous state (shut across the railway) immedietely 
after the trains have passed ; which latter is strictly enforced by the neighbouring inhabitants. 

6. They are ordered on pain of dismissal never to leave their gates during their hours of 
duty, and on no account to allow any person or carriage to cross the line after a train is in 
sight. They are also furnished with three flags (red, wmte, and green) to make signals to the 
drivers of the trains, and likewise with a revolving and coloured signal lamp for the same 
purpose, with which they are to give a signal to every train. i^*-^ 

7. The engine-driver is ordered to pay particular attention to the signals displayed by the 
gateman, and in case of no signal being shown by them, to stop his train before arriving at 
the gates. Each gate has also screwed upon the top bar a large round piece of wood, painted 
red, which is visible for about a mile, and informs the driver in the day-time of the exact 
position of the gates. 

No. 36. 
LLANELLY RAILWAY AND DOCK. 



Sir, 



Old Broad-street, London, October 14, 1841. 



In reference to your circular of the 28th ult., which has been forwarded to London 
by our superintendent at Llanelly, to whom it was addressed, the Committee of Management 
desire me to make the following answers to the several interrogatories : — 

1. On a branch of the railway (about two miles in- length) one turnpike road is crossed on 
the level ; but no locomotive engine is, or is intended to Be, used on it. ' 

On the main line no turnpike roads cross on a level, although there are some highways ; but 
on a branch from the main line (called Cwm Ammon) there are two turnpike roads crossing 
on a level, but no locomotive engines are used on this branch. 

2. Good and sufficient gates have been erected across the highways and turnpike roads, 
(referred to in No. 1) and it is apprehended in conformity with the 2 and 3 Vic. c. 45. 

3. Gatekeepers are stationed at each of the crossings, except on the Cwm Ammon Branch, 
(See No. L) . 

4. The wages paid the gatekeepers are 15^. a-week. They remain twelve hours on duty, 
and have no other employment. Cottages have been erected near for their residence. 

5. The gatekeepers are strictly enjomed and required to keep the gates constantly shut 
across the roads, unless when carriages require to pass over the line. 

6. General instructions as to caution and attentiveness have been given to the gatekeepers. 

7. The en^ne-drivers are not allowed to drive at more than nine miles per hour ; and in 
feet the speed seldom exceeds seven miles to the hour. They are most strictly enjoined and 
required to observe the above rate of speed, and to sound the whistle at a proper distance on 
approaching any crossings. 

There is scarcely any passenger-traffic, coal and mineral produce being the chief and almost 
only trade over the line to Llanelly. 

The delay in answering your communication is to be attributed to its being addressed by 
you to Llanelly, instead of to myself as secretary to the Company. 

I shall esteem it a favour if in future all communications which may have to be made be 
addressed to me instead of our engineer in Wales. 

I have &c., 
G. R. Porter, Esq., John Bigg, Secretary. 

&c. &c 
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No. 37. 

ST. HELEN'S AND RUNCORN GAP RAILWAY. 

Sir, St. Helen's, October 28, 1841. 

I HAVE the honour to acknowledge the receipt of your circular of the 28th ultimo, 
fitnd have delayed answering until we had altered the gates across our railway, in compliance 
with the Acts 2 and 3 Vic, c. 45, and the Directors desire me to express their regret they 
were not earlier acquainted with its provisions. 

1 . This railway crosses eight highways or statute labour roads, but upon the principal 
portion of the road, where four of the highways are intersected, nothing but coals and mer- 
chandise is carried, and the engines are restricted to a speed of eight to ten miles per hour ; 
upon the other portion, passengers and general merchandise are carried at a speed not exceed- 
ing 10 miles per hour. 

2. Good and sufficient gates are put up across each end of the highways, agreeably to the 
provisions of the Act 2 and 3 Vic, c. 45. 

3. Gatekeepers are placed at each of the said gates. 

4. The wages of the gatekeepers at the two principal roads have been fixed at 12*. per 
week, including house-rent and coals ; upon the other six the amount of remuneration has not 
yet been fixed. The time they will be required will vary, but generally from 6 a.m. to 6 p.m. 

5. They will not have any other employment. Positive instructions are given to all gate- 
keepers to keep the gates closed, opening them only when required to allow carriages, &c., to 
cross the railway. 

6. Instructions are also given to the gatekeepers to keep a good look-out, and not allow 
any vehicle to cross the railway until they are satisfied that the road is free from danger. 

7. All engine-drivers have a book of instructions, which they are desired to have always on 
their person, and which rules are read over to them, one of which requires them to sound their 
whistles at a distance of 300 yards on approaching any road crossing on the level. 

I am, &c., 
G. R. Porter, Esq,, F. W. James, Secretary. 

&c &c 
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No. 38. 
BIRMINGHAM AND DERBY JUNCTION RAILWAY. 

1. How many turnpike-roads and highways are crossed on a level by the Birmingham and 
Derby Junction Railway ? — Five, of which two are at Burton Station, where all trains stop, 
and one at Coleshill Station. 

2. Are good and efficient gates erected across each end of such turnpikes or highways at 
each of such crossings, in conformity with the 2 and 3 Vic, c. 45 ? — Yes. 

3. Are gatekeepers stationed at each of such crossings in conformity with the said Act ? — Yes. 

4. What wages do such gatekeepers receive? How many hours do they remain on duty ? 
Have they any other employment ? — ^From 14^. to 19^. per week. Th^ are on duty 12 hours, 
except at nighty when the men leave after the mail-train has passed. Two of the men at one 
of the crossings, where the Coleshill Station is placed, book passengers for the trains which 
stop there. 

5. Are positive instructions given to such gatekeepers to keep such gates constantly shut 
across the roads, unless when opened by the gatekeeper to allow carriages, &c., to cross the 
railway ? — Yes. 

6. What other instructions are given to such gatekeepers? — ^The gatekeepers are instructed 
to exhibit a white signal when an engine or train is in sight, in order that the engine-men may 
know that the gatekeeper is aware of the approach of the train. They are required to have 
the gate-lamps and hand-lamps lighted at dusk, and ready to give such signals as may be 
required. In foggy weather they are directed to place a green signal 300 yards on each side 
of the gate. 

7. What instructions are given to engine-drivers as to precautions to be observed on 
approaching crossings? — The engine-drivers are directed to keep a good look-out in passing 
all level crossings ; in foggy weamer, and when the signals cannot be seen at some distance, 
to use the steam-whistle, and to approach at such a speed as will enable them to stop at the 
crossing if necessary. 

October 19^ 1841. J. C. Birkenshaw. 



No. 38.- 

Birmingham and 
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No. 39. 
LEICESTER AND SWANNINGTON RAILWAY. 

1. The Leicester and Swanniugton Railway crosses on the level one turnpike road and 
twelve highways, of which two are croBsed twice at short intervals. Many of such highways 
are Mttle frequented. 

2. Good and sufficient gates are erected across each end of such turnpike-road and Iiighways 
at each of such crossings. 

R2 
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Level Crossings. 

No. 39. 
Leicester and 
Swannington. 



3. Gatekeepers are stationed at each of such crossings. For the most part they are labourers 
residing on or close to the crossings, who engage with the Company that they or some capable 
member of their families shall attend to the gates. 

4. The wages which the gatekeepers receive are particularized in the schedule hereto. 
They are on duty from six in the morning until six in the evening. On the part of the Itne 
from Leicester to Bagworth there are eight trains up and down daily. Beyond Bagworth 
only one engine is worked, which passes to and fro between Bagworth Plane and Long Lane, 
in summer four times, and in winter six times daily, and beyond Long-lane on an average 
twice only daily. 

5. Instructions are given to every gatekeeper to close the gates at the approach of and 
durinpthe passage of each train. 

6. Every gatekeeper is instructed to place a red signal flag on the gates to signify that the 
train is approaching. 

7. Every engine-driver is instructed to blow the steam -whistle of the engine at least 200 
yards before his arrival at each crossing ; if he neglects this duty, he is fined for the first and 
second offence, and discharged from the service of the Company if his general conduct in this 
particular is proved to be negligent. 

The Leicester and Swannington Railway is not much used as a passengers* line, but almost 
exclusively for the conveyance of coals, lime, and stone. There is only a single line of rails, 
and the trains travel at a slow pace, not exceeding, inclusive of stoppages, 12 miles an hour; 
so that the risk to travellers along the roads crossed by it is comparatively small. 

Schedule of Crossings and Wages. 

Ashby-de-la-Zouch, turnpike-road. — 5*. per week. 

Foss Lane. — 3j. 6rf. per week, being the estimated value of a cottage, the property of the 

Company, close to the gates. 
Glenfield Lane. — 2^. 6c{. per week ; lives in a cottage belonging to the Company close to the 

gates. 
Kirby. — 2s. 6d, per week ; lives in a house close to the gates. 
New Bridge Lane, two crossings merging into one road. — 8^. per week for attending to the 

crossings, and for opening in a morning and shutting at night gates in the neighbourhood 

across the railway ; a hut or watch-box to be in when on duty. 
Desford Lane. — 2*. 6d. per week ; resides close to the spot. 
Merry Lees. — 4s. per week; resides in a house purposely erected by the Company close to 

the gates. 
Thornton Lane. — 2s. 6d. per week; resides in a house close to the gates. 
Battle Flat. — 4f . per week. 
Beveridge Lanel — 9^. per week for attending to this crossing, and opening and shutting night 

and morning gates in the neighbourhood across the railway. 
Long Lane.-»2«. od. per week. 
Mantel Lane. — This duty done by one of the Company*6 engine-cleaners, the engine-shed 

being close to the gates. 
Sj ring Lane. — ^This duty done by a stationary engine-man in the employ of the Company, 

the engine-house being close to the gates, and the locomotive not passmg more than three 

Limes a-day at this time of the year. 



No. 40, 
Great Western. 



No. 40. 
GREAT WESTERN RAILWAY. 



Sir, Princes Street, Bank, December 11, 1841. 

I BEG now to transmit to you the information required by ^our circular letters addressed 
to me, dated 28th September, respecting the crossings of public roads on a level with the 
Great Western, Bristol and Exeter, and Cheltenham and Great Western Union Railways* 

1. There are no turnpike-roads crossed on a level by either of the said railways. 
The number of highways crossed by them respectively are as under : — 

Great Western Railway • • 16 

Bristol and Exeter 4 

Cheltenliam and Great Western Union . • . 2 

2. Good and sufficient gates are erected across each end of such highways, as required by 
the Act of 2 and 3 Vic, c. 45. 

3. Gatekeepers are appointed to attend at each of such crossings. 

4. Such gatekeepers receive from 19^. to 23^. each per week, besides their clothes. The 
usual time for all policemen (including gatekeepers) is about 13 hours in the day, or 11 hours 
at night. They attend to give signals, and in some instances, where very little traffic crosses 
the road, they have to inspect a small portion of line in immediate contiguity to the gates. 

5. Instructions are given to the gatekeepers, as suggested by the question. 

6. The usual signal instructions are given to gatekeepers. 

7. The engine*arivers are instructed to keep a good look-out before they approach any 
crossings, and to sound the whistle as notice to gatekeepers. 

I have, &c., 
G. R. Porter, Esq., Charles A. Saunders, Secretary. 

&c &c. 
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Letter telathre to shutting Gates at Level CrosnngSy &e. 

SiR^ London Terminus^ Paddington^ December 4, 1841. 

A QUESTION having arisen as to the legal effect of the Act of 2 and 3 Vic.^ c. 45, 
'^ relating to highways/* wnich ena<^ that " wherever a railroad crosses any turnpike-road or 
highway, the proprietors of such railroad shall make and maintain good and sufficient gates 
across each end of such turnpike or other road, at each of the said crossings/* I am desir^ by 
the Directors of this Company to request that you will be pleased to convey to me the opinion 
of the Lords of the Committee of Privy Council for Trade whether the enactment in question 
does not in fact repeal and render nugatory the provision c<mtained in a former Act for the 
making the Great Western Railway, (viz., 5 and 6 Will. IV., c. 107,) wherein, under clause 
105, it was required '^ that the gates should be maintained and kept shut across the railway, 
at the point where it should cross any public highway/' 

As it is intended to bring this question to issue by a summons before the magistrates, upon 
a complaint made against a servant of the Company for not keeping gates shut across the line 
of railway, I am directed also to request that you would inform me whether their Lordships 
coincide in opinion with them that the public safety would be endangered by any attempt to 
keep gates so shut across the railway, instead of being closed across the highway, as provided 
for in the 2 and 3 Vic., c. 45, whidi, I apprehend, would of itself be deemed sufficient evidence 
to prove the intention of the legislature to dispense with the special provision in the former 
Local Act, as bemg quite inconsistent with the more recent enactment in the General Bill 
relating to highways. 

I have, &c., 
S. Laing, Esq., Charles A. Saunders, Secretary. 

&c. &c. 
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Letter sent to the Great Western Railway Company, in reply to their Letter of the 
4th December, relative to Shutting Gates at Level Crossings. 



Sir, 



Board of Trade, December 6, 1841. 



In reply to your Letter of the 4th December, requesting to be informed of the construction 
which the Lords, &c., put upon the General Highway Act, 2 and 3 Vic, c. 45, and whether 
their Lordships coincide in opinion with the Directors of the Great Western Railway Company 
that the public safety would be endangered by any attempt to keep the gates at level crossings 
shut across the railway instead of across the highway, I am directed, &c., to inform you that their 
Lordships entertain no doubt that the practice of keeping gates shut across the railway is much 
more dangerous than that prescribed by the Act 2 and 3 Yic, of keeping the gates closed across 
the highway, and that this opinion has Jbeen strengthened by the recent occurrence of several fatal 
accidents in consequence of the former practice being adopted. Their Lordships also enter- 
tain no doubt that the 2 and 3 Vic, c 45, was intended by the legislature to supersede the 
provisions of any Local Acts inconsistent with it, and to make it incumbent on all Railway 
Companies to adopt the course which experience has shown to be most conducive to the public 
safety. 

I am, &c.. 
To the Secretary of the Great Western S. Laing. 

Railway Company. 

Note. — ^The ma^strates before whom the case was brought decided in conformity with the 
view taken by the board of Trade. 



Nc 41. 
DUNDEE AND NEWTYLE RAILWAY. 



Sir, 



Dundee, October 18, 1841. 
Your letter to the Secretary of the Dundee and Newtyle Railway Company was 
duly received. 

I beg to send herewith answers by the Managers of that railway to the queries regarding 
the crossing of public roads by that railway. I would, in addition to these answers, say that 
the roads refened to, on the crossings of which there are no gates, are veiy seldom used by the 
public, and never, from the time the railway was opened, has there been any interruption to 
the free passage of these roads, or any acciaent at these crossings. 

I have, &c 
G. R. Porter, Esq., John Kerr, 

&c &c Clerk to the Railway Company. 



Returns from the Dundee and Newtyle Railway Company, made in accordance with Instruc- 
tions received from the Board of Trade, dated September 28, 1841. 

Dundee and Newtyle Railway Office, 
Dundee, October 15, 1841. 
1. How many turnpike-roads and highways are crossed on a level by the Dundee and 
Newtyle Railway ? — There is only one turnpike-road and seven parish roads crossed on a level 
by this railway. 
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Appendix. 2. Are good and sufficieat gates erected across each end of such turnpikes or highways at 

each of such crossings, in conformity with the 2 and 3 Vic, c. 45 ? — ^The railway crosses the 

p ^^i f • turnpike-road twice ; and at one of the places, that is, where it is crossed by the railway close 

T^(3*CmMi^fi. to Baldoran Dep6t, good and sufficient iron gates are erected in conformity with the said Act ; 



Level Crossings. 

No. 41. 

Dundee and 

Newtyle. 



but no gates are erected across any of the other roads crossed by this railway. 

3. Are gatekeepers stationed at each of such crossings in conformity with the said Act ? — 
A gatekeeper is stationed at the gates of Baldoran Dep6t. 

4. What wages do such gatekeepers receive ? How many hours do they remain on duty ? 
Have they any other employment? — He receives 11*. per week, is 12 hours on duty, and it is 
also his business to attend Baldoran Depdt. 




5. Are positive instructions given to such gatekeepers to keep such gates constantly shut 
across the roads, unless when opened by the gatekeeper to allow carriages, &c., to cross the 
railway ? — It will be seen from the sketch that, owing to the offsets running into the dep6t, 
the gates cannot be made to fold across the railway, and they are made to fold across each 
end of the turnpike only ; and positive written instructions are given to the gatekeeper to close 
the gates across each end of the turnpike when the train is within a mile of the station, and 
not to open them again until the train has passed. 

6. Wiiat other instructions are given to such gatekeepers? — He is also instructed to hoist 
a ball half-mast high whenever a train is in sight, as a warning to carters and others that a 
train is approaching ; and to hoist it to the top of the mast as a signal to the engine-driver 
when the train is required to stop at Baldoran for passengers. 

7. What instructions are given to engine-drivers as to precautions to be observed on 
approaching crossings ? — ^The printed instructions given to the engine-drivers are as follows : — 

*' Never to allow his engine to exceed the speed directed by the Company's manager or 
engineer. 

"In crossing roads, the speed of the locomotive engine to be slackened, especially when any 
coaches, carts, or other carriages are seen travelling on such roads ; and, on coming near the 
same, to make such signal (a whistle) as shall be appointed by the Company's manager, and 
to keep a good look-out ; and in all cases not to cross such road whilst any coach or gig is 
crossing the railway. 

'' To avoid as much as possible letting off steam near any public roads ; and should any 
horse or horses take fright at the engine or waggons when passing, to render immediate 
assistance." 

Rich. Baird, Manager. 



Letter sent to the Dundee and Newtyle Railway Company in reply to their Letter of the 
18th October relative to the Gates at Level Crossings, &c. 

Sir, Board of Trade, November 9, I84I. 

* With reference to your return, dated 18th October, to the circular from this depart- 
ment relative to level crossings, I am directed, &c., to inform you that the Act 2 and 3 Vic, 
c. 45, is imperative in requiring gates to be erected across each end of the road at every level 
crossing of parish roads; and as the Dundee and Newtyle Bailway is traversed by several 
trains every day running at a considerable velocity, the precaution of erecting gates appears 
highly necessary. Their Lordships, therefore, feel it their duty to recommend a compUance 
with the Act by the erection of gates at each of the seven parish roads referred to in the 
return. 

The Act further provides that the Company shall employ proper persons to open and shut 
such gates ; but as the roads are, as you state, very seldom used by the public, it may not be 
necessary to station a gatekeeper constantly at each crossing. In order to enable their Lord- 
ships to form an opinion on this point, they will be glad to be furnished with a tracing of the 
railway on a county map, showing the level crossings and stations, and with any data which 
you may possess calculated to throw light on the actual amount of traffic on each of the parish 
roads in question. 

I am, &c. 
To the Secretary of the Dundee and Newtyle S. Laino. 

Railway Company. 



Digitized by 



Google 



and RETURNS relating to LEVEL CROSSINGS. 127 

No. 42. Appendix. 

NEWCASTLE-UPON-TYNE AND CARLISLE RAILWAY. 7^ 

Sir, Newcastle-upon-Tyne, October 12, 1841. Returns relating to 

I ENCLOSE you answers to the queries contained in your letter of the 28th September Level Cros singg. 
last, and which show what has been the practice up to this time on the Newcastle and Carlisle No. 42. 

Railway, and hitherto without accidents having occurred from such practice. But as the Newcastle-upon- 
Lords of the Committee of Privy Council for Trade consider it indispensable that the, pro- Tyne and Carlisle, 
visions of the Act of 2 and 3 Vic, c. 45, should be complied with, the Directors now give ar 
assurance that it shall be carried into effect, and that all trains travelling after dark shall be 
provided with red tail-lamps. 

I have, &c., 
S. Laing, Esq., John Adamson, Secretary. 

&c. &c. 



Returns to the Questions sent by the Railway Department, Board of Trade, September 28^ 



ay Departme 



1. Between Newcastle and Carlisle the railway crosses on the level of roads as follows : — 

5 turnpike-roads. 
17 township-roads. 

6 ditto but used almost solely as footpaths and occupation-roads. 

28 Total between Newcastle and Carlisle Stations for passengers. 

Two township-roads between .the Carlisle Station and the canal basin not travelled over by 
passenger-trains. One joint^stocks company's road not travelled over by the trains between 
Newcastle and Carlisle, but crossed by a branch of the Newcastle and Carlisle Railway 
between Blaydon to Redheugh and Gateshead. 

2. Good gates are erected at each of such turnpikes and highways, but not in all cases, in 
conformity with the 2 and 3 Vic, c. 45. The said Act having been passed since the making 
of the railway, in the cases of exception the gates are erected across the railway, and the road 
passage left clear for the public, excepting at the approach of the trains, of which the persons 
in attendance on the gates give notice to any drivers or foot-passengers coming up to, or being 
near, the crossings ; and the gates being partially on the road, though not completely closing 
it, indicates the approach of a train in addition to the gatekeeper s notice. There is no coach 
or public conveyance for passengers running on any of the roads which cross the railway on 
the level between Newcastle and Carlisle, the traffic on such roads being now merely local, 
and very small. 

3. Gatekeepers are stationed at each of the crossings above enumerated. 

4. The wages of the gatekeepers average about 13*. per week. The gatekeepers remain 
on duty various hours; for instance, as the trains leave Newcastle and Carlisle at the same 
hours morning and evening, the gatekeepers near each end are wanted both sooner and later 
than those nearer the middle, so that those near the ends attend from half-past 5 a.m. to half- 
past 8 P.M. Those at or near the stations are relieved by changing, or being assisted by men 
in the stations. There are only two trains on Sundays; the morning trains do not start before 
9 o'clock. The men have no other employment. 

5. Instructions are given to the gatekeepers to keep the gates shut, excepting when necessary 
to be open for the passage on the road or railway. 

6. The gatekeepers are strictly enjoined to warn all persons coming up to, or being near, 
the crossings at the approach of the trains, which, as they can be heard, and in most cases are 
seen, at a considerable distance, he has plenty of time to do ; and he is dismissed if ever known 
to leave his crossing until the passing of the last train. If extra trains are coming he receives 
notice. Should he require assistance at any time, the numerous workmen on the line are 
required to lend their aid when hailed or sent for by him, and to perform his duty if necessary 
for him to leave. 

7. The enginemen are required to whistle and to keep a good look-out on approaching the 
crossings, and to stop or slacken as occasion, or as the signals from the gatekeepers may seem 
to require. 
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"vT No. 1. 

Reports relatinz to 
theOoeningof MANCHESTER AND LEEDS RAILWAY. 

— ^ 9, Brown Street, Manchester, 

M b%er nd ^^ LoRDS, February 4, 1840. 

Leeds. In reference to a notice given by the Manchester and Leeds Railway Company on the 

18th of November last, (of their intention to open to the public on the 2l8t December then 
following, a portion of the railway extending from Hebden Bridge to Littleborough) the 
Directors of the Railway Company beg leave to inform your Lordships that the part not then 
opened, will be ready to be opened on the 22nd February instant, for the purposes specified in 
the notice. 

It is the desire of the Directors of the Railway Company, that your Lordships' inspector 
should have the fullest opjwrtunity afforded to examine the works and to make a satisfactory 
report thereon, and information will be given to your Lordships of the earliest day when the 
works will be ready for his examination. Presuming that the examination may take place 
prior to the 22nd of February instant, the Directers propose to open to the public the portion 
of railway above mentioned, or at all events they intend to do so as soon after that day as 
practicable, 

i am, &c., 

J. B. Brackenbury. 
To the Right Honourable the Lords of the Committee 
of Her Majesty's Privy Council forTrade. 



Letter sent to Secretary of Manchester and Leeds Railway Company, in reply to Letter of 
4th February, relative to the opening of part of the Line. 

Sir, Board of Trade, February 5, 1841. 

In reply to your letter of the 4th February, stating the intention of the Manchester and 
Leeds Railway Company to open the remaining portion of their railway on the 22nd instant, 
I am directed, &c., to say that, as the intention of opening the portion in question under the 
previous notice of the 18th November, was completely abandoned, a new notice of not less than 
one calendar month would appear to be required under the Act for regulating railways. 
Their Lordships, however, are not disposed to deprive the public and the Company of the 
benefit of an early opening upon an objection of form, and they direct me to say that, provided 
a notice of not less than seven days, of the day when the portion of the railway in question will 
be actually completed and ready for inspection, is given, they will waive tHe objection above 
stated, and not object to the opening of the line, in the event of a favourable report from Sir F. 
Smith as to its si&ciency, with a view to the public safety. 

I am, &c.. 
To the Secretary of the Manchester and Leeds S. Laino. 

Kailway Company. 



The Report of Lieutenant-Colonel Sir Frederic Smith on the Summit Tunnel of the Man- 
chester and Leeds Railway, which it is proposed to open to the Public on the 1st of March. 

My Lords, York, February 23, 184L 

Agreeably to your Lordships' instructions, I have this day examined the Summit 
Tunnel of the Manchester and Leeds Railway, which is the only portion of that important line 
that is not open to the public traffic. In this inspection I was accompanied by Mr. Houlds- 
worth, the chairman of the Company, Captain Laws, the superintendent, Mr. Gill, the 
managing director, and Mr. Gooch, the engineer. 

In my report on this line, dated the 23ra December last, I stated that there were 10 miles 
remaining to be opened, consisting of three distinct but continuous portions, viz., from Hebden 
Bridge to the eastern end of the Summit Tunnel, being a length of about six miles and seven 
furlongs ; second, the Summit Tunnel of about one mile and five furlongs, and thirdly, a portion 
connecting the station at Littleborough with the west end of the tunnel, being a length of about 
one mile and four furlongs. 

I reported that the portion between Hebden Bridge and the Summit Tunnel might be opened 
to the public on the day then proposed by the Directors, viz. the 28th December last, pro- 
vided your Lordships received from the engineer or secretary of the Company, a certificate that 
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all the deficiencies and defects I had pointed out to the former, and brought under your Lord- Appendix. 

ship's notice, had been supplied and rectified. Your Lordships received this certificate, and — T" 

the part of the line alluded to was opened at the time proposed. Reports reiating to 

I stated also in my report of the 23rd December, that the portion of the line between Little- the Opening of 
borough and the Summit Tunnel was only intended to be opened at that period for goods, and New Lines. 

that I was of opinion that the said tunnel would not be ready for a final inspection under two 

months, as the work that appeared to be necessary for its security could not be completed in a i^^^ngbeste'r and 
shorter period. Leeds. 

I have now to acquaint your Lordships that that part of the line which extends from Little- 
borough to the tunnel will be in a fit state for the public traffic in passengers by Monday next 
the 1st of March, the day on which the Directors are desirous of opening the whole of the line ; 
but although it may be practicable, I do not feel equally certain that the engineer will be 
enabled by that time to complete the works that still remain to be executed in the tunnel. 

I should inform your Lordships that in the middle of the month of December last, it was 
the opinion of the engineer that the tunnel might have been opened at the beginning of this 
year, together with the two portions of the railway in connexion with it, but a sudden failure 
was shortly afterwards observed in the arch and side walls of that part which lies between the 
second and third shafts, near the west end of the tunnel. It was discovered that this failure 
arose from an insufficiency of thickness in the invert, and in consequence a length of about 120 
yards of the original invert has been taken out, a new and much stronger invert has been sub- 
stituted^ the footings of the side walls have been widened, and, in some parts, the brickwork of 
the side walls has been removed and replaced by stonework of greater thickness. 

The chairman of the Company informed me that the orders of the Directors to the engineer 
were to spare no expense, and to consider himself neither limited as to money or time to make 
the work perfectly secure. Mr. Gooch admitted that this full latitude had been given to him^ 
and therefore it is fair to presume that an engineer, possessing the skill of this gentleman, has 
omitted no precaution to attain the object desired by his employers. 

It would be unreasonable to suppose that a Government officer, on the mere inspection of a 
work of this character, in the state in which I have seen jt, could take upon him any part of 
the responsibility of opening it for the public traffic. The engineer who has watched its pro- 
gress from day to day, and whose* reputation depends upon its stability, is the only person who 
^ould be required to stand in this critical position. It can only be expected that I should lay 
before your Lordships any point in which I have a doubt, or wnere additional precautions are 
called lor. We have seen that until within a very few days of the failure which I have 
described, this tunnel was supposed by the engineer, sub-engineers, and other officers of the 
Company^ who had been engaged in its construction, to be free from any important defect; 
and, therefore, no one unacquamted with all the details of the nature of the soil through 
which the tunnel was pierced, the springs that had obstructed the progress of the workmen, 
and the various thicknesses of the pier walls and arches, could be competent to form a sound 
or useful opinion as to the stability of the work. This must rest on the judgment of the 
executive engineer, and as Mr. Gooch is ready to pledge his professional reputation on that 
point, I think we shall do well to rely on this, and I shall confine myself to some few remarks 
as to the present state of completion of the work, and shall touch on some precautionary mea- 
sures which I would recommend to be adopted. 

The whole of the tunnel is now laid with the permanent way, excepting about 250 yards. 
Here the ballasting is incomplete, and neither the rails nor sleepers are fixed. For about 150 
yards of this distance the centre drain is not formed. These are the chief works remaining to 
be done, and although it is somewhat doubtful whether they can be entirely finished by the 
1st of March, yet as I do not question the practicability of accomplishing the whole by the 
3rd or 4th of the month, I cannot help regretting that the Directors hud not fixed a later day 
for their opening than the 1st. But this having been done, a postponement would not only be 
a considerable disappointment to them, but also to the companies who have undertaken to 
forward the Manchester passengers from Normanton to York and Hull, and also to Derby, 
the Midland Counties, and London. Under these circumstances although the line is not in a 
condition to enable me to state positively whether it will be fit to be opened throughout on the 
1st, yet I am sure your Lordships are desirous of affi^rding ev^y facility for the operations of 
the railway companies, and I would therefore suggest that if the engineer or secretary of the 
Manchester and Leeds Company should certify to your Lordships, on or before Saturday next, 
that the line is either then, or will be by the 1st of March, perfectly fit for the traffic of passen- 
gers, leave might be given, on such assurance, for the thorough opening of this railway. 

However, your Lordships will perceive, in this instance, an additional reason to those which 
have already come to your knowledge of the necessity of every line being finished before it is 
inspected. 

In one part of thb tunnel large beams extend across from one side wall to the other, for the 
purpose of preventing their lateral movement. They were placed in this manner when the 
original inverts were removing. I do not believe there is much, if any, pressure upon them, 
but on their being taken away the walls should be closely watched, to discover if there is any 
thrust upon them. 

The length of new invert is about 110 yards, and Mr. Gooch tells me that he measured the 
width of the tunnel in this part, at various heights, in no less than 250 different places. These 
measurements have been regularly tried at intervals of seven or eight days from December 
last, and no change has been observable of late excepting in three places. In one of these the 
side walls have moved within the last 10 days about an inch nearer to each other, but this 
was before the finishing of the new invert. This work was closed on Saturday last, and no 
change has since become apparent I would submit that Mr. Gooch be requested to state in 
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Appendix. his report of Friday or Saturday, whether at the point in question any further movement has 

taken place, and if so, he should be further required to se'nd during the month of March a 

Renort* 1 in to weekly statement, specifying whether any change in the condition of this tunnel is perceptible. 

the Opeinneof ^^ water penetrates in a considerable quantity through various parts of the arch. This 

New^nts. was unav<ndabie, but Mr. Gooch is adopting ingenious modes for preventing this defect 

^ — proving any inconvenience to the passengers. 

MtD^flBtw and ^ observed in my inspection many points of arrangement on the Manchester and Leeds 

jjff^^^ Railway worthy of imitation, which, at a proper time, I shall have the honour of bringing 

under your Lordships' notice. 

I cannot conclude without stating that the gentlemen who accompanied me afforded every 
facility that I required in the performance of my duty. 

I have, &c., 
Frederic Smith, Lt-CoL R. E. 

Inspector-General of Railways. 
To the Lords of the Committee of Privy Council 
for Trade. 



Letter sent to the Manchester and Leeds Railway Company, with Copy of Sir Frederic 

Smith's Report on the Summit Tunnel. 

Sir, February 25, 1841. 

I AM directed by the Lords, &c., to enclose a copy of Lieutenant-Colonel Sir Frederic 
Smith's report on the portion of the Manchester and Leeds Railway which it is proposed to 
open on the 1st of March. Their Lordships direct me to say that, under the circumstances 
therein stated, the responsibility of not opening the tunnel until the works are fully completed 
must rest entirely with the Company and their engineer, and their Lordships will not object 
to the opening taking place at the time proposed, provided a certificate signed by Captain 
Grooch has been previously transmitted to them, stating that the works remaining unfinished 
at the date of Sir F. Smitn's inspection have been fully completed, that the tunnel is perfectly 
secure, and that he is satisfied that no danger can be reasonably apprehended from opening 
the line. Their Lordships trust that the Directors will not, under any circumstances, open the 
line until Captain Grooch is able to give such a certificate ; and from the very proper instruc- 
tions given to that officer, to consider neither time nor expense when the public safety was 
concerned, they feel assured that they may rely on this requisition being complied with. 

I am further directed to request that Captain Gooch may be instructed to transmit periodical 
measurements of the tunnel, in accordance with the suggestion contained in Sir F. Smith's 
report. 

I am, &c. 
The Secretary of the Manchester and Leeds S. Laixo. 

Railway Company. 



Copt of the Engineer's Report to the Directors, on that portion of the Line to be Opened on 

the 1st March. 

Gentlemen, Engineers' Office, Manchester, February 27, 1841. 

I HAVE now the pleasure to report that the works on the portion of your line not yet 
opened, and which were unfinished at the date of Sir Frederic Smith's inspection, are com- 
pleted, including both lines of railway ; and I have no hesitation in stating tliat it may be 
travelled in perfect safety by the public. 

The request of the Board of Trade^ as to the periodical measurement, shall be attended to, 
and forwarded to Sir F. Smith. 

I am, &c., 

Thomas L. Gooch. 
I certify the above to be a true copy. 

The Directors of the Manchester and Leeds John Jellicorse> Secretary. 

Railway Company. 



No. 2. 
TaffVaJe. No, 2. 

TAFF VALE RAILWAY. 

Stating that the Line, firom the Navigation-House, in the Parish of Lanwonno, to tl^ Town 
of Merthyr Tydvil, will be opened for Public Traffic on the 12th April, 1841. 

My Lords, 

In pursuance of an Act passed in the 3d and 4th years of the reign of Her present 
Majesty, intituled '* An Act for regulating Railways," c. 97, I hereby give you notice that on 
the 12tn day of April, 1841, the Directors of the Taff Vale Railway Company wiU proceed 
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to open, for the public conveyance of passengers and goods, so much of the said railway as 
extends from the Navigation-Honse, in die parish of Lanwonno, to the town of Merthyr 
TydviL which said portion will complete the conummication between the towns of Cardiff and 
Alerthyr Tydvil. 

I have, &e. 
To the Right Honourable the Lords Commissioners Joseph Ball, Secretary, 

of Her Majesty's Privy Council for Trade. 



Sir, 
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The Report of Lieut. -Colonel Sir Frederick Smith on the Taflf Vale Railway. 

Cardiff, April 20, 1841. 

I HAVE the honour to acquaint you that I have this day completed the examination I 
was required to make of the Taff Vale Railway, preparatory to its being opened for the public 
traffic, from the Navigation-House to Merthyr Tydvil, and I have now to submit the following 
report on the whole line : — 

ITie Acts of Parliament, in pursuance of which this railway has been formed, were passed 
in the years 1836, 1837, and 1840. The works were commenced in October, 1836, and on 
the 8th of October, 1840, the first portion of the line was opened, viz., from Cardiff to the 
Navigation-House, in the parish of Llanwynns, being a distance of 16 miles. 

The part now proposed to be opened, and to which my attention has been more particulariy 
directed, is about eight miles in length, and extends from the said Navigation House to the 
Northern Terminus of this railway at Merthyr Tydvil. 

The Southern Terminus may be said to be at Cardiff, as the passengers are not conveyed 
beyond the station at that place, although the line has been prolonged for about a mile further 
for the conveyance of goods to and from the depdt of the Glamorganshire Canal and the 
docks now forming by the Marquis of Bute. 

The stations for passengers are as follows : — 

1st. The Cardiff Station. 

2d. The Llandaff Station, at about three miles from the Cardiff Station. 

3d. The Pentyrch Station, at about five miles from the Cardiff Station. 

Betweeu the two last stations there will be the junction of the branch to the mouth of the 
river Ely, which will be six miles in length, and for which the land has been secured and 
fenced in. 

4th. The Taffs Well Station, at about seven miles from Cardiff. 

5th. The New Bridge Station, at about 12 miles from Cardiff; and here another branch is 
forming, which will run up the vale of the Rhondda. Its length will be about two miles, and 
'it is expected to be completed in a month from this time. 

6th. The Navigation- House Station, at about 15^ miles from the Cardiff Station. 

And, lastly, the Merthyr Tydvil Terminus. 

Between the two last stations there will be the junction of the Llancaik Branch. This 
branch, which is nearly completed, will be three miles and a-half in length. 

There are other branches which, like those already mentioned, will bring minerals to the 
main line ; they are nearly finished, and will altogether be about three miles in extent. 

At the Two-passenger Termini ample accommodation, it is understood, will be provided; and 
at the intermediate stations there are, at present, sheds which are, perhaps, under all the 
circumstances of the probable traffic, as convenient as the passengers can reasonably expect. 

The gradients of this line are as under stated, commencing from the southern extremity, 
near the Marquis of Bute's docks : — 

Yaids. 
Horizontal 550 



Here an inclined plane has been formed, to be worked by a staticmary engine of fifty-horse 
power ; and this is the only part of this railway (excepting sidings) which has a double line of 
rails. But the necessary quait^ity of land has been secured, and all the bridges over the 
railway have been built for a double line. 
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Appendix. The length of the inclined plane is about 880 yards, and it is subdivided into two slopes, the 

^^ first being 440 yards, rising 1 in 20| ; and the upper slope 440 yards, rising 1 in 18. 

Reports relating to '^^ remainder of the gradients are as follows : — 

the Opening of ^. . , . o^/^ ^^Ji' 

New Lines: R»sing 1 m 370 176 

Ditto 1 in 314 1518 

No. 2. Ditto 1 in 370 2618 

T*^V*1«- Ditto 1 in 754 1056 

Ditto 1 in 621 1760 

Ditto 1 in 459 1518 

Ditto 1 in 293 352 

Ditto 1 in 220 374 

Ditio 1 in 203 1100 

Ditto 1 in 176 2096 

Horizontal 176 

It will be perceived that (with the exception of a few horizontal planes) the line rises the 
whole way from Cardiff to Merthyr Tydvil, which is an advantage, inasmuch as almost all the 
heavy traffic will be in minerals, and will descend from the latter to the former place. 

In order to construct this railway with the degree of economy which the circumstances of the 
case are understood to have demanded, the engineer, Mr. Bush, was obliged to skirt the sides 
of the valley so as to avoid repeated crossings of the river Taff by viaducts, and also to save 
the formation of some lofty embankments. In adopting this course he has apparently been 
driven to the necessity of laying out his line with several curves of unusually short radius ; but 
in doing this he has evinced much engineering skill, and has, where most required, erected 
parapets for the better protection of the traveller, in the event of the engine or carriages getting 
off the line. 

I would, however, propose that a suggestion should be offered to the Directors of the Taff 
Vale Railway, recommending them to call upon the engineer to fix the maximum rate of speed 
to be used round such of the several curves as have a shorter radius than half a mile. 

The following list of the most severe curves will show the necessity of attention being given 
to this important precaution for the public safety : — 

Mis. Chains. 

Length 26 curve 10 chains radius. 

Ditto 7 ditto 11 ditto. 

Ditto 18 ditto 12 ditto. 

Ditto 7 ditto 7 ditto. 

Ditto 2 41 ditto 15 ditto. 

Ditto 2 22 ditto 20 ditto. 

Ditto 2 13 ditto 22 ditto. 

Ditto 29 ditto 25 ditto. 

Ditto 37 ditto 26 ditto. 

Ditto 21 ditto 28 ditto. 

Ditto 1 8 ditto 30 ditto. 

Ditto 1 .5 ditto 40 ditto. 

Ditto 20 ditto 60 ditto. 

Ditto 1 40 ditto 80 ditto. 

This line, frofn its tortuous course, presents a new feature in the railway system ; and it 
would be very desirable that the engineer should narrowly watch its working for some time, for 
as curves of the severe character adopted here have been deemed unsafe at high velocities, and 
J as this line has hitherto been worked, as I am informed, without accident, it becomes a question 

whether there is really any inherent danger in such curves, or whether the safety in this case is 
attributable to the great care of the engine-drivers, or to the extraordinary precision with which 
the rails appear to have been laid. 

This railway has a gauge of 4 feet 8j^ inches; and the rails, which are only 55 lbs. per 
lineal yard, rest on chairs secured to transverse sleepers by means of bolts passing through the 
chairs and sleepers, and kept firm by nuts and washers on the under side. 

The present establishment of servants consists of 13 porters, of whom 4 are boys. 

24 policemen. 
2 conductors, who have the charge of the trains on the journey. 

2 breaksmen. 

1 foreman of the locomotive department 

3 engine-drivers. 

3 firemen; and 

4 engine-cleaners. 

There are also to be two enginemen for the stationary engine, and a baiik-rider to break the 
carriages down the inclined plane. This establishment appears to be ample for working the 
line in the manner now intended. 

Three trains for passengers are to travel daily in both directions. 

The first train is to leave Cardiff at 8 a.m., and on arriving at the foot of the plane it will 
stop ; the engine will be detached, and remain there to take back the down train, which, by 
starting from Merthyr at 20 minutes after 8, will reach the top of the plane at about the time 
the train from Cardiff will arrive at the bottom. The second train starts at 11 from Cardiff, 
and 20 minutes after 11 from Merthyr; and the third at 3 from Cardiff, and 20 minutes after 3 
from Merthyr. 
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The first and last trains carry first and second class passengers only ; and the middle train Appendix, 

carries three classes of passengers and goods> the latter being placed on the hinder part of the ^ rt^lc^ tine to 

The trains will pass each other on the double line on the inclined plane, and will be taken New Lines, 
forward to their respective destinations by the engines which will have brought the other trains — - 

to the plane. ' No. 2. 

According to this system, no collision can result from there only being a single line, as there 
will be a three-hours' interval between the first and second, and four hours between the second 
and the third and last trains. 

The mineral traflSc will, I understand, be kept clear of the passenger-trains by starting 
generally afler the last train in the afternoon. 

With these precautions and arrangements I trust that this line may be worked with safety. 

There is on this line one level crossing of a tramroad, and another of a pubUc road, and at 
each gates have been put up and a policeman is stationed. 

It is gratifying to be able to state that this railway is in all respects in better order than any 
other whidi 1 have inspected preparatory to its opening, and I consider it fit for the public 
traffic in passengers and goods. 

The embankments appear to be consolidated, the cuttings properly trimmed, the fences in 
good order, the permanent way well laid and properly ballasted, and the carriages of a sub- 
stantial construction and well provided with breaks. 

The first and second-class carriages have buffer-springs, and the third-class carriages have 
common padded buffers. 

The engines have six wheels, four of which are coupled, and, having been made by Haw- 
thorne, and Sharpe, Roberts, and Company, there is every reason to expect that they will be ^ 
found well suited for this line. Indeed they have now been at work upon it for the last six 
months, and it does not appear that any difficulty is experienced in working them round the 
curves at a velocity of upwards of 20 miles an hour. 

The lajring of the rails at the curves has been managed with mathematical nicety, so as to 
keep the outer rail of the curve duly raised above the level of the inner rail. So long as the 
engmeer who constructed this line continues to manage it, this precision of the rails will 
doubtless be maintained ; but should any circumstance remove this gentleman from his pre- 
sent employment, it would be right that his successor, if not an engineer, should be properly 
instructed by him as to the mode he has adopted in laying the rails, so that they may be 
restored to their present relative position when any general lift of the line may take place. 

I enclose a copy of the existing regulations for the working of this railway, which, however 
well calculated they may have been for the traffic hitherto carried on, are obviously insufficient 
for the traffic whicn may be expected, and a code entering into more minute details of the duties 
required from the servants of the Company seems to be called for ; and its compilation cannot, 
in my opinion, be in better hands than those of the engineer of the line who has devoted much 
of bis time and talent to the consideration of its requirements. 

I have only to add that I have signified to the Secretary of the Company that I am not 
aware of any objection to the opening of the remainder of this railway from the Navigation- 
House to Merthyr Tydvil to-morrow, as proposed by the Directors. 

I have, &c. 

Frkdkric Smith, Lt.-Col. R.E., 
Right Hon. Henry Labouchere, M.P., Inspector-General of Railways. 

&c. &c. &c 



Letter sent to the Taff Vale Railway Company, with Copy of Sir Frederic Smith's Report, &c. 

Sir, Board of Trade, April 24, 1841. 

I AM directed, &c, to enclose a copy of Sir F. Smith's report on the Taff Vale Railway, 
which their Lordships are glad to find is so satisfactory with regard to the completion of the 
works and the arrangements for opening. It only remains to request that you will draw the 
particular attention of the Directors to that part of the report which points out the desirableness 
of laying down some precise rule as to the limitation of speed on going round the numerous 
curves of short radius, and also to the recommendation that no time should be lost in drawing 
up a more detailed code of instructions for servants in concert with the engineer of the 
Company. 

Joseph Ball, Esq., Cardiff, I am, &c., 

&c. &c. &c. S. Laino. 



No. 3. No. 3. 

GREAT WESTERN RAILWAY. Great Western. 

Giving notice of the intended opening of the Line from Wootton-Basset Road to Chippenham 

on the 22nd May. 

Sir, Princes-street, Bank, April 22, 184 J. 

I AM desired by the Directors of this railway to acquaint you, for the information of 
the Lords of the Committee of Her Majesty's Privy Council appointed for Trade, that it is 
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intended to open a further portion of this line for the pubKc conveyance of passengers and 
goods between Wootton- Basset road Station and Chippenham after the expiration of one 
calendar month from this date. 

The portion of line in question is about 13 miles in length, and extends to a spot on the 
east side of Chippenham town. 

I have the honour to request that you will acknowledge the receipt of this notice, which is 
given in compliance with the provisions of the Act of 3 and 4 Vic, cap. 97, entitled " an Act 
ibr regulating Railways." 

I have, &c. 
S. Laing, Esq. Charles Saunders, Secretary. 

&c. &c. 



Giving notice of the intended opening of the Line from Bristol to Bridgewater on the 

24th May. 

Bristol and Exeter Railway Oflfice, 30, Broad-street, 
Sir, Bristol, April 24, 184L 

I AM desired by the Directors to acquaint you, for the information of the Lords of the 
Committee of Her Majesty's Privy Council appointed for Trade, in compliance with the enact- 
ment of Lord Seymour's Bill for regulathig railways, that it is intended to open the Bristol 
and Exeter Railway from Bristol to Bridgewater for the public conveyance of passengers and 
goods, after the expiration of one calendar month from this date. 

I am to request that you will have the goodness to acknowledge the receipt of this notice. 

I have, &c 
S. Laing, Esq. J. B. Badham, Secretarj'. 

&c. &c. 



Report of Lieutenant-Colonel Sir Frederic Smith on the Great Western, the Cheltenham 
and Great Western Union, and the Bristol and Exeter Railways. 

Sir, Board of Trade, Whitehall, June 1, 1841. 

In my letter of tlie 24th May I acquainted you that I had inspected that portion of 
the Great Western Railway which extends from Wootton-Basset road to Chippenham, that 
portion of the Cheltenham and Great Western Union Railway which connects Cirencester 
with Swindon, and that I had also inspected the Bristol and Exeter Railway as far as Bridge- 
water, and I apprised you that as I did not find either of those lines sufficiently complete for 
the public traffic, I intended to make a further examination of them on the 29th and 31st 
ultimo. 

I transmit a letter from Mr. Saunders, the secretary of the Great Western Company, and 
superintendent of that line, as well as of the Cheltenham Union and Bristol and Exeter Rail- 
ways, in which that gentleman states that the observations contained in the letter which I 
addressed to him on me 24th ultimo had been laid before the Directors, who had made them 
known to Mr. Brunei, the engineer of the lines, in order that he might devote his best atten- 
tion to the several points referred to, with a view to their being fully carried into effect befiire 
the day appointed for the opening. 

I have now the honour to state to you that I have made these inspections, and I enclose for 
your information accqpy of the letters which I have written to Mr. Saunders, authorising the 
opening of those parts of the Great Western, and of the Cheltenham and Great Western 
UnioD Railways, which were under consideration, and specifying what works it would be 
necessary to perform on the Bristol and Exeter line before it could be used by the public 

Mr. Saunders transmitted to me the acoompanying copies of regulations originally issued 
solely for the guidance of persons employed in the Great Western Railway, but now intended 
to apply also to the Cheltenham and Great Western Union as well as to the Bristol and 
Exeter line. They consist of — 

First. General regulations for the police, comprehending inspectors, sub -inspectors, '&c. 

Secondly. Instructions to policemen and others for the management and method of giving 
signals. 

Thirdly. A hst of signals. 

Fourthly. Rules and regulations for engine-men and firemen. 

And fifthly. Special instructions to be observed at the termini of the Great Western Rail- 
way, and also at Slough and Reading stations. 

I may here remark that the Acts passed for the Great Western Railway were — 

5 and 6 Wm. IV. c 107. 

6 Wm. IV. c. 38. 

1 Vic. c 91 and 92. 

2 Vic. c. 27. 
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The total length of railway intended to be formed is 118 miles of double line. 

were commenced in the month of November, 1835. 

Miles 
ia length. 
The first opening was to Maidenhead on the 4th June, 1838 . 23 
The second opening was to Twyford, 1st July, 1839 . . • 7^ 
The third opening was to Reading, 31st March, 1840 . • . 5 
The fourth opening was to Steventon, 1st June, 1840 . . . 20^ 
The fifth opening was to Faringdon-road, 15th July, 1840 . 7 
The sixth opening was to Hay-lane, 17th December, 1840 . 17 

Making a total distance of 80 

The length now inspected is 13^ 

The length from Bath to Bristol, which was opened on the 

31st August, 1840 12i 

106 
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And there therefore remains a distance of 12 miles still to be opened between Chippenham 
and Bath, to make up the total length of 118 miles« 

In this wlude distance the steepest gradient has an inclination of 1 in 100. 

There are two planes of this description, one between Hay-lan.e and Chippenham, and the 
other in the Box Tunnel, between Chippenham and Bath. The former, which is now more 
particularly under consideration, is a mile and a quarter in length. 

In my inspection I descended this plane with an engine and four light carriages, the steam 
bei^ shut off and without the necessity of applying the breaks. 

The characteristic gradient on this portion of the line is 8 feet a-mile, and of the remainder 
4 feet per mile. 

In that portion of the line which extends from Hay-lane to Chippenham there are four 
deep cuttings, the first of the extreme depth of 40 feet, the second of nearly 50 feet, the third 
of 40 feet, and the fourth of 50 feet. 

There are three embankments of the respective extreme heights of 40 feet, of 30 feet, and 
of 33 feet ; and another embankment of the total length of 3} miles and of an extreme depth 
of about 20 feet. 

Owing to the unfavourable seascm of the year at which the first two lofty embankments were 
formed, and owing also to their being composed chiefly of clay, they have slipped to such an 
extent as to render it necessary to endeavour to secure them by several rows of piles driven 
through the mass into the natural ground. The performance of this work delayed the open- 
ing of the line for some weeks.' Considerable subsidence may still be expected, but I trust no 
danger will arise from this circumstance, as the superintendent of the line, aUve to the risk to 
which passengers would be exposed by any want of vigilance, will, I doubt not, adopt proper 
precautions, especially in the approaching winter, for the safety of the travellers. 

The remainder of the embankments and the cuttings are in good order, and the permanent 
way of a very satisfactory character. 

The fences, with few exceptions, are complete, and the bridges generally of larger dimen- 
sions and more convenient than required by the Acts of Parliament. The gates for the level 
crossings were to be put up on the day appointed for the opening, and the mile-posts were on 
the CTOund on the day of my inspection. 

The station at Chippenham will afford ample accommodation to the public, but it is not 
quite complete. The temporary station at Hay-lane is to be abandoned, as soon as the station- 
house and other buildings, which are now forming at Swindon, shall be completed. 

The establishment proposed to be added for the portion of line between Hay-lane and 
Chif^enham appears to be suflScient. 

The system of signals on this railway seems well calculated for the safety of the public. 
The principle adopted is as follows :-^ 

There is placed on a lofty pole a horizontal board, which on being turned full on the line 
shows a black bar. When this signal is exhibited no train or engine is allowed to approach 
the station. On the same pole, but on a higher level, a round disc is placed. This disc pre- 
sents its edge up and down the line when the cross bar is exhibited, and these signals denote 
that the station must not be entered; but when the disc is visible up and down the line, and 
the cross-bar turned so as to present its edge, then it is understood that the station is open for 
any engine or train. Thus the engine-drivers and guards have both a negative and positive 
signal for their guidance ; the exhibition of the cross-bar and the non-exUbition of tne disc 
signifying that they are not to approadi; and on the other hand, when the disc is visible and 
the cross-bar is not seen, the station is considered to be clear. 

As these signals differ so essentially from those in use upon other lines, and appear so well 
calculated for the object in view, I have thought it right to bring them under your special 
notice. 

At each station there are also two flags. The red one is used to denote that another 
engine or train is not more than three minutes a-head, and the green flag is intended to 
signify that another engine or train has passed within ten minutes. 

The night signals are upon the same principle as those in use by day. 

With reference to this railway I have only to add, that I am not aware that the Acts of 
Parliament have been deviated from in any essential points, or m any manner prejudicial to 
the public. 
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Cheltenham and Great Western Union Railway. 



the Opening of 
New Lines. 

No. 3. • 
Great Western. 



V. The Act for this line passed in the year 1836, and the works commenced in 1839. Its 

Reports relating to total length is 36 miles from the junction with the Great Western at Swindon, to its junction 

*u- f\ ^f ^.^j^ ^j^^^ portion of the Cheltenham and Great Western Railway which is completed between 

Gloucester and Cheltenham, and which, from being in connexion with the Gloucester and 

Birmingham Railway, is worked by that Company. 

The works are forming by the Cheltenham and Great Western Union Company, under the di- 
rection of Mr. Brunei; and, under an agreement recently entered into, the line, in proportion as 
it may be finished, will be leased to the Great Western Railway Company. 

That part of it which I have inspected is 13^ miles in length, of double line, with a branch 
of 4 miles of single line to Cirencester. 

The gauge of this railway is the same as that of the Great Western, viz. 7 feet ; and the 
bearing is longitudinal and continuous. The weight of the rails varies from 54 to 60 lbs., and 
they are rolled so as to present a level surface, and thus supercede the necessity of " canting" 
the timbers. 

The characterestic gradient is 16 feet in a mile, and the steepest gradient 17 feet in a mile. 
The deepest cutting of that part of the line which I inspected is 40 feet, in clay, to which 
slopes of two to one have been given. 

The highest embankment in the main line is 28 feet, and on the branch 38 feet. 
The opening of this railway, like that of the extention of the Great Western from Hay Lane, 
has been retarded by the slipping of an embankment composed of clay, and formed during 
very wet weather in the course of the winter before last. > 

This embankment is near the Swindon junction, and it is a singular fact that the subsidence 
has even amounted to 8 feet in the course of 24 hours. It now, however, seems to be toler- 
ably firm, and as an immense mass of dry and hard material has been brought to the spot, 
and, by being thrown on the top, has gradually displaced the treacherous material used in 
the first instance, there is reoson to presume that this work will now remain tolerably firm. 
It will, however, require careful watching in the course of the approaching winter. 

The station at Cirencester will afford sufficient accommodation to the public, as well as the 
intermediate stations at Minety and Purton, the latter of which is not yet finished. 

I am not aware of any deviation from the Act of Parliament of sufficient moment to bring 
under your notice. 

The mile-posts are up, and the fences in good order. 

There are two crossings of parish roads on the level, for which suitable gates are to be 
forthwith provided. 

The cuttings and the embankments, with the exception of the slip at Swindon, are in excel- 
lent order, and the permanent way only seems to require additional ballast to put it in a good 
condition. 

Mr. Brunei has devoted much attention to the mode of forming the junction at Swindon, 
which he has arranged with much judgment with a view to the safety of the passengers. I 
shall avail myself of the opportunity of bringing under your notice the arrangements at this 
junction, when I lay before you a general Report on the various Junctions and Stations on 
the several Railways in the Kingdom. 

Bristol and Exeter Railway, 

The Acts of Parliament under which this Railway are constructing is as follows : — 

6th William IV., cap. 26. 
1st Victoria, cap. 26. 
3rd Victoria, cap. 47. 

It will form a junction with the Great Western Railway at Temple Meads, Bristol; and its 
whole extent will be 761 miles. The part inspected is 32| miles in length, and extends from 
the Bristol Junction to the Bridgwater Station. 

In this distance the severest gradient is 1 in 355, and for about 22^ miles the line is nearly 
level. 

I have no reason to believe that either of the Acts of Parliament for this railway have been 
infringed, but you will perceive by the enclosed letter, dated the 25th May, from Mr. Badham, 
the secretary of the Bristol and Exeter Company, and its enclosure, dated 21st ult., addressed 
to him by Mr. Savery, the solicitor of the Company, that there has been a litigation with 
Mr. Payne respecting a deviation from the ParUamentary line, but that the qu^tion has been 
decided in favour of the Company. 

I am as yet unable to lay before you a statement of the out-door establishment proposed to 
be employed in working the portion of the Bristol and Exeter Railway about to be opened for 
the public traffic ; but you will perceive by the enclosed letter from Mr. Badham, dated 17th 
ult., that he has given me an assurance that this line will be worked and protected in every 
point by as effective a force for the purpose as that which has hitherto been employed under 
similar circumstances upon the Great Western Railway. 

The gauge of this railway is the same as that of the Great Western, and the carriages will 
nm through from London, as soon as the line shall be completed between Chippenham and 
Bath; and the same •system of signals will be used on alt the lines worked by the Great 
Western Company. 

I found that me whole of the bridges which I measured were of dimensions affording 
greater accommodation and convenience than was stipulated for by the Acts of Parliament ; 
and I am informed that the Commissioners of Sewers of the various districts through which 
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the railway has been fbrmed, are satisfied with the way i» wbidi the draiaaf e of the land has Apfwato.. 
beea prmded for. . y 

The stations are as follows; namely, at Nailsea, Yatton, Baawell, Weston-soper-Mtfrey wd ^^^ wuting W 

Highbridge. . , . ,^. t> ^ i.. • the Opening of 

It appears to me^ that the plan adopted in the caseis referred to m this Report of combininff New lines, 
bymeantfof a lease the arran^menta for working, under one system of management and — -^ 

control, branch railways belengmgf to different companies in connexion with the main Mntf ^^^ Western, 
must be attended with considerable advantage and convenience to the public, as well as benefit 
to the companies themselves in point of economy. It ensures an uniformity of regulation with 
respect to fares, times of departure, speed of trains, &c., and effectually forbids all conflict of 
interest or opinion upon many subjects of minor detail, wUdi nawe or less will affect the eott^ 
venience and comfort, if not the security of railway travelling. 

I have, &c., 

Frederk; Smith, Lt.-Cbl. R. E., 
G. R. Porter. Esq., Inspector-General of Railways, 

&c. &c. 

StK, Londom May 26, 1841. 

Your letter of the 24th instant having beensirtmiftted tivthe Board of Direetors of thieJ 
Company^ I am desimi to convey to you their best tbairics for the very prompt conrmumcation 
of those suggestions which, upon an inspection of their line between Hay Lane and Chippen- 
ham, iMve vppesred to yo«i to require the more immediate atrention of the Company, prep«ira- 
tory to the opening for public traffic, which is intended to take place on Monday the Slst 
initom. The observations yotf have been good enough to offer have been already matfe knoirn 
to Mr. Brunei, and I am enabled to say that he will devote bis best attention f o the several 
points referred to, with a view to their being fully carried into effect before the appointed 
day. 

The Krectors have desii^d itfe also to eispress to yoti that they are very sensible of yowr 
kindness in pfoposiog again to go over the line on the 29th m^ant, when they foe) convinced 
that you wiU be enimled to report your entire concurrenee in the propriety of opening the 
railway to the pwblic. 

I have much pleasure, in compliaince with your request, in transoritthig to you t»K copy of 
the Code of Reguktioaa for n^oilring the engines and siigtials on this railway, which I may add 
will be equally applicable in every respect to the portions of the Bristol arid E«eter, and 
Cheltenham and Great Western Union Railways, which are about to be worked by this 
Compmy. 

The present police estabtisfament between Hay Lane station and Chippenham, a distance of 
about 13 miles, will coOsiet of 38 persons, and the same number will be employed between the 
Swindon Junction and Cirencester. 

I am, &c., 
Lt.-Col. Sir Frederic Smith, Charles A. Saunders, Secretary. 

&c. &c. 



Sir, Bristol, May 29, 1 841 . 

I have the honour to acknowledge the receipt of your letter of the 26th instant, in 
which you inform me that the Board of Directors of the Great Western Railway Company 
have made known to Mr. Brunei, the suggestions contained in my letter of the 24th instant, 
respecting certain parts of the lines which I had inspected between Hay Lane and Chippen- 
ham, and also between Swindon and Cirencester, and that attention would be paid to carrying 
into effect before the day of opening, which is intended to take place on the 31st instant 

I have now the honour to inform you that having again examined those parts of the lines 
in question which were unfinished at the period of my former inspections, I see no reason for a 
postponement of the proposed opening. 

I would, however, point out that there are still some few deficiencies in the fences, and in the 
gales of the level crossings; that the ballasting is rather scanty in some parts, and that it 
would be desirable to increase the number of screws in some of the rails ; aold I would further 
advise great caution to be used, for at least a few days, in running the trains over the embank^ 
ments, where partial slips have occured owing to the wet weather of last winter^ 

I think it but right to observe that I found the cuttings in a very satisfactory conditiooj and 
the permanent way generally in excellent order. 

« I have, &c.^ 

Frederic Smith, Lt.-Cd. R. E. 
C. A. Saunders, Esq., luspector-Genend of Railways^ 

&c. &c. 



SiR> Bristol, May 29, 184L 

I have the honour to acquaint you that I have this day inspected that part of the 
Bristol and Exeler Railway which extends between Bristol and Bridgewater, and I have 
pointed out on the e^ to Mr. Oratatt, the resident engineer, the works which it will be 
necessary to complete preparatory to the proposed opening for the ptiMic t^afllc. 

T 
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Those parts of the line which are finished I find in excellent order, and the deficiencies ta 
which I allude are in the fences of the line, and of the bridge approaches ; in the ballasting^ 
and in the securing of the rails to the timbers, all of which may be completed by proper 
exertion in about a week. 

I have, &c., 
Frederic Smith, Lt.^Ccl R. E. 
C. A. Saunders, Esq., Inspector-General of Railways. 

&c. &c. 



Special Instructions to be observed at each Terminus of the Railway, and also at Slough 

and Reading Stations. 

The signals are the same in every respect as those described in the General Instructions. 

The cross bar is always to be kept full 00 by day, and the red light always to be shown 
after dusk and at night ; to close the entrance to those stations until a tram or locomotive 
engine shall come distinctly in sight, and until a bell shall have been rung by the poUoeman, to 
give notice thereof at the station. 

If the line, and the station, and all the cros^ngs into it shall be perfectly dear, the disc is 
then to be put full on to the railway, (the cross-tbar being reversed so as not to be seen on the 
Une,) and the green light is to be shown to admit the train at a slow speed. 

When one disc is shown full at one side or entrance to the Reading or Slough station^ the 
other disc is on no account whatever to be put on full, in the same manner; but the cross-bar 
and red light must be kept shown, to prevent any engine or train approaching the station in 
the opposite direction. 

As soon as the train has entered the station, and is quite clear of the erossinff, and not suoner> 
the round disc is to be reversed, and the green lamp changed for the red light ; the cross-bar 
being again shown full on to the line. 

Particular attention must be paid by the signal men, after ringing the bell, to see that the 
other signals in the Reading or Slough stations, or at the other end of either station, are so 
given as to close admittance to it, before the round disc or green lamp is put on to the lin^ to 
permit any train or engine to approach. 

The up-train must never be allowed to move from the platform of the Reading or Slough 
station, when the disc or green light is full on to the railway^ to admit the down-train ; nor 
must the disc or green light be put full on to the railway, after the whistle of the engine has 
given notice that the up-train is about to start; nor until it shall have completely cleared the 
crossing into the north line. 

At each terminus the signal man must refiise to admit any engine or train into the station^ 
until he knows that the line in the station is quite clear from the preceding engine, or train of 
carriages, trucks, or waggons, which it his duty to ascertain as soon as possible. 

By order of the Directors, 

Charles A. Saunders, 
February, 1841. Greneral Superintendent of the Line. 

I, the undersigned, bein^ appointed in the service of the Great Western Railway 
Company, do hereby bind myself to oDserve and obey the foregoing regulations. 

Date , 



Appointment^ 
Witness to Signature. 



Signature. 



Instructions to Policemen, and Others, for the Management and Method of giving Signals. 

Evert policeman, on the railway, will be furnished with a lamp having three difierent 
glasses ; viz. red for Danger, green for Caution, and white for Alt right sign^. 

The use of each colour is more clearly described in the printed list of signals, and it is of the 
utmost importance that attention be at all times given to the accurate display of the proper 
signal according to circumstances, for which purpose each policeman must take care that his 
lamp is well tnmmed and kept clean, and the glasses quite clear and unbroken. In the evtot 
of the lamp or glass requiring repair, he is to procure another from the station, to be used until 
his own be restored to him. 

The signals, both by day and ni^ht, are to be kept steadily shown by every policeman on the 
line, until every carriage or truck in the train shall have passed him. In all cases the police- 
man signalling, is to stand on the opposite ndeoftherailway, that he maybe quite conspicuous 
to the ariver and fireman, as well as to the conductor and guards, taking great care not to be 
in the way of any engine or train approaching in the opposite direction. 

At and after dusk, each policeman will show the red bght to any train or engine whidimay 
be following another train, or carriage, or engine, upon the same line, within three minutes of 
each other, in order to stop the latter. 
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After the lape of three minutes^ the green light is to be shown, and to remain until 10 . Appendix, 
minutes from tne time when the first engine or train shall have passed, as a Cautiwi signal to "TT" 

the engine-man that another train is a-head of him. Reports relatinir to 

In the day-time the arms are to be used to denote the same signals ; the two arms raised the Opening oi 
over the head, when a train or engine shall have passed within three minutes in the same New Lines. 
, >direction along the line ; and one arm raised over the head when it shall have passed more — ^ 

than three minutes but within ten minutes. Great^WwienL 

Every policeman will give also the proper signal (as described in the list) with his arms by 
day-light, or with his lamp at dusk or by night, to every passing engine or train. He must 
inform himself accurately, by inspection of the line or otherwise, that the railway is clear and 
unobstructed^ and that there can oe no danger to the free passage of the train, in which case 
he will communicate, by signal, jill right, to the engine-man, conductor^ and guards. 

If there be any obstruction on the line, or any danger of obstruction, or any accident, or if a 
train or engine shall have passed within three minutes in the same direction, the Danger 
signal To stop must be invariably given. 

If there be any reason to recommend a reduced speed, on account of the state of the road or 
rails, or for any other cause whatever ; or, if a train or engine shall have passed in the same 
direction more than three minutes but within ten minutes, the Caution signal is to be given. 

It is the duty of every policeman, as soon as he comes off his beat, to report to the super- 
intendent of the station, any instance of disobedience of the signals given by him, in order that 
the case may be investigated, and the person, so disobeying signals, may be puni^ed. 

In the event of any accident occurring or becoming known to any policeman, he is instantly 
to show his red light, and to hasten back in the proper direction, to stop any train which may 
be following on the sanse line, until he meets with another policeman, to whom he is to com- 
municate the same instruction ; or, at all events, until he has proceeded one mile from the 
place of accident, where he must remain with the Danger signal shown, in <mlar to stop the 
coming tndns, uMil he knows the line to be again perfectly clear and unobstructed. 

Station, Tunnel, and Gate Signals. 

Signals by means of a round disc, and a cross-bar on a mast, and also by flags in the day- 
time and lights by night, on a separate flag-staff, are provided at each station, at the entrances 
to long tunnels, and at all the gates which shut across the line, to be used for the purposes 
described in the annexed list of signals. 

The signal men at the stations and tunnels, and the gate-keepers at the gates, are to employ 
these signals for the same 'purposes described in the instructions for the police constables on 
the line. 



The cross-bar seen along the line is the signal To stop. 



The red flag on the flag-staff by dav, and the red light by dusk or at night, is also the 
Danger signal To stop, and must be shown in every instance of the line being obstructed, or 
of any accident or stoppage at the station, in the tunnels, or on the line, and also for three 
minutes after the passage of any engine or train in the same direction along the line. 

The green flag on the flag-staff by day, and the green light at night, is the Caution signal 
To slacken speed and must be shown, after three minutes, until ten minutes shall have elapsed 
from the passing of an engine or train in the same direction, as well as in any case where it 
may seem proper to recommend a reduced speed. 





The disc shown full along the railway, impUes '^ All right J 



The white light, at night, also implies " All right. *^ 

The disc must always be reversed (so as not to be seen along the railway), and the cross-bar 
must be shown whenever the Danger signal is indicated upon either flag-staff, whether by red 
flag or by red light ; and consequently the full disc will only be seen when the Une is per- 
fectly clear and no engine shall have passed for three minutes previously. 

The flag-staff, to show signals for engines or trains on the down-line, is always on the south 
and left-hand side of the down-train ; and for the up-line, is alwajrs on the north, and left- 
hand side of the up-train; but when necessary to give Caution or Danger signals to 
the engines in each direction, the flags or lights must of course be shown on both flag-staS at 
the same time, as well as by the cross-bar. 

In the case of a fog, both the day and night signals must be used simultaneously. 

T2 
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The local siiperiiiCeiident will be answerable for each ])olice or ei^al neft in his district 
beiikg^ thoroughly instructed in the nature and node of giving Aese signals ; md also for the 
proper observance of any special orders in reference thereto, which nmj be given frMO time to 
tijBie. 

A copy of the instnictions and list of signals is to be furnished to every peiioetnwi of the 
Company^ to be inspected once annonth at Teast^ and a counterparty signed by each individuai^ 
to be kept as evidence of his having been so furnished. 

There will be an additional order for the specUl guidanee of signal «MO,at Slough a^d 
Beading staitioas ; and als^ at each tenmnus of the railway. 

By Order of the Directors, 

Charles A. Saunders* 
February, 1'841. 6en^ral Superintendent of the Lins. 

I, the undersigned^ being appointed in the service of the Goeat Western IWIwAj 
C«mpax]f» do hereby bind xnyselt to observe and obey the fore^^i^g regulajtions as to signals. 

lirte ^ 

Appointnttent 
Witness to Signature. 



Signature. 



liST OF SIGNALS. 
Line Signals. 
The following signals are shown by every policeman employed on the line of railway : 



Dat SioirALs. 

The day signals are performed by the arms. 

Tlie si^fKal *' all right,* consists in holding the right arm in an hori- 
zontal position^ pointing across the line of rails on which the train is 
proceeding. 




The caution signal to "slacken speedy is shown by the policeman 
fading the approaching train ; one arm being held straight up as high 
as he can. 




The danger signal *^to stop,'* is shown by the policeman facing the 
approaching train, and holding both arms straight up as high as he 



can. 




Night Signals. 

*'All right*' On the approach of a train^ the white light of the lamp is to be held stea- 
dily faciAg it, and as it passes by, the lamp is to be moyed rounds so that fthe light may oon- 
tinue to fall upon the engine. G-reat care must be .taken to keep the light steady, in order 
that it may AOt be Jmistohen for any other signal 
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Tke camiion aignal • to slacken speed** is indicated m a Hmikur manner^ by the green glass ^AmeHiz. 
'Of the kimp bein^ tunied on and «bown as before mentioned. w— 

The danger signal " to stop!* is shown in the same way, by the red glass of the lane ^ Ya..m„^ 

being turned on. ^^0 'S^ 

En the «beenoe of a red light, the violent waimg of a light iiotfzoBtally indieaites danger. New l^eSf 

Ife oarriagee are pKHwled with red and green lamps ; tlie red oaes are placed at the rear — »- 

of the carriages, and can only be seen by persons standing behind the train. ns^^Tfefli 

l!h% g»een ones are plaeed fai front, they will consequently denote the approach of the train. * "*** 

Loooviotke engioee moving without a train will sihow the same lights. 

SXATICm, TifWHEL, AtfD GaTB SlOKAtSU 

The feHofwittg aigmds «re used at every station, at «ach entrance to Che long tunnels, 9tnd at 
level crossings of roads where gates are constructed to shut across die railway : — 



Chieat Western* 



Pat Swnals. 



The si 



teraed 



signal " all ri^ht/* is indicated hj the round disc 4m the mast, 
fun en to the fane; thus— 




Vh^ camtim mgogl **to slacken ^efi,** is ^owf^ b^ ja gr^fin flag m 
a separate flag-stafC on tjbe Mtnhmd fi»de af ^ train. 



The signal '' to stop,** is shown by a cross-bar on the mast, being 
full on to the line, the round disc being turned on edge, and conse- 
quently not visible ; thus — 



Alao> by a red flag shown on ja sep»i:9jte iflag-staflf on the leA-Jband 
side 4of t^e traitt 

Night Signals. 

"The signal ** all right, ^* is shown by a whit4: lamp fixed on the flag- staff on the left-Jiand 
side of the train. 

The caution signal '' to slacken speed,* is indicated by a greqi lamp, shown in tljie same 
wv. 

The danger signal " to stop,** is indicated by a red lamp, shown in the same way. 

N.B. No signals are shown at night at Goring or HaiLwell staUonsi. Both lamps at Paikg- 
Jboumet» Goring, and Shrivenham Stations ai:e paced <on the aoutb aid^, on ^cQuat of (>he 
curves. 

■*^* All former signals or regulations for the management of them are .eanodyM iby (the 
Aibstitution of these orders. 
February, 1841. 

I, the undersigned, being appointed in the service of the Great Western Railway 
Company, do hereby bind myself to observe and obey the foregoing regulations as to signals. 

Date 

AppoiolQient 



Witness io signature. 



Signature. 



General Regulations for the Vougb, ooidPgsflENDUiG Inspectors, Sub-Inspectors, &c. 

1. Each person to devote lumself exclusively to ;the Cookpany's service^ attending duung 
the reflated hours of the day, and reaidiog wherever he may be required. 

% He is to obey all orders and instructions he may receive from the Committee of Man- 
«^€iinent> or from persons plaoed in authority over himi, and confoirm to all the regulations of 
the Company. 

3. Each num wjUU be liable to imntiediate disQussal for disobedience of orders, negligen€e,.€Hr 
other misconduct. 

4. He is strictly forbidden to receive money ftorn^ any person, under any pretence whatever; 
.and any case of incivility, or rudeness to passengers, will meet with instant punishment. 

5. No induce of intoxication when on duty will be overlooked, and any man d^miss^ 
from the Cor^pany s swrice for that ofienoe will be liable to a fine by the magistrates. 

6. Each jncoi wuat appear when w duty iia uniform, (to be proyided by the Company,) in 
a proper state of neatness and cleanlinegs. 

7. Every inan dismissed, or who shall resign Ins situation^ shall, before he quits the Com- 
pany's service, deliver up every article of dress, and of the appointments wbi^h ahall h«kve 
been sMpplied him. 
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8. If any such article shall have been improperly used or damaged, a deduction from )any 
pay due to the man shall be made, sufficient to make good the damage, or supply a new 
article. * 

9. He is not to quit the Company's service without giving one month's previous notice of his 
intention, and in case of his quitting without such notice^ all pay then due shall be forfeited. 

10. The pay of every man absent for sickness, or without leave, to be suspended for the 
special order of the Directors on each case. 

11. The duties of the police may be stated generally to consist in the preservation of order 
in all the stations and on the line of railway. They are to give and receive signals; to keep 
the line free from casual or wilful obstructions; to assist in case of accidei^; to caution 
Strangers of danger on the railway; to remove intruders of all descriptions ; to superintend 
and manage the crosses or switches ; to give notice of arrivals or departures; to direct persons 
into the entrance to the stations or sheds; to watch movements of embankments or cuttings; 
to inspect the rails and solidity of the timber ; to miard and watch the Company's premises ; 
and to convey the earliest information on every subject to their appointed station or superior 
officer. 

12. The inspector is the chief officer of police, sub-inspectors next in authority, and the 
constables are to submit to all orders received from them. 

13. The hours of attendance, place of residence, and duty of each individual, will bi 
detailed in a separate order, signed by the inspector. 



I, the undersigned, being appointed in the service of the Great Western 
Company, do hereby bind myself to observe and obey the foregoing regulations. 

Witness to signature. Signature. Appointment 



Railway 



Rules and Regulations for Enginemen and Firemen. 
Pay and Conditions of Service. 

1. Every man must devote himself exclusively to the Company's service, attending at such 
hours as may be appointed, and residing wherever he may be required. He is to obey all 
orders and instructions he may receive direct from the Committee of -Management, or the 
engineeer-in-chief, or the superintendent of the locomotive department, or from any officers of 
the Company placed in authority over him, and conform to all the general regulations of the 
Company. 

2. The weekly pay which may be fixed for each man will always include his services during 
all such hours, whether early or late, as may be determined upon from time to time by the 
superintendent, according to the arrangements of the trains during the week, and which hours 
will be so arranged as to give to each man a fair average day's work. 

The pay of every man absent from sickness, or without leave, will be suspended until the 
special order of the Directors is obtained in each case. 

If an engineman be not required for his full time upon the Une, he is to employ the remainder 
of his time in the shop, and under shop rules, and at any work the foreman may give hinu 
He will also keep a shop time-book, according to the rules, as applying to the fitters. 

In addition to the pay of an engineman, annual premiums oi 5/. or 10/., as the case may 
appear to the Directors to justify, will be e^ven for general good conduct and length of service^ 
for the efficient working of the engines and economical use of fuel and stores, and particularly 
to those enginemen who, by proper care and attention to the following regulations, shall avoid 
all accidents or delays to the trains. 

3. He will be liable to. immediate dismissal for any, the slightest, instance of insobriety ; 
for disobedience of orders, for negligence, or other misconduct, as well as to punishment under 
the '' Act for regulating Railways,' or any other Act applicable to the case. 

He will be lieu)le to fines, to be determined by the Directors : and if dismissed for any 
serious fault, or if quitting the service of the Company without giving one month's previous 
notice, the whole or a portion of any arrears of pay then due, as may be determined by the 
Directors, will be forfeited. 

General Rules for Conduct. 

4. He must appear on duty dressed in white fustian clothes, which are to be clean every 
Monday mornings or on Sunday, when he may be required to work on that day. 

5. Each engineman will be provided with the following tools, for which he will be held 
responsible : — ^One screw-jack, two pinch-bars, two buckets, one long and one short drag-chain, 
a proper quantity of fire-irons, oil-cans, &c. ; a complete set of screw-keys, shifting-key, and 
monkey ; also a small chain and padlock, to fasten the different articles together. Three 
lamps will also be provided: one a green lamp, which, after dusk, or during fogs, must 
always be lighted, and fixed in front of the engine, or of the tender, if from any cause the 
tender is in front ; the other a guage-light; and the third, a hand-lamp, having a white and 
a red glass. All which lamps must be delivered into the care of the storekeeper every night 
or morning when done with, and taken out again when the engine is ready to go out. 

To each engine will also be appropriated a book, and the engineman, previous to getting 
either coke or stores, must take the book to the storekeeper, and have set down the quantity 
of each article he may require, and he must receive neither more nor less than the quantity 
shown in the book. 

6. The duty required of each engineman will be determined each day by the superintendent 
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of the kcomotiTe department ; and no turn of duty is to be altered, and no overwork b to be Appeadiz. '. 
undertaken by any man, on any account, without the sanction of the superintendent or his TT* 

principal assistant at the station be first obtained, except on sudden emergencies, and the case i^epoitt rdaliii^to 
must then be reported to the superintendent immediately. the Opening of 

* 7. The engineman must be with his engine at least three quarters of an hour previous to his New ^nei. 
time of starting, as fixed by the superintendent of the locomotive department, and the firemen ^ — 

at least one hour before that time. And the engineman will be responsible for having his OM^Weiteffi. 
engine in perfect order, the steam up, with the necessary stores and tools, the tender full, 
and his fireman at his post, not less than ten minutes before the hour appointed for starting. 

8. At five minutes before the hour of starting with any train, and not sooner, the engineman 
will place his engine in front of the train. After that time, ami until the arrival of the train, 
he will be under the order of the conductor, in all matters affecting the starting, stopping, or 
the motions of the train ; and in case of any accident to the train, he will, if required, discon- 
nect his engine, and proceed where he may be ordered by the conductor, and generally he will 
obey promptly all orders or signals given to him, whether by superintendents of stations or 
the conductor, so far as the safe and proper working of his engine will enable him. 

9. While the engine is standing still, whether before startmg or at a station, or on the line, 
for however short a time, the slides are always to be thrown out of gear, the steam shut off, 
sad the tender-break to be screwed tight, until the signal for starting be given by the con- 
ductor, and the engineman must be careful always to start or stop steadily, and without jerking 
the train ; and he shall at no time leave the engine without seeing that the above rules are 
strictly complied with, and then not without leavmg the engine in charge of his fireman. 

10. No engine must ever, on any account whatever, be moved from any of the stations on 
to the main hne, except when the engineman is proceeding in his turn, and at the proper time, 
to take his place in front of a train : or, when on the main line, he must never run beyond the 
limits which may be fixed at each station without a regular despatch-note, filled up and signed 
by the proper superintendent or foreman, and he must then follow strictly the orders contained 
in such despatch-note, both as regards the time of starting and the place and time of returning. 

11. The en^es are never to run forward on the right-hand road, but always to move on 
the south road from Paddington towards Bristol, and on the north road from Bristol towards 
Paddington, except when specially ordered to do otherwise, upon accident or emergency, by 
the conductor of a train, and then the engineman must always ascertain from the conductor, 
and also satisfy himself, that the police have been made aware of the circumstance for the 
whole distance which he proposes to run ; and he must proceed slowly, and continue to sound 
his whistle by beats the whole time. When dark, and in the evening before it is dusk, the 
engineman must see that his lamps are trimmed and ready, and must take care that the green 
lamp is lighted and fixed in front, or to the tender, if from any cause he is moving tender first ; 
and if without a train, that a red lamp is fixed behind ; and if he should be upon the line 
without his lamps, he must procure some from the storekeeper at the next principal station. 

12. The exact time for performing each portion of the journey will be fixed by the Directors, 
and the great object of the engineman must be to keep his engine going regularly at the speed 
required, and from which speed he should vary as little as possible, never exceeding the speed 
actually required for keeping the time punctually, and therefore never arriving at any of the 
stations, or any part of the hne, or at the end of the journey, before time. 

The goods- train is to travel at an average rate, when moving, of 15 miles per hour, and is 
at no time to exceed the rate of 20 miles. 

13. The engineman and his fireman only to be upon the tender, and no other person what- 
ever to be allowed to ride with them, unless by the special order of the engineer-in-chief, or of 
the superintendent of the locomotive department, or in case of need during the journey, by 
direction of the conductor of the train. 

14. The engineman is to keep a good look-out for any signal^ at gates or stations, or 
firom the police on the line, either for checking his speea or stopping entirely ; all which 
signals, or any other indication of danger, he is responsible for seeing and attending to 
immediately, without waiting for the conductor's orders, and he must immediately obey any 
signal made by a policeman or gatekeeper, even if he should see reason to think such signed 
to be imnecessary. 

And before starting his engine at any time, whether in the station or on the line, and 
particularly before arriving at any gate or station, or before approaching and when entering 
any tunnel, or if any workman or any obstruction be seen upon the line, the engine-man shall 
sound his whistle ; and when any obstruction is seen on the line, or any cause whatever to 
create a doubt of the safety of proceeding, he is to shut off the steam and sound the whistle, 
and stop altogether. And if the engineer is engaged with any part of the engine, the 
fireman must keep on the look-out, and act for the engineman; and the fireman must 
be at all times ready, at a signal from the engineman, to go to the break; and when 
approaching any station where the engine is to stop, or observing any obstruction on the line, 
or seeing any signal intimating danger or caution, it is the duty of the fireman, without waiting 
for orders, to go to the break, and to warn the engineman instantly; and in the event of the 
engineman being, by accident or other circumstance, rendered incapable of doing his duty, the 
fireman is to undertake the management of the engine until he can be replaced — ^proceeding 
with great caution, and reporting the circumstance to the conductor at the first opportunity. 

If any other man besides the fireman (specially employed) be upon the tender, then one of 
the two must always be stationed and remain at the break. 

15. Before arriving at the stations, and particularly at those where the lines cross into 
adin^s, he must reduce his speed in proper time, and use the break so as to have the engine 
completely under his command, and enable him to stop altogether if necessary, before entering 
the curve, and to stop exactly at the proper part of the planorm ; and, to do this properly, he 
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mmt of course oonBider the weight and length of the train, the speed of the engine at the iwkt, 
and the circumstance of the rails being slippery or otherwise. 
t^ 16^ The signals at the stations, gates, &c., arei 




The round disc turned on edge^ 
and consequently not Tisible, 
and the eross bars full on, or a 
red flag by day, or a red light 
by night. 



A green flag by day, or a green 
hght af night. 



To stop, — that the station is not clear, 
or that another train is less than three 
minutes a-head, and that the train must 
come to a complete stand before 
entering or arriving at the statkm. 



To go slowly, — ^that a train is less than 
10 mimfutes a-head, that the line is 
bad, or that some other cause exists 
for precaution and for gcnng slowly. 




The tound disc turned full on, and ^ 

the cross^ bars off by day, or a > All rights 
white light by night — J 



The signals on the line are : — 
The policeman hoMinsr both arms \ fa . 

up, orared Kght b/night-. / ^^^^^Z^' 
Holding one arm up, or a green ) /^^ / / 

Holding his arm horizontally, or a | ^.. . , . 
wUte light — J ^ 

Also, any light waived backwards and fordwards horizontally is a signal to stop. 

When passing another engine, the drivers must always stand on the right-hand skte, 9b as 

to be next each other in passing, and must always signal each other with the same si gnak a^ 

those above described^ to tell whether the Ime which they have passed is clear, or whether a 

tmin is arhead or any cause of danger exists. 

17. If from any cause one engine follows or overtakes* any engine also moving in the same 
direction, the engineman must keep at a distance of at least 500 yards; aad if a train is in 
front, he must keep at a (Mstanee of at least half a mile ; and whenever the signal is given that 
a train is a-head, hie must reduee his speed, even if the train be not iu sight ; and, after passiifg 
«ny such signals, he must be particularly -careful in approaching any station, or in paesiag 
those parts of the line where he cannot see far a-head. 

18. If any train or engine be discovered at a stand on the opposite line it must be approached 
^nd passed sloWly. When dusk or dark, or during a fog, snow-storm, or violent rain, the 
whistle must be sounded frequently for the whole distance ; and when approaching any station 
or gate more than usu^ p^atition must be used ; and if the signals, from fog or any other 
causes be not clearly seen, the train must be completely stopped before entering the curves 
into any station, or before arriving at the platform where there is no siding, and the engine- 
man is not on any account te proc^ until he receives direct information from the pcdiceman 
that the line is clear. 

19. If an engine be sent on the line with a despatch note, without any train, or from any 
•other cause, without a conductor, the engineman will be entirely responsible for all the move- 
^ments of the engine, and, in addition to the precautions and rules above required to be 
observed, he must, in the event of any circumstance compelling him to stop, send back the 
fireman with the red light, if after dusk, to the next policeman, and warn him of the circum- 
stance ; and if obliged to cross on to the other hne, he must always move forward on his 
proper line to the next crossing a-head, and never return on the wrong line. Any engineman 
proceeding whh a despatch note must be careful to proceed at the same average rate as 
the passenger^rains, and on no account to run his engine at higher speeds at any part of his 
journey, unless otherwise specially ordered in the despatch note. 

20. In case of any aecidetit to the engine or train causing a complete stoppage, the engine- 
man, after giving such directions to \m fireman to open the fire deer, rake out the fire, or 
otherwise, as may be necessary for the safety of the engine, naust immediatelv seek the con- 
ductor of the train, and conmaunicate with him, and receive his directions; and in the absence 
of the conductor, the engiaewMi must himself ascertain whether the engine and train be dear 
of the opposite line, and of any tram passing upon it, and remove the passengers from the 
carriages u they do not appear (yiite clear, and must send a guard, or other special naessenger, 
each way to the next poiieenMn to stop any trains ooming up } and if dusk, or dsurk, he must 
see that the carriage laums are so turned that his owa and the front oarriage lamps shall show 
red lights forwarct and tne tail lamps as usual fie^Mf a Ted light backwards j aud he nmst also 
rake out and make up a ire om the other Une^ fer the purpose of forming an additional signal. 
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And, in the event of any such accident causing stoppage, particularly in a tunnel, the engine- Appendix 
man roust occasionally hold down the steam valve, to prevent the noise, and allow of orders "^ 

being more easily given and heard. Reportt reiating to 

— — • the Opening of 
I, the undesigned, being appointed in the service of the Great Western Railway Lines, 



Company, do hereby bind myself to observe and obey the foregoing regulations. No. 3c 



Date 



Great Western. 



Witness to signature. 



Signature. 



Letter relative to the opening of the line to Bridgewater, in answer to Sir F. Smith's letter 

of the 4th inst. 

Bristol and Exeter Railway Office, SO, Broad Street, 
Sir, Bristol, May 17. 1841. 

In answer to your letter of the 4th inst, I am directed to state to you that a return of 
the proposed out-door establishment for the working of the portion of the Bristol and Exeter 
Railway, intended to be opened in the course of the present month, will be furnished as soon 
as the extent of the requisite force can be correctly ascertained. 

In the mean time, I am instructed to assure you that this line will be worked and protected 
in every point by a force as effective for the purpose, as that which has hitherto been employed 
under similar circumstances upon the Great Western Railway. 

The section and tracing which you require will be furnished by Mr. Brunei, the Company*s 
engineer*in-chief, to whom I have transmitted a copy of your communication. 

I have, &c. 
Sir Frederic Smith, J. W. Badham, Secretary. 

&c. &a '^ 



Bristol and Exeter Railway Office, 30, Broad Street, 
Sir, Bristol, May 25, 1841. 

On my return last night from Bridgewater, I called upon the solicitors in hope of 
transmitting to you this momiii^ an official report of the trial at Taunton, between this Com- 
pany and Mr, Charles Henry ^yne, of Uphill ; but their offices were closed, and I am fearful 
mat it cannot be obtained in time for this dav*8 post. ' 

His plea for an injunction was that the line deviated more than 100 yards from the Par- 
liamentary line, measuring from the centre of the latter to the outside of the former ; but the 
judge decided that this mode of ascertaining the difference was contrary to the meaning of the 
Act, and that the deviation was within the 100 yards. Mr. Payne's is the only attempt to 
show a deviation beyond the distance limited by the Act. 

I have, &c. 

J. W. Badham, Secretary. 

P.S. — Since writing the above, I have procured the enclosed statement from the solicitor 
who conducted the suits with Mr. Payne on behalf of the Company. 

N.B. — Mr. Saunders and Mr. Clark had a narrow escape with their lives, from a place 
which you and they had several times occupied. 

They had not left a trawley which followed the engine three minutes before the velocity 
threw the former over the rail, broke the axle and dashed it with such tremendous violence, 
that the concussion must have been fatal to them if they had not providentially exchanged 
their seats in time to avoid it. 

I mention this, Sir Frederic, to you, because I observed some evidences of that want of 
caution which familiarity with danger is so apt to produce. 

Sir Frederic Smithy 
&c. &c. 



My dear Sir, King Square, May 21, 1841. 

In answer to your inquiry respecting the action by Mr. Pajme against the Bristol and 
Exeter Railway Company, I have to acquaint you that in 1838 he obtaineid an injunction from 
the Vice Chancellor against the Company, on the e^round that the line as set out was a devia- 
tion beyond the Parliamentary limit, but, on my filing the affidavits of our engineers in answer, 
the injunction was dismissed with costs. 

We then summoned a jury to assess the value of his land, as he refused to treat with the 
Company, and he immediately applied to the Court of King's Bench, by means of a rule nisi, 
to show cause why our inquisition should not be quashed ; and this rule, on our showing 
cause, shared the fate of the injunction, and was discharged with costs. 

Mr. Payne next brought an ejectment to deprive the Company of the land thus taken, which 
was tried in 1839 at Bndgewater before Mr. Justice Erskine and a special jury. On this trial 
the real question was, whether the line as actually formed (the cutting through Uphill being 
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then open) exeeeded the Parliamentarj deviatian ; and hi support of the affirmative, Mr. 
Payne called two surveyors and an engineer, whose evidence was answered and explained by 
Mr. Brunei and Mr. Gravett; whereupon the jury, under the judge's direction^ tlwt the devia- 
tion was proved to be within the just limits, found a verdict for the Company. 

Mr. Payne disputed the law laid down by the judge, who accordingly reserved several points 
for the opinion of the Court of Exchequer, chiefly arising on the construction of the deviation 
clause, and the Company's right to construct the railway in the line, course, and manner laid 
down. 

On the argument in Hilary Term, 1840, the Court unanimously decided the^e questions in 
favour of the Company, who accordingly retained the verdict of the jury, and Mr. Payne had 
to pay the costs of the trial and oUier proceedings, since which he has not renewed his 
litigation. Perhaps it is right to add, that he is the only land-owner with whom the Com- 
pany have had either suit or action. 

I am, &c. 
J. W. Badham. Charles Savbrt. 



No. 4. 
GREAT WESTERN RAILWAY. 



Letter sent to the Secretary of Great Western Railway Company,e]iclo8ing Copy of Sir Frederic 
Smith's Report on the Great Western, the Cheltenham and Great Western Union» and the 
Bristol and Exeter Railways. 

Sir, Board of Trade, June 1 1, 1841 . 

I AM directed by the Lords, &c.,to transmit to you the enclosed copy of a report from 
Lieut*Col. Sir F. Smith on the Great Western, the Cneltenham and Great Western Union, 
and the Bristol and Exeter Railways, and to beg you will lay it before the Directors of the 
Great Western Railway Company at their next meeting. 

I am, &c. 
The Secretary of the Great Western Railway Company. S. Laiivg. 



In Reply to Letter from this Office of the 11th June, &c. 



Sir, 



Princes Street, Bank, 17th June, 1841. 



I have the honour to acknowledge the receipt of your letter of the llth instant, which, 
together with Sir Frederic Smith's report transmitted to me in it^ have been duly submitted 
to the Board of Directors. 

Until I had the pleasure of seeing you this day, I was not aware that the notice which I 
had given to the Board of Trade on the 22nd April related exclusively to the opening of the 
portion of railway between Wootton Basset road and Chippenham. It had been my intention, 
and I have long been under the persuasion that I had in fact given to you the notice, not only 
for the portion of line referred to, but also for the remaining part between Chippenham and 
Bath, as intended to be opened shortly after the other could be completed. 

This inadvertent omission leaves me in the predicament of having failed to give the required 
notice for one month previously to the period of having the railway ready for public use ; but 
I trust that the Lords of the Committee of the Privy Council for Trade wul not, on that 
account, feel it necessary to interpose to prevent the opening of the line, if, upon proper in- 
spection, it shall appear to them to be completed in such manner as to admit of traffic being 
carried on without danger to the public. 

I may mention that the general convenience of passengers is materially involved in the early 
completion of the only unfinished portion of the Great Western Railway. The chanee from 
the railway at Chippenham to coaches, and again from the coaches at Bath to the raOway is 
naturally attended with great personal inconvenience and delay, which it is tiie anxious wish 
of the filirectors to obviate as soon as possible. The engineer expects that the woi^s, per- 
manent way, &c., will be completed so as to open throughout on the 28th instant, and I trmt 
you will be good enough to facilitate the arrangements for that purpose, by intimating to me 
the sanction of the Board of Trade in that step, provided the general Inspector of Ivailways 
shall report favourably on the line. 

I have, fitc., 
S. Laing, Esq. Charles A. Saunders, Secretary. 

&c. &c. 



Letter sent to the Great Western Railway Company in reply to their Letter of the 17th 
June, relative to opening the Line between Chippenham and Bath. 

Sir, Board of Trade, 18th June, 1841. 

I AM instructed by the Lords, &c., to acknowledge the receipt of your letter of the 
17th instant, and to inform you in reply, that under the circumstances therein stated, their 
Lordships do not feel disposed to interpose any obstacle of a formal nature in the way of an 
object of such importance for the public interests as well as those of the Companyi as the 
complete opening of the line to Bath at the earliest possible period consist^t with the public 
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safety. Their Lordships therefore will not object to the opening of the line from Chippenham Appendix, 
to Bath, whenever it is reported by Sir F. Smith as in a fit state for public traffic. — - 

I am, &c.. Reports relating to 

Chas. A. Saunders, Esq. S. Laino. the Opening of 

&C. &c. New Line.. 



Report of Lieutenant-Colonel Sir Frederic Smith on his Inspection of the Grreat Western 

Railway, between Chippenham and Bath. 

Sib, Board of Trade, Whitehall, 29th June, 1841. 

I HAVE the honour to acquaint you, that in consequence of the notice received from 
Mr. Saunders, the Secretary of the Grreat Western Railway Company^ of the intention of the 
Directors to open that portion of their line that lies between Chippenham and Bath, and by 
which the railway communication from London to Bristol and Bridgewater will be completed, 
I hare devoted the last three dajrs to an inspection of this part of the railway, and I enclose, 
as the best description I can give of its state, a copy of a letter that I jresterday wrote to Mr. 
Saunders. 

In that letter, you will observe that I pointed out those matters which the most required 
his care and the attention of the chief engineer of the line ; and I trust that the public traffic, 
may, by their joint exertions and vigilance, be conducted with safety. 

1 expect an answer from Mr. Saunders, which I will lay before you as soon as it reaches me. 

I have, &c., 
Frederic Smith, Lt-Col., R. E., 
The Right Hon. Henry Labouchere, M.P. Inspector-General of Railways. 

&c. &c. &c. 



Sir, Bath, June 28th, 1 841 . 

With reference to your notice of its being the intention of the Directors of the Great 
Western Railway Companv to open, on the 30th instant, that portion of their line which will 
connect Chippenham with Bath, and thus complete that magnificent work which will afford 
railway communication between the metropolis and Bristol, I have to acquaint you that I 
have inspected the portion of the line in question, and while I desire to express my unqualified 
praise of the finished parts of the railway, it is necessary that I should point out to you those 
works which will require to be put into a more complete state before the contemplated 
opening. 

These consist chiefly of fences, ballasting, and bridges. 

In the first place, there are, in various parts, of the line, gaps in the fences which, for the 
safety of the public, it is indispensable to fill up ; though in some spots of small extent, these 
deficiencies notwithstanding demand attention, and I am particularly desirous of bringing to 
your notice the fences at the following places, viz. : — 

Between the 94 and 95 mile posts. 

Near the Patterdown Bridge. 

Hie approach to Chapman's Bridge, where the fences are insecurely fixed. 

At Hingley Bridge where the line is not fenced in from the road. 

Between tne Bath-road bridge and the Avon, where the railway is contiguous to the turn- 
pike-road, a fence is required to separate them. 

Near Rose Mount Cottage a considerable length offence is required. 

Hie foregoing are all essential to prevent cattle 'straying upon the line and thereby en- 
dangering the safety of the traveller, and it would if practicable, be desirable that^ before the 
opening, the parapet wall along the top of the retaining wall, between the canal and the 
railway, as wall as the balustrade to separate the railway from Sydney Gardens, should be 
bulk. 

With respect to the bridges, I have the following observations to make : — 

The soum-westem wing wall of the first bridge beyond the Chippenham station is slightly 
bulged. As the embankmeut which this wall retains is lofty, and serious mischief migbfc 
resmt from its giving way at the moment a train might be passing, it is very desirable that 
steps should be taken at the 'first convenient opportunity to remedy this defect. 

At a short distance from this bridge there is an occupation passage through the embank- 
ment. The flank walls are unfinished and the arch is supported by timbers to resist the 
weight pressing against it. These points require early attention. 

The coping is unfinished of the bridge over the London turnpike-road. 

The side walls of Patterdown Bridge are crippled; if there 1^ room between them they had 
better be strengthened by external piers, and itoot, it may be necessary that the walls should 
be taken down and rebuilt 

Chapman*s Bridge will require to be early underpinned ; as will the northern pier of Pound 
Pill Bridge, and th^ parapet waU of the latter should be forthwith built. 

The aqueduct between Pound Pill Bridge and Potley Lane Bridge, is I presume not yet 
finished ; nor is the parapet of the latter. 

The balustrade and wine walls of the western entrance of the Box tunnel are still incom- 
plete ; as is the coping of the Ashley Green Bridge. 

The bridge for the parish road near Sydney Gardens ; the approach to the adjacent iron 
bridge; and the coping and approach of the bridge, east of it, are unfinished. It b of great 
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importance to the public safety that if these bridges should not be finished before the opening 
of the line, the strictest orders should be issued to prevent any obstruction being thrown on 
the rails in the course of the operations for their completion. 

The permanent way is yet far from finished, but as the embankments are complete, and 
the cuttings, with few exceptions, cleared out, it may be possible to lay the remainder of the 
rails by the 30th ; but I am desirous of recommending that great attention may be paid to 
their bein£ properly screwed down to the timbers, in which I at present observe a deficiency. 

The ballustingjs generally scanty, and especially at some of the outer curves on the lofty 
embankments, lliis point wants peculiar care. 

I am s^Iad to find that it is the intention to remove some earth which is still in one of ^ the 
cuttings by means of an extra line, so as to avoid those chances of accident which would exist 
if for that purpose either of the permanent lines of rails were to be used. 

The distance posts are not yet put up for the greater part of the line intended to be 
opened. It is indispensable that this deficiency should be supplied. 

Although this is the dav which you proposed for my inspection, yet you will perceive from 
the foregoing account, ana you must be aware from your personal knowledge of the state of 
the works, that they are not in such forWardness as to justify my unconditionally sanctioning 
the opening on the 30th instant. I ihall however with the view of meeting the wishes of the 
Directors and the convenience of the public, so far as may be consistent with my duty, make 
another complete inspection of the works to-morrow, but as I even then do not reckon upon 
their being finished, I can only sanction the opening of this portion of the line with the clear 
understanding that your chief endneer satisfies himself, by a personal inspection, before the 
running of the first train, that all the points which I have mentioned have received that 
degree of attention which is essential to the public safety; and I earnestly hope, that for a 
a few days, the rate of speed may be very moderate over the newly laid portion of the line. 

I need hardly add that I rely on your having fulfilled all the stipulations of the Acts of 
Parliament bearing upon the portion of the line now under consideration, and that you will 
not fail to extend to it the same degree of care in the arrangements for the police, sigtials, and 
other means of protecting the public from accidents that prevails on other parts of the Great 
Western Railway. 

In oonclusiony I would call to your recollection that the signal posts have not yet been put 
up. 

I have, &c., 
Frederic Smith, Lt.-CoL, R. E., 
Charles A. Saunders, Esq., Inspector-General of Railways. 

&c &c. &c. 



Sir, 



Princes Street, Bank, June 29, 184L 



No. 5. 
Ulster Railway; 



I AVAILED myself of the earliest moment after I had the honour to receive your letter 
of yesterday's date, to submit it to the Directors of this Company, at the same time acquaint- 
ing them with the result of your subsequent inspection of the line, and suggesting for their 
approval and adoption the mode of working the line between Box and Bath, which had been 
sanctioned by you, as the best plan until the engineer could fully supply the deficiencies 
pointed out in the course of your final inspection. 

Every precaution which was suggested or approved by you was immediately taken, and the 
course which had been laid down and specifically defined at the interview which Mr. Brunei 
and I had with you at Box, has been strictly adhered to. 

I am desired, on the part of the Directors, to assure you of their determination to carry 
fully into effect every recommendation you have felt it your duty to make on this occasion. 

With regard to the police establishment and signals, I may say confidently, that the ar- 
rangements are, in every respect, as complete and eflfective as upon any portion of the line, 
when it has been first opened, and you may rely upon the personal care and superintendence 
of the engineer and locomotive superintendent as well as of myself, in the control and ma- 
nagement of the pubUc trafiic, until every requirement shall have been satisfied to its utmost 
extent. 

I beg to express also the sense entertained bv the Company of the very laborious and 
anxious pains taken )bv you in the course of this inspection, to render the arrangements 
complete and safe for the public, as well as satisfactory to the interests and wbbes of the 
Directors of the line. 

I have, &c.. 
Sir Frederic Smith, Charles A. Saunders, Secretary. 

&c. &c. &c. 



Not 5. 
ULSTER RAILWAY. 



Report of Lieutenant-Colonel Sir Frederic Smith on the Opening of a portion of the 

Ukter Railway. 
Sir, Dover, July 2, 1841. 

With reference to the letters bearing date the 12th and 17th instant, fi-om the Secre- 
tary of the Ulster Railway Company, communicating that it is the wish of the Directors of 
that line to open a further portion of it on the 17th instant, for a temporary purpose, I have 
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the honour to acquaint you that as it seemed unnecessary that I should personally inspect this Appendix, 
part of the line which is only about two miles and three-quarters in length, and yet it b^ing -— 

indispensable to ascertain how far it might be advisable for the Lords of me Committee to be j^nQ^^g ^iatinr to 

Srties to the intended proceeding of t lie Ulster Railway Company, 1 addressed a letter to the Openini; of 
r. Smithy the secretary, of which I enclose a copy, my object being to learn, as nearly as New lines. 

possible, the condition of the Ime and the main features of the system of working it, as well as 

the proposed arrangements for the extension. UUer 

I transmit Mr. Smith's reply, dated the 29th ultimo, giving answers to my several queries. 

The statement of Mr. Smith is quite satisfactory, except upon two points, the one of the 
Utmost importance, and the other also of considerable moment. 

My report of the 16tli ultimo, on the accident which occurred on the Sheffield and Rother- 
ham Railway, will have placed before you a view of the fearful risks to which the servants of a 
Company and the passengers are exposed by the practice^ which is by all experiencedpersons « 
admitted to be extremely dangerous, of working trains with the tender foremost. This pro- 
ceeding should in my opinion never receive the sanction of the Lords of the Committee, and as 
Mr. Smith states it to be the intention of the Ulster Company to work the trains in one direc- 
tion tender foremost, I am of opinion that a protest should be made against so improper a 
course. Mr. Smith, in the second place, states, that a break carriage forms part of every train, 
but he observes that the trains are always stopped by the break on the tender. This I con- 
sider a much less safe course than the more general one of applying the break to the wheels 
of the passenger carriage at the same time that the tender break is used ; and I therefore 
reconunend tlmt a suggestion should be offered to the Ulster Railway Company to adopt the 
more usual course, which experience on the great lines has shown to be the safer, and at the 
same time they should be advised to place the break carriage at the hinder part of the train. 

I have, &c., 
Frederic Smith, Lt-Col., R. E., 
The Rif ht Hon. Henry Labouchere, M.P., Inspector-General of Railways. 

&c. &C. &c 



Sir, Board of Trade, Whitehall, London, June 25, 1841. 

I HAys the honour to acquaint you that your letters of the 12th and 17th instant, 
which were received at this office during my absence from town, were on my return placed in 
my bands. 

With reference to the notice contained in your letter of the 12th instant, of the intention of 
the Directors of the Ulster Railway Company to open on the I7th of next month a further 
portion of the line for an extent of two miles and three-quarters, and for a period of 10 days 
only, I have to request that you will favour me by return of post, if possible, with the section 
and plan, both tlrawn to the Parliamentary scale, of the portion of the railway in question, 
and 1 beg you will furnish me with information on the following points. 

1. As to whether there are any crossings of high roads on the level, and what precautions, 
if any, are proposed to be taken to prevent collisions at those points. 

2. Whether the railway has been constructed with a single or with a double line, and if the 
former, what arrangements will be made to avoid collisions. 

3. Whether there are any trains at present worked after dark, and whether it is intended to 
run trains after dark on the portion of railway proposed to be opened on the 17th proximo, 
during the 10 days it will be in operation. 

4. What number of intermediate stations there will be between the termini, and whether at 
the period of the races it is proposed that the trains shall stop at all of them, and if not, 
whether the trains will be required to diminish their speed on passing those stations at which 
they are not to stop. 

5. At what intervals it is proposed to run the trains during the race days. 

6. The gauge of the rails. 

7' The weight per lineal yard. 

8. Whether they are fixed on longitudinal or cross sleepers, or on stone blocks. 

9. Whether the engines are four or six wheels, and what is the diameter of the driving 
vrheels. 

10. Whether there are breaks attached to any of the carriages, and in what proportion. 

11. Whether there are buffer springs attached to any of the carriages. 

12. Whether it is the practice of the Ulster Company to intermix passenger carriages widi 
goods' waggons. 

13. Whether turn tables will be fixed at the proposed terminus, to admit of the engine and 
tender being turned so as to prev^t the necessity of the trains being worked tender foremost . 

14. What is now the average speed it is propos ed to limit the trains over the portion of rail- 
way proposed to be opened. 

15. Whether the permanent way of that portion of railway is now complete and properly 
ballasted. And, 

16. whether the fences, agnals, and mile posts are erected. 

I have, &C., 
Frkdbric Smith, Lt.-Col. R. E. 
John G. Smith, Esq., Inspector-General of Railways. 

&c. &c. 



Digitized by 



Google 



150 



REPORTS to the COMMITTEE of PRIVY COUNCIL, 



Appendix. Sir, 



Reports relating to 
the Opening of 
New Lines. 

No. 5. 
Ulster. 



trister Railway Office, Belfast, June 29, 1841. 

Agr££A6LT to the request conveyed by yoiu* letter of the 25th instant, I have this day 
forwarded a plan and section of that part of the Ulster Railway about to be temporarily 
opened* 

With reference to the information on the several points contained in your letter, I have the 
honour to submit the following replies. 

1. There is one public road crossing on the level, on the portion of the line to be opened, and 
the precautions taken at this point will be similar to others on the line, viz. by placing rates 
across the public road, which will be closed at the time of the passing of the trains, a pcuice- 
man being fixed on the spot, whose only duty is to attend to this business. 

2. The railway is constructed with a single line, and as but one train is or will be runnings 
no collisions can take place. 

3. There is no train at present running after dark, nor is any intended. 

4. There will be no intermediate stat'ion on that portion of the line proposed to be opened, 
but between the two termini, Belfast and the Maze, there will be two intermediate stations^ as 
at present, at both of which the trains will stop. 

5. There will be no alterations in the intervals of running the trains beyond that in operation 
at present, viz., every alternate hour from each termini, commencing at seven in the morning, 
and running seven trains. 

6. The gauge of the rails is six feet two inches in the clear. 

7. The weight per lineal yard of the rail is about 63 lbs. 

8. The line is laid in continual or longitudinal bearings, 13^^ x6j^", with a transverse deeper 
8"x4" at intervals of about 10 feet. 

9. The engines have six wheels, and manufactured by Sharp, Roberts, and Co., of Man- 
chester, and the driving wheels are six feet in diameter. 

10. There are brealu (m three carriages, but generally one in a train, consisting of three or 
four carriages, but have never had occasion to use them, the break on the tender being always 
sufficient for stopping the trains. 

11. There are buffer springs to all the carriages. 

12. There are no goods' carriages at present on the line, the arrangements for that purpose 
not being completed. 

13. Tnere will be no turn-table at the proposed terminus, and the trains will be worked iu 
one direction tender foremost. 

14. The average speed of the trains at present is about 25 miles per hour, and it is not 
intended to diminish that speed ou the portion proposed to be opened. 

15. The permanent way is complete and properly ballasted. 

16. Arrangements are made for all the necessary signals, and half-mile posts will be 
erected. 

I have, &c., 
Lt.-Col. Sir Frederick Smith, , John G. Smith, Secretary. 

&c. &c. &c. 



Letter sent to the Ulster Railway Company, with Copy of Lieutenant-Colonel Sir F. Smith's 

Report on the Opening of a portion of the Line. 
Sir, Board of Trade, July 3, 1841. 

I AM directed by the Lords, &c., to transmit to you a copy of a letter from Lieutenant- 
Colonel Sir Frederic Smith to the President of the Committee, relative to the opening of a 
portion of the Ulster Railway on the 17th instant, and I am further directed to state that 
unless arrangements can be made for complying with the reccxnmendations contained in Sir F. 
Smith's letter, their Lordships will not consider themselves justified in giving their sanction 
to the proposed opening. 

I am, &c.. 
The Secretary of the Ulster Railway Company. S. IaAING. 



In reply to Letter from this Office of the 3rd instant, relative to Sir F. Smith's Report ou the 

Opening of the Line. 

Sir, Ulster Railway Office, Bel&st, July 5, 1S41. 

I HAVE the honour to acknowledge the receipt of your letter of the 3rd instant, enclosing 
a copy of a report from Sir Frederic Smith to the President of the Board of Trade, on the 
subject of the proposed temporary opening of a portion of this railway, and I am desired to 
inform you for the information of the proper authorities, that the Directors of this Cbmpany, 
anticipating the objections set forth in Sir F. Smith's report, have made arrangements for 
laying down a turn-table at the proposed terminus^ so as to be able to reverse the engine and 
tender. 

In reference to Sir Frederic Smith's remark, on the propriety of applying "the break to the 
wheels of the passenger carriage at the same time that the tender break is used," I am also 
desired to state, that although it has never been found necessary to adopt this precaution, the 
Directors will nevertheless attend to the suggestion in future. 

I have, &C., 
S. Laing, Esq., • John G. Smith, Secretary. 

&c. &c. • 
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No. 6. Appendix. 

BRIGHTON RAILWAY. 77 

Rbport of Lieotenant-Coloiiel Sir Frederic Smith, relating to the opening of the Line. ^^'^^ relitiw to 
Sir, Brighton, July 10, 1841. NewtinS? 

I HAVE the honour to acquaint you, that on the 8th instant I received an intimation -I " 

from the secretary of the London and feriffhton Railway, of its being the intention of the BrMAton. 

Directors to open to the public, on Monday me 12th instant, that portion of their line which 
extends from me junction with the Croydon Railway to Hay ward Heath, in the county of 
Sussex. 

In consequence of this intimation, and of previous notices which the Brighton Company had 
delivered to the Railway Department, I appointed to commence the inspection of the works 
yesterday, with Mr. Rastrick, the engineer of the line, and I was accompanied in my perform- 
ance of this duty, not only by that gentleman, but also by Mr. Harman, the Chairman, and 
Mr. Maclean, the deputy-chairman of the Company, by whom every facility was afforded me 
for conducting my investigation ; and I should not omit to mention that Mr. Rastrick and Mr. 
Wood, the secretary, supplied me with all the plans and sections I required, as well as the 
various returns of the proposed establishment for working the line, and the code of regulations 
for the guidance of the police, porters, and switchmen. Those for the engine-drivers I expect 
to receive on Monday. 

I yesterday commenced, and have this day completed, my inspection, and I have to inform 
you that I see no objection to the line being opened to the public on Monday next, subject to 
the conditions contained in this report. 

In the first place I am desirous of observing that, with very few exceptions, the works are in 
a very complete^ sound, and satisfactory state ; and I have on scarcely any previous occasion 
of inspecting a line, before its opening for the public traffic, found it in so perfect a condition. 

The London terminus for this railway is at present the same as that used by the Croydon 
Company at TooW-street, and is situated on the north side of the Greenwich Company's 
western terminus, oxxl pursuant to an Act of last session, a station-house is to built on the south 
side of the existing railway, and two lines of rails laid on a viaduct, which is to be formed from 
the intended station-house to the point of junction between the Greenwich and the Croydon 
Railways. 

The Brighton trains will for the present take in their passengers on the same platform as 
that assigned for the Croydon passengers ; and the trains will run on the down line of the 
Greenwich Railway as far as the junction with the Croydon Railway, and thence alone the 
latter line to the junction with the Brighton Railway, being a distance of about nine miles and 
a quarter. 

At the former junction a servant of the Greenwich Company is placed in charge of the 
** points and signals,'* and at this junction a servant of the Croydon Company Is employed. 

The gauge of the three Companies is the same, viz. four feet eight inches and a half^ so that 
the engines of each Company might run upon either line. 

The first or northern stanon of the Brighton Railway is at Croydon. It stands in a most 
convenient situation, a little to the east of the town, and about one mile south of the point of 
junction with the Croydon Railway. 

At this station are the carriage-sheds, engine-houses, stores, warehouses, and other buildings 
which are'usually placed at the termini of great lines ; and it appeared to me that this is the 
most suitable position for them, and that the general arrangement of the several buildings 
is well calculated to promote the public safety and convenience, as well as the dispatch of 
business. 

Not only here, but at almost all the stations on this line, the engineer has laid down four sets 
of rails, and built booking-offices, both for the up and for the down trains, so that the engines 
and carriages will not stop upon the main lines, nor the passengers have to cross the rails 
either on joining or leaving the carriages, an arrangement which by tending much to the safety 
of the travellers, is highly creditable to the Company. 

The other stations are as follow : — 

The Godstone • • • 4 miles from the junction with the Croydon Railway 
Stoat's Nest . . . 5i ditto. 
Merstham. . . . I0| ditto. 
' Red Hill and Reigate 12 ditto. 
Horley . . . . I6i ditto. 
Three Bridges . . 20 ditto. 
Balcombe .... 24^ ditto. 
And Hayward's Heath 28^ ditto. 

When these stations are finished, which is not the case in two instances, there will be, I 
conceive, everjrthing that can be required for the safety, coiwenience, and comfort of the pas- 
sengers, that the nature and probable extent of the traffic can demand. Throughout the whole 
length of the line now under consideration, with almost the single exception of a small portion 
near the north entrance of Merstham tunnel, I found the cuttings cleared out, and the slopes 
satisfactorily trinmied. 

The embanluDttits are generally sufficiently consolidated, and I have no doubt that with 
proper care, in the very few instances where this is not the case, the traffic may be carried on 
with perfect safety ; I observed with much satisfaction that nearly the whole of the embank- 
ments are made considerably wider than the ordinary dimension, which I regard as an elemrat 
of seeurity in railway travelling. 
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There are t«^o tunnels on the portion of railway about to be opened^ viz. the Merstham and 
the Balcombe tunnels. The former is 1780 yards in length, and is one of the dryest that I 
have met with ; the centre half is lighted with sas, and it is intended to light the whole in the 
same manner, a gasometer having been erected for this purpose, and the same has been done 
for the Balcombe tunnel. This latter is only 1122 yards in length. The wet has in some kw 
places penetrated through the arch, but the passengers will not in consequence be subjected to 
any inconvenience, as these parts of the brickwork have been lined with lead, behind which the 
leakage is carried off into vertical pipes that communicate with ample culverts, formed not 
only under this tunnel, but also under the Merstham timnel. 

The bridges have been generally constructed so as to afford even greater accommodation and 
convenience to the public than is provided for in the Acts of ParUam^t, and they appear to 
be of sufficient stren^h for their respective purposes. There are three of which the parapet 
and coping are unfimshed. 

On this part of the line is that magnificent structure, the Ouse viaduct ; it is, with the excep- 
tion of the parapet, formed of brick, and consists of 37 semicircular arches, each of 30 feet 
span ; the extreme height of the centre arch is 96 feet. 

The whole length of this viaduct is 480 yards, and the width between the parapets 28 feet. 
The brickwork is completed, and almost all the centres are struck, but the parapet, which will 
be very handsome, and of stone from Caen, in Normandy, is yet in a very backwaid state, and 
cannot be finished for some weeks. In order, however, to admit of the masons* proceeding 
with their work without interruption to the traffic of the railway, Mr. Rastrick has established 
a moveable scaffolding, which traverses along the viaduct on an independent set of rails^ and 
by this means there will be no necessity to admit any of the workmen or their materials within 
the line of the parapet walls. 

The permanent way is only laid at present on the west, or left line, on this viaduct ; but 
with two other exceptions, and these only for a few yards in length, it is complete for both 
lines of the portion of the railway about to be opened. Where these breaks occur, crossings 
are put, and Mr. Rastrick has undertaken that the traffic shall be so arranged that two trains 
cannot meet on the single portion of the line. 

The rails weigh 75 lbs. on the lineal yard, and are, on the embankments, laid on transverse 
Kyanised wooden sleepers, and in the cuttings generally on stone blocks. The bearings are in 
the middle four feet, smd at the ends three feet six inches ; therefore there are four to each 15 
feet rail, excepting on the t unnels, where five bearers are used, and where the intervals are 
narrowed to two feet six inches at the ends, and three feet four inches in the other spaces. 



The weight of each joint chair is 
And of the intermediate chair 



26 lbs. 
22ilbs. 



The femes are of a substantial description, and are complete from end to end of the line on 
both sides, with proper field-gates ; and the mile-posts have been put up, but the signal and 
lamp-posts are as yet only fixed at the Croydon station ; the whole, however, are ready to be 
put up, and as this may be done in a few hours, this deficiency not delay the opening of the line. 

The code of signals is to be the same as on the Great Western Railway ; and the superin- 
tendant of the Brighton Railway having been an officer in the employ of the former line, is 
presumed to be acquainted with the system which prevails there. 

There are four crossing of parish roads on the level, and gates have been placed at the ends 
of these roads, and watchboxes provided for the policemen who are to be stationed at these 
points. 

The Earlswood embankment having originally been formed of clay, and in a wet season, has 
had some slips, but a better material having been thrown in, the work seems now tolerably 
firm. However, in running over this and some of the other lofty embankments, the engine- 
drivers must use increased caution until all appearance shall have ceased of an extensive sub- 
sidence. I must here remark that for the present the Directors have very properly decided on 
limiting the average speed to 20 miles an hour, including stoppages. 

In order to save time, and as the best means of givinj? me Directors of the Brighton Railway 
Company a knowledge of my opinion as to tlie state of their works, I shall send a copy of this 
letter to the chairman of the Company, who is now residing here, and who, I am aware, will 
take an active part in providing for the pubUc safety at, and for some time after the opening of 
the line ; and I will personally explain to that gentleman, as well as to Mr. Rastrick, the 
engineer, who is also on the spot, the necessity of the greatest vigilance being used at the few 
unfinished parts of the line, by the superintendent and other officers and the servants of the 
Company, in order to prevent accidents. 

The points of junction with the Croydon and Greenwich lines are also matters of some 
anxiety, for, unlike the ordinary junction of other railways, these occur where there are no 
stations, and consequently the safety of the traveller depends mainly qp. the switchman at each 
place. 

It is to be borne in mind that, until the new station at London Bridge is formed, and the 
additional line of rails laid, the engines of the three Companies will work on the same rails 
from the London terminus to the Greenwich junction. Great vigilance will therefore be 
required at this junction ; and it is desirable to impress upon the Directors of the Greenwich 
Company the paramount necessity of always placing at this important pohit a policeman .of 
well-established character for strict obedience of orders, steadiness, promptitude and presence 
of mind, since at this junction, owing to the frequent passing of the Greenwich trains, and to 
the circumstance of the Croydon and Brighton trains having to cross both the up and the doirn 
lines, it will be chiefly on this servant that the safety of the passengers will depend. 

My present duty, however, is with the Brighton line ; and it behoves the managers of this 
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railway to make their engine-driFers and conductors fully sensible of the necessity of the Appendix. 

strictest obedience being paid to all signals, and of their approaching the two junctions at such ^ 

a moderate rate of speed as to admit of their having the trains completely under command. Reports reiatmg to 

I have here to observe that I was surprised to find that the switchman at the Greenwich the Opening of 
junction is instructed to exhibit, as a symbol that the points are right for the Croydon and New L ines. 
Brighton trains, a red flag, which is ordinarily the signal of danger. Some alteration on this ^^ ^^ 

head is indispensable to prevent confusion and risk to the passengers. Brighton. 

The engines about to be used on the Brighton Railway are both four and six-wheeled. 

The carriages are well built, handsome^ and convenient; the whole, including the horse- 
boxes and carriage-trucks, have buffer springs, and there are breaks to all the second-class 
carriages. These breaks are generally of an unproved construction, invented by Mr. Rastrick. 

The second-class carriages and horse-boxes have coupes, the latter being intended for the 
grooms, which will be found a great convenience. 

I have, &c. 
Frederic Smith, Lt.-Col., R.E., 
The Right Hon. Henry Labouchere, Inspector-General of Railways. 

&c. &c. &c. 



Giving notice of opening from the Croydon Jimction to Hayward's Heath, near Cuckfield, on 

the 29th June. 

Sir, 10, Angel-court, Throgmorton-street, May 26, 1841. 

I AM instructed to acquaint you for the information and guidance of the Lords Com- 
missioners of the Board of Trade, that it is the intention of the Directors of this Company to 
open a portion of the line of railway from the Croydon Junction to Hayward's Heath, near 
Cuckfiem, to the pubUc, on Tuesday, the 29th June next. 

I have, &c. 
G. R. Porter, Esq., * John Wood, Secretary. 

8ce. &c. 



In repty to Letter from this OflBce of the 27th ultimo, relative to the Line being Ready for 

Inspection. 

Sir, 10, Angel-court, Throgmorton-street, June 2, 1841. 

In compliance with your request of 27th ultimo, I am instructed to inform you that 
the portion of the line of tnis railway between the Croydon Junction and Hayward's Heath 
will be ready for inspection on the 21st instant 

I have, &c. 
S. Laing, Esq., John Wood, Secretaiy. 

&C. &c. 

No. 7. 

BLACKWALL RAILWAY. No. 7/ 

Report of Lieutenant-Colonel Sir Frederic Smith on the opening of the Extension of the 

Blackwall Railway. 

Sir, Board of Trade, Whitehall, July 29, 1 841 . 

I have the honour to acquaint you, that in consequence of a notice, dated the 30th 
ultimo, having been received from the Blackwall Railway Company of their intention to open 
to-morrow that portion of their line which extends from the present temporary weftem ter- 
minus in the Minories, to the intended permanent terminus in London-street ; I have this day, 
accompanied by Mr. Routh, the chairman of the Company, and Mr. Bidder, the engineer, 
made an inspection of the portion of railway in question, and I have to submit the foUowing 
report :— 

The total length of the Blackwall Railway, measuring from its eastern terminus at Black- 
wall to the intemled western terminus in London-street, is 3| miles. 

In the month of July, 1840, the railway was opened to the public from Blackwall to the 
Minories, being a distance of 3 miles and 900 yards. The length to- be opened to-morrow, 
although only §30 yards in length, will save the greater proportion of the passengers the incon- 
venience of travelling over about 500 yards of narrow and crowded streets between the 
Minories and London-street. 

The line crosses the Minories obliquely^ at an elevation of 18 feet above the level of the 
paving of the foot-path of the street; then over Cooper*s-row and Crutched-friars, termi- 
nating (at a level of about 18 feet above the street) on the site of some old buildings which 
formed part of the eastern side of London-street. 

Here the station-house has been erected, facing the west side of London-street and the back 
of Mark-lane. 

The first work of importance on the portion of the line which is now under consideration is 
the crossing of the Minories. 

This has been effected by means of a covered and enclosed bridge, having a span of 63 feet. 
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and being earned by tix caet-iroQ tnissed girderB, tbe airerage na^fat of cadi being about 15 
tons. 

It will be* obsenred \pr the sketch which 1 eneltwe that the ginler»are of a judieioas fbrm^ 
and well csdculated for the object to which they are applied. 

Either end rests on bed stones of Bramtey-fall, 1 feet 8 inehea in Ai clmeas, supported by a 
brick abutment The average bearing on the wall being 2 feet 

I should have preferred a longer bearing on the abutments^ and to haftt bad the whole of 
the gifders at each end resrting on an iron plate ta prevent unequal pressHve; but tke girders 
have been some days in tl^ir position, and l£e work has been tested both by carnages running 
over and renaaining at rest upon the bridge. 

ViiM-street is abo crossed upon a giraer4nridge, but here the spen is only 30 fe^ With 
the exception of these two briifees the entire lei^h of tfae railway between the Mkiories and 
London-street is carried on arches; the arch across Crutefaed-friars having a span of 5& feet 
6 inches. 

The whde c^ the extension line is roofed and enclosed on the sides. This arrangement I 
understand has been adopted not only with a view to the oomfbrt of the passei^ers^ and to 
ensure the trains runtiing in and out when the wind is blowing strong in the opposite direction 
to their course^ but also to promote the comfort of the inhabitants of the neighbourhood^ by 
deadening the noise caused bjr the c a rr iag e s passing over the rails. 

The covering over the Minories bridge is formed of corrugated iron, and of the remainder of 
the line of slates on light wooden framework. 

Light is admitted by side-windows and by a skyKght in the day-time, and at night this 
portion of the railway is lighted bv gas. 

The rails weigh 56lbs. to the lineal jrard and rest on cast-iron chairs, spiked to transverse 
wooden sleepers, having bearings of 3 feet 8 inches and 2 feet. 

The first gradient proceeding westward from the Minories rises 1 in 250 for 505 feet, and 
the second nses 1 in 100 for 487 feet. 

The carriages will be successively detached from the traction rope before reaching the 
Minories, and wiU run up to the new terminus by the impetus they will previously have 
acquired. 

They will descend by the force of gravity from the new terminus, and will be attached to 
the rope, as heretofore, a few yards to the eastward of the Minories. 

There is a breaksman and a powerful break to each carriage, so that there need be no 
apprehension of tlie carriages overrunning the point where die rope is to be attached. 



The works are, with some very unimportant exceptions, in a complete and very satisfactoiy 
ite, and apparently in good working order, and the station at the terminus is arranged with 



state^ 

due attention to the convenience and safety of the passengers. 

I do not find tfiat there has been any such departure from the Act of ParKatn e n t for this 
railway as to require the notice of the Lords of the Council, and I am not aware of any objec- 
tion to the line faiein^ opened throughout to-morrow. 

To give you an idea of the extent of traffic on this line I enclose the return of yesterday, by 
which you will perceive that there were no fewer than 7,915 persons carried upon it 

Return of Passengers to and from each Station, &c., during Wednesday, July 28, 1841. 



FROM 








TO 








Minories. 


ShadwelL 


Stepney. 


Limehouse. 


W.I. Docks. 


Poplar. 


BlackwalL 


TotaL 


Minories • . . 
Shadwdl . . . 

West India Docks 
Feplar • • • • 
Bla<*waU. . . 




86 


234 


248 

• • 


401 

• • 


335 

• • 

• • 


2,203 
318 
191 

• • 

• • 


3,507 
440 


122 
264 
252 
611 
485 
1,873 


• • 

• • 

• • 

• • 
li7 


495 


• • 

• • 

• • 

las 


252 


• • 

• • 


611 
485 


• • 

• • 


• • 




Total . • 


3,607 


243 


369 


248 


401 


335 


2,712 


7,915 



First Class. 
2,482 . 



Second Class. 
. 5,433 « 



Total Number. 
. 7,*15 . 



Total Amoant. 

• 152 12. e 
6 8 

£152 18 8 



I stuiuld not omit to state that the polioe on this railway are fumtshed freia the Metropo- 
litan Police Office, a system which the Company finds extremely advantaeeous^ as it gives 
them the means, in cases of emergency, of increasing the nuaaber of constables to «iy extent 
they may require. 

I have^ kc. 
To the Right Hon. Henry Labouchere, M.P.' Fbbderic Smith, Lt-Coi R.R, 

&c. &€. &c. Inspeetor-General of Boilways. 
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No. a 

NORTHERN AND EASTERN RAILWAY. Ir^ 

Repokt of Lieutenant-Colonel Sir Frederic Smith, &c. jffr S^^ ^ 

Sib, Board of Trade, Whitehall, August 6, 1841. Newl^^ 

The Directors of the Northern and Eastern Railway Company having on the 29th No. 8. 

ultimo given notice of their intention of opening to the public, on the 9th instant, a further Northernand 
portion of their line, I have this day inspected it with Mr. Bidder, the engineer to the Eastern. 

Company^ who afforded me every focility for conducting my inquiry, and I have the honour to 
acquaint you that I am of opinion the opening proposed may take place with safety to the 
public, subject to the conditions which I shall specify in the course of this report. 

The contractors, Messrs. Rope and Mr. Hale, accompanied me in my inspection. 

The length of the line at present run over by trains is 19 miles, of which < 3j^ belong to the 
Eastern Counties Railway. 

The portion now proposed to be opened extends from the temporary northern terminus, at 
Broxboume, to Harlow, being a length of seven miles and a half. 

This part of the railway has at present only a single line of rails, but Mr. Bidder informs 
me that in the course of about seveu or eight weeks a further opening of four miles in length 
will take place; and that by that period it is intended to have the second line laid throughout. 

In the mean while, I iraderstand the Directors have decided on working the trains, both 
ways, between Broxboume and Harlow, by the same engine, and therefore no«collisions can take 
place in the course of the traffic, provided vigilant overlookers or foremen be employed to keep 
the line clear of ballast-waggons when the trains may be expected. The present order is to 
work the ballast-waggons at ni^ht only, when no trains are running. 

In some parts of the line the contractors will use the permanent rails for ballasting the • 

second line. It would have been better if this could have been avmded, but Mr. Bidder has 
undertaken to make such arrangements with the contractors as to afford every prospect of 
safety to the traveller. 

The bridges over the rivers and navi^tions are supported either by wooden or cast-iron 
girders, and appear strong, 'substantial, and convenient for all parties concerned. 

The fences and the ballasting of the line are nearly complete, and the deficiendes may, 
without difficulty, be made up before the time of opening. 

I have pressed on the en^neer and the contractors the importance of these points, and they 
have promised to give then* AiU attention to them ; and I should observe that as the engine- 
driver is directed to take half an hour to travel over the «ev)en miles of railway, the speed will 
be so moderate as to compensate for the freshness of the works. 

The portion of the line now under consideration, with the exception of two short cuttines, 
consists of low embankments. The cuttings I have alluded to are not quite cleared out to Vie 
whole width required for the double line, but the space is amply sufficient for the single line> 
and the embankments appear to be well made. 

In consequence of its being the intention, as I have already stated, to open a further portion 
of the line in about seven or eight weeks, the Company haiFe not thought it necessary to put 
up at Harlow a turn-table for the engines, and therefore in one direction the tender will run 
foremost. Had it not been tiiat the speed is to be very moderate, and that the tenders have 
six wheels, I should hwre felt it my duty to protest against this arrangement, but under the 
circ u m st a n ces stafted I do not consider it necessary to object, but merely to urge that the 
speed should not be greater than 15 miles an hour for the present on this part of the line. 

The whole of the engines, tenders, and carriages on the Northern and Eastern Railway 
have six wheels and are of a substantial construction. The first-class carriages are fitted up 
with six seats, in the ordinary manner, and the second-class are covered at the top, and have 
close boarded partitions, but are open at the sides. The tfasTd-^daas have no seats or roof. 

The breaks are apfdied to the second-class carriage, and each train is accompanied by a 
conductor and guard, the former being responsible for it. 

The characteristic gradient of diis part of the line is 16 feet a mile, and on the part already 
at work about 5 feet a mile ; and Uiere are no lofty embankments or deep cuttings on any part 
hitherto constructed. 

The stations are well calc u lated for the acconmiodation of the public, but, with the exception 
of that at Lea Bridge, have the common defect of being approachable on one side only, so that 
passengers travelling in one directicm have to cross the line of rails. The engineer has at Lea 
Bridge very ably availed himself of the d^erence of levels between the railway and the 
tumpke-nmd wluch crosses it, to place his station on the level of the road, and it stretches across 
the railway* wilii a flight of steps to either side. It would be very desirable that such an 
arrangement were gei^ral on ail railways, as it would remove a great source of dimger to 
pasMngers. 

The rails used on the Northern and Eastern Railway are 65 lbs. to the yard, and are laid 
on cross sleqpers, not kyamsed, but lying on good ballast well drained. 

The permanent way of the line at present open I found in excellent order, and the general 
arrangements Sot working it satisfactory. 

I enclose a copy of the Code of Regidations. 

The goods-waggons are on springs, and are to have spring buffers previous to their running 
with the passenger-trains* 

it is not intended to cany goods until the line is opened tln-oughout, and then I understand 
tliey will form part of each train. The goods-waggons and carriage-trucks appear to be of 
substantial frame-work and of a £ood construction. 

X2 
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The deviations from the parliamentary line and gradients are unimportanti and seem to 
have been required in the execution of the work. 

The gradients of the new portion of the line are as follours: — 

• CHiaiiiia 

Falling • • . • . 1 in 330 for 35 

Rising 1 m 330 for 25 

Falling 1 in 330 for 7 

Rising 1 in 330 for 65 

Falling 1 in 330 for 31 

Rising 1 in 330 for 43 

Ditto 1 in 330 for 38 

On this gradient the Roydon station is placed :— - 

Falling 1 in 330 for 7^ 

Level 18 

Rising 1 in 330 for 23 

Level ♦ .... 9 

Rising 1 in 422 for 30J 

Ditto 1 in 478 for 30 

Palling 1 in 330 for 11 

Level 28J 

Rising 1 in 330 for 33i 

Ditto 1 in 471 for 27 

Level 12 

Rising 1 in 388 for 47 

Level 8 

Rising 1 in 320 for 66 

On this the Harlow station is situated. 

I have, &c., 
Frederic Smith, Lt.-Col. R. E., 
The Right Hon. Henry Labouchere, M.P., Inspector-General of Railways. 

&c. &c. &c. 



Opening of Railway to Harlow. 
Instructions to Engineman. 

Engines to work between London and Broxboume, as heretofore. 

One engine only to run between Broxbourne and Harlow. 

Engineman to have his steam up by 8 o'clock every morning, to see to his engine being 
always in proper order. 

At all times> until further orders, to take 30 minutes on the trip between Broxbourne and 
Harlow, including one stoppage at Roydon. 

The speed not to exceed 20 miles per hour on any part of the trip. 

In case of trains not arriving at Broxbourne at the proper time, the London train to proceed 
as usual, and no engine is to leave Broxbourne on any occasion to assist the train between 
Harlow and Broxbourne, in case of delsjy, until an information has been received of the 
engine working between Broxbourne and Harlow, having actually broken down, and become 
unfit for duty. 



No. 9. 

Birmini^ham 

and Gloucester. 



No. 9. 
BIRMINGHAM AND GLOUCESTER RAILWAY. 
Sir, Birmingham, August 14, 1841. 

Pursuant to a notice received from the Secretary to the Birmingham and Gloucester 
Railway, of its being the intention of the Directors of that line to open to the public, on the 
] 7th instant, that final portion which will connect it with the London and Birmingham Rail- 
way, I have this day, accompanied by Mr. Bruyeres, the superintendent of the latter railway, 
ana Captain Moorsom, the chief engineer, and Mr. Burgess, the superintendent of the former, 
inspected the works, and I have the honour to make the following report :— 

The Act for the Birmingham and Gloucester Railway was passed in the year 1836, and the 
works were commenced in the month of November, 1837. 

On the 24th June, 1840, the first portion of the line was opened for the public traffic in 
passengers and goods for a distance of about 30| miles, being from Cheltenham to the 
feromsgrove Station. The second portion of 5 miles in length was opened from the Broms- 

ff rove to the Cofton Station on the 1 7th September, 1840. The third portion opened was a 
en^h of about 6j^ miles on the 4th November, and extended from Cheltenham to Gloucester ; 
ana on the 17th December, 1840, a fourth portion, of 9 miles in length, was opened from 
Cofton to Camphill, which has since that period been the northern terminus of this railway. 
Its distance by the streets from the joint terminus of the London and Birmingham and of the 
Grand Junction Railways is about a mile and a-half, and passengers desirous of going^ to 
either were exposed to the inconvenience and expense of hiring carriages to convey them 
thither. But the portion of railway now proposed to be opened, whidi is about a mde and 
three quarters in len^h, will obviate this difficulty ; and travellers from Gloucester to London, 
or to Liverpool, will nave no occasion to leave the lines of railway, and in all probability the 
whole journey will eventually be performed in the same carriages. 
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The total length of the Binningham and Gloucester Railway thus appears to be 53 miles^ Appendix, 
and the length of the London and Birmingham line, over which the Gloucester trains wilt run '~~^* 

to the terminus, is about a quarter of a mile. Renort 1 t' t 

It is expected that the present Camphill terminus is to be kept for a minor carriage and the Openine of^ 
en^ne station, and for those goods not intended to be carried beyond Birmingham. New Lines. 

The junction line leaves that which proceeds to the CampiuU terminus at the distance of 

400 yards short of the Camphill platform, and passing on the east side of it takes a northerly ^. ^^ ^ 

direction, on a descending gradient of alternate cuttings and embankments till it reaches the andGlouceSer. 

level of the rails of the London and Birmingham line, where it sweeps round to the westward 

on a curved embankment of about 40 feet in height, and 8 chains radius. The length of this 

descending gradient is about a mile and a half, and its inclination 1 in 84, and it terminates 

near the curved embankment, where a level of about a quarter of a mile begins, and this level 

continues up to the junction. 

There is m all railway junctions a certain de^ee of risk, which is much increased when they 
are formed by one railway running into another, and the safety of the passengers mainly 
depends on the foresight of those who plan the arrangements for managing the junction, and 
on the vigilance and steadiness of the persons selected for carrying them into effect. 

I enclose a sketch to describe the junction now under consideration, and a copy of the 
regulations issued by the Gloucester and Birmmgham Directors for working it, and I under- 
stand that they are in accordance with the views of the managers of the London and Birming- ' 
ham Railway. By these r^ulations, which appear to be drawn up with judgment, the 
Gloucester trains are limited in running down the gradient of 1 in 84 to a speed of 20 miles 
an hour, and in passing round the curve to the rate of 10 miles an hour. These limitations 
are in my opinion very proper, and, indeed, will be indispensable, until the line has been worked 
over for some months, and the curve must always be passed with great care and at a slow 
speed. 

The Gloucester trains are to be stopped at about 70 yards before they reach the London 
and Birmingham rails. At this point an inspector of the Gloucester Railway is to be stationed, 
to collect the tickets of the passengers. 

At the crossing, a pointsman of the London and Birmingham Railway is to be placed, and 
when the line is clear towards the terminus, and no train is in sight coming from the direction 
of London, he is to give a signal to the Gloucester train to enter the Birmingham line, and he 
will then turn on the red disc by day, or the red light by night, to stop any train that may be 
coming on the down line, until he is informed that the platform at the terminus has been 
cleared of the Gloucester carriages. 

I have marked on the sketch the position where the London and Birmingham trains are 
now stopped to collect tickets. This point, you will perceive, is on their own fine, and between 
the point of junction and the terminus. 

If these arrangements be properly carried out, there need be no fear of a collision of trains ' 
proceeding to Birmingham, but there is not an equal degree of security for the trains leaving 
Birming^iam for Gloucester. 

The system proposed is as follows : — ^The pointsman of the London and Birmingham Com- 
pany, stationed at the junction, is to be informed of the hours at which the Gloucester trains 
depart from the Birmingham terminus. At those hours he will exhibit the red signal, in order 
to stop any train that may approach upon the down line, until the Gloucester train shall have 
crossed the London and Birmingham rails, and entered upon the Gloucester line. 

In fine weather, in the day time, and with proper care, this crossing will take place in perfect 
safety; but in fogs and in the night, even with ordinary vigilance on the part of the engine- 
drivers, accidents might happen according to the proposed arrangements ; and my Report of 
the 16th January last will have shown you that entire reliance cannot be placed in negative 
sisals only, of the ordinary kind, in foggy nights, where the junction of two railways is 
affected. In the case alluded to the collision led to the adoption of an arrangement, by which 
the trains were required to stop before reaching the crossing; I think that in the present 
instance the desired safety will be best attained oy a similar practice, and I have the less 
hesitation in proposing it, as it may here be carried into effect without causing any delay to 
the trains. 

I have already stated that the trains from London stop for the collection of tickets between 
the junction and the Birmingham terminus, a detention for that purpose therefore already takes 
place. What I propose is merely to remove the point of stoppage to the other side of the 
junction, by which alteration every down-train would have to stop before reaching the crossing, 
and then nothing but the grossest neglect on the part of the engine-drivers, or an utter reck- 
lessness and disobedience of orders, or a fog so dense as to prevent the driver of a down train 
knowing when he had arrived at, or was near the junction, could occasion an accident. To 

Erovide against the latter cause of danger, I would recommend that in fogs intimation should 
e given to the drivers of their being within a certain distance, say 200 yards, for instance, of 
the crossing ; and I should think that the fog signal of sounding a whistle by means of a lever 
screwed to the rail, as proposed by Mr. Bury, of the London and Birmingham Railway, would 
be, under the circumstances in question, very efficient. 

On examining the line on both sides of the junction with Mr. Dockery, the engineer of 
the Loudon and Birmingham Railway, we found that there would be no practical difficulty in 
carrying into effect my recommendation, and I would therefore suggest that it should be com* 
municated to the Directors of the last-mentioned Company. 

With respect to the state of the works on the portion of line about to be opened, I have to 
observe that the embankments appear to have been formed for some time, and to be sufficiently 
consolidated for the safe working of the trains, but of course a certain degree of subsidence may 
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still be expected, and as tbey are lofty, and in one instance of rather a steep slope, it will be 
the more nec^sary that their state should be watched for some wedLs after the opening. The 
cuttings stand well, and have been cleared out and properly sloped, with the exception of. two 
places where some soil has been left for the purpose of forming backing to bridges, which the 
Company are liable to be called upon to buikL Captain Moorsom has, however, undertaken 
that these points shall be carefully observed until the question of the bridges is decided, when, 
if the soil should not be required, it will be removed without delay. 

The fences may be said to be complete, as there is only here and there a panel which has 
been taken out for the convenience of the workmen, and may be replaced in a few minutes. 

The ballasting is in very fair order, and I am informed it k intnided to improve it on the 
day before the opening. 

Both lines of rails are laid with the exception of a small portion of the down line, which 
may be completed in a few hours. Captain Moorsom has on this portion of the railway used 
some rails weighing 56 lbs. to the lineal yard, and of the same section as he has adopted on 
other portions of the Gloucester Railway ; and these are partly laid on longitudinal bearings, 
and partly on kyanized cross sleepers of beach, two feet and a-half from centre to centre. He 
has also used some of Reynolds's patent longitudinal bearers, which I described in my Report 
on the line between Cofton and Camphill. They were then in some degree es^rimental on 
this railway. Captain Moorsom informs me that he has found them to work satisfaetmily. 

The turnpike and parish-road bridges appear to be well built, and to afford the required 
accommodation. There are three occupation bridges, however, that the Company are under 
engagements to construct, of which one only has been commenced. The other two are likety 
to be the subject of negociation with landed proprietors, and may possibly not be required. 
If they should be constructed, the Company should be enjoined to take proper precautions to 
prevent the passengers along the line being exposed to danger during the progress of these 
works. 

The additional establishment intended to be employed for the working of the junction line 
consists of one inspector, who will be stationed at the ticket platform, 70 yards short of the 
crossing, and a pointsman who is to be placed at the Camphill jimction. 

The points there are at present so arranged as to leave the line open to CamphilL I have 
suggested to Captain Moorsom that it would be better to reverse this arrangement, as the 
traffic to Camphill will be much less than to the Birmingham junction, and he pmposes 
adopting this suggestion. The London and Birmingham Railway Company have undertaken 
to book for the Gloucester Company, and to accommodate their passengers with waiting- 
rooms, &c. 

The carriages are on four wheels and are commodious, and apparently well built The 
engines were either manufactured by Mr. Norris, of the United States, or according to his 
pattern; and Captain Moorsom is of opinion that they will be able to take the trains up the 
plane of 1 in 84 without the assistance of a bank-engine^ 

I am not aware of any objection to the opening of the junction line as proposed, and to save 
time I have made a communication to this effect to Captain Moorsom and Mr. Burgess. 

I have, &C, 
Frederic Smith, Lt.-Col. RJE. 
Right Hon. Henry Labouchere, M.P., Inspector-General of Railways. 

&c. &c. &c. 



Letter sent to the London and Birmingham Railway Company, with Copy of LieuU-CoL 

Sir F. Smith's Report ^ 

Sir, Board of Trade, Whitehall, August 20, 1841. 

I AM directed, &c., to enclose a copy of Lieut-Col. Sir F. Smith's report upon the 
juncticm of the Birmingham and Gloucester with the London and Birmingham Railway, and 
to request that you wiu lay the same before the Directors of the London and Birmingham 
Railway Company, and call their especial attention to the recommendation contained in the 
report of stopping the down-trains to collect tickets before arriving at the point of junction. 

I am, &c. 
Hie Secretary of &e S. Laino. 

London and Birmingham Railway Company. 



Lbttsr sent to the Birmingham and Gloucester Railway Company, with copy of LieuL-Col. 

Sir F. Smith's Report. 

Sir, Board of Trade, Whitdiall, August 20> 1841. 

I AM directed, &c., to enclose a copy of Lieut.-Col. Sir F. Snith's report upon the 
pprtion of the Birmingham and Gloucester Railway recently inspected by him, and upon the 
arrangeoieuts for working the junction with the London and ISirmingham Railway. 



The Secretary of the 
BirminghBm and Gloucester Railway Company. 



I am, &c. 

S. Laing. 
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Office, Euston Stafcioa, Septemter 4, 1841 . Appendix. 

Referring to your letter of the 11th inst., I have now to hand you the enclosed copy V. 

of one from the Corajjany's superintendent, Mr. Bruyeres, respecting his proceedings for giving ^^'^q^J^^'^ *** 

effect to your suggestions. New Lines. 

I nave, &c. 

lieut.-Col. Sir P. Smith, R. Creed, Secretary. N(x 9. 

&c. &c. &c. Birmingham 



and Gloucester. 



Dear Sir, Camden Station, August 26, 1841 . 

I herewith return you Sir F. Smith's letter of the 11th inst. relative to regulations to 
be <A)Beirved at tl^ junction of the Birmingham and Gloucester Railway. 

InstructioiiB have been issued to the servants of the London and Birmingham and Birming- 
ju^m and Gbuceoter Companies accordingly ; and, further, the ticket-coUectioa platform, now 
upon the viaduct, has been ordered by the Coaching Committee to be removed south of the 
junction, so that all down-trains will stop previous to crossing the junction. 

I have also, in conformity with your letter of the 14th inst., conferred with Mr. Bury on the 
subject; and I am enabkd to state that he is now preparing several of the engines with the 
necessary apparatus for the fog-signals. 

I have, &c. 
R Creed, Esq., H. P. Bruyeres. 

&C. &c. 



No. 10. 

BRIGHTON RAILWAY. 

Report of Lieut.-CoI. Sir Frederic Smith on the opemng of the Brighton Railway, from 

Hayward's Heath to Brighton. 

My Lord, Brighton, September 11, 1841. 

In pursuance of your Lordship's instructions of the 9th inst., I have this day inspected 
that portion of the London and Brighton Railway which the secretary to the Company, in his 
notice to the Railway Department, stated it to be the intention of the Directors to open to the 
public on the 14th inst. 

The total length of railway, from the London Terminus of the Greenwich Railway to the 
Terminus at Brighton, is about 50 miles and 50 chains, of which distance 41 miles and 
30 chains belong to the Brighton Company, and the remaining distance to the Greenwidi 
and to the Croydon Companies. 

In my report, dated the 10th July last, to which I beg to call your Lordship's attention, I 
described the then state of that portion of the London amd Brighton Railway, extending fronji 
the junction with the Croydon Railway to Hayward's Heath Station, (a distance of 28i^ miles,) 
and I shall, in the latter part of this report, give my opinion as to its present very satisfactory 
condition ; but I shall, m the first instance, lav before your Lordship an account of that 
division of the line now proposed to be opened, wnich is 12 miles and 70 chains in length. 

The gradients, conunencmg from Hayward's Heath, are as follows :— * 

M1& Cbaxns. 

Falling at the rate of I in 317 2 40 

Rising „ 1 in 264 1 

Rising „ 1 in 1320 I 40 

Rising „ I in 264 3 

Level •.♦ 5 

faUing „ 1 in 264 4 65 

Total distance from Hayward's Heath to Brighton • . 12 70 



No. 10. 
Brighton. 



I may here observe that the railway gradient on the Brighton Railway is 1 in 264. The 
longest plane of that inclination is 8 miles, being a rise from the Croydon Junction to the first 
sununit, at the north end o£ the Mers^iam Tumiid. Here the line is 312 feet above the level 
of the datum, which is Trinity high-water mark. The Ml at the south end of the tunnel is 
of a similar inclination, and extends for 7 miles. 

The second summit is only 264 feet above the datum level. This is at the north end of 
Balcombe Tunnel, and here two planes of 1 in 264 meet ; the riae to this point being 4j^ dmIbb^ 
and the iall to the south 5^ passing throng the Balcombe Tunnel, and over the Ouse Viaduct 

With respect to the portion of the line proposed to be opened, I have ta ae^aiat your 
Lordship that, with a very few exceptions, it is in a fit state- for the public traffic ; and as I 
find that it is now intended to defer the opening till the 21st inst, and as there wiU be no 
difficulty whatever in completing the whole of the works that are atUl mnfinished some days 
before tnat time, I am of opinion that your Lordship's sanetiim may be given for the opening 
taking place on the day named, provided that in the mean while, an assurance is given by the 
Directors of the Company that the works in question, and wUeb I am about to notice have 
been completed, or that the precautions I shall suffgest have been or will be taken. 

The works of prinoiary importance on this divinon of the railway, proceeding southwards, 
are^ firstj the Hayward's-Heath Tunnel, of 224 yards ia length, and the long cutting to the 
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south of it. There remains 100 yards of the culvert to form in the bottom of the tunnel ; and 
both lines of rails have still to be laid in the tunnel. 

The slopes of the cutting are not quite trimmed off ; but all these operations may be com- 
pleted without any difficulty by the 17th or 18th inst. 

The " Folly-lane *' cutting has to be crossed by a very lofty parish-road bridge of three 
arches. The piers have been carried up to the springing ; but as the arches are not yet 
turned^ 1 have to suggest that a policeman should be stationed at that point, to see that the 
workmen engaged in building this bridge place no obstructions in the way of the free passage 
of the trains. 

The second work of importance is the *' Vale-pool " Viaduct. This structure^ which is of 
brickwork, consists of eight semicircular arches of 30 feet span. The piers at the springing 
are 5 feet thick, battering on either side in the proportion of 1 foot in 48, and on each face 
1 foot in 24. The total height from the rails to the surface of the water is 60 feet, and from 
thence to the bottom of the centre pier about 18 feet. This viaduct, although inferior in 
magnificence and beauty to that over the Ouse^ is a very fine piece of brickwork^ and shows 
no symptoms whatever of settlement. 

llie embankment which joins the south end of this viaduct is not fenced from the publie 
road running at the foot of it. It is essential^ for the safety of the public, that this should be 
done ; and f would here observe that your Lordship shoula have a special certificate that the 
whole of the fences on the entire line are completed before the opening. 

The next work deserving of particular attention is the Hassock*s-gate Embankment, which 
is upwards of a mile in length. Owing to its havincr been formed of clay, there have been 
several extensive slips in it. One of these is not yet tnoroughly made up ; but Mr. Rastrick, 
the chief engineer of the line, in order to guard against the mconvenience of subsidence in the 
winter, is taking the precaution of cutting out the treacherous material, and substituting dry 
sand, tied togeUier and drained by occasional layers of brushwood. I think it right here to 
make a remark applicable not only to this, but to all the other embankments on the London 
and Brighton Railway, that great care appears to have been tak^n by giving an extraordinary 
width to these masses to increase the safety of the traveller. 

I now come to the Clayton Tunnel, which is 1 mile and 20 chains in length, and rises to 
the south at an inclination of 1 in 264. This tunnel, as well as that at Havward's Heath, is 
retained by brickwork, and, so far as can be ascertained by the inspection of such works a^er 
their completion, they appear to be sound and substantial. 

I am told that it is the intention to light the Clayton Tunnel with gas, in the manner 
adopted with respect to the Merstham and Balcombe Tunnels, an arrangement which gives 
great satisfaction to travellers. 

The Clayton Tunnel is followed by a chalk cutting of upwards of a miles and a-halfin 
length, and of the extreme height of 70 feet. The slopes of this cutting are trimmed off in 
the most satisfactory and creditable manner ; but the fencing at the top is incomplete, and 
demands immediate attention. 

At a short distance beyond the south end of the Clayton Cutting the Patcham Tunnel 
occurs. This being only 480 yards long, does not require to be lighted. The plane falling 
at the rate of 1 in 264, which commences at the south end of Clayton Tunnel, is 4-rf miles in 
len^, and brings the line down to the Brighton Terminus, which is situated to the westward 
of the new church. 

The Brighton Station appears to be likely to afford every convenience that can be required 
for the extensive passenger traffic that mav be expected here. 

There are spacious waiting-rooms as well as distinct booking-offices for first and second-class 
passengers for the London Line as well as for the Shoreham Branch ; and the whole of the 
platforms and spaces under which the carriages are to stand are covered with a roof of elegant 
desifi^. Indeed the whole of the arrangements at the terminus, as well as at the stations on 
the line, evince liberality on the part of the Directors, and reflect great credit on the taste and 
skill of the engineer and architect of the Company. 

In my report of the 10th July I gave a list of the stations up to Hay ward's Heath ; those 
to the south of that point are as follows : — 

Burgess Hill, at St. John's Common, about 3^ miles from Hayward's Heath. 

Hassock's Gate, about 2\ miles from Burgess Hill. 

I will now make a few observations on the northern division of the line^ on which I reported 
on the 10th Julv last. 

In the first place I will advert to the points which require the attention of the Company. 

The safety of the public requires that the Godstone Station should be fenced in from the 
public road. 

The embankment south of the Balcombe station, being lofty, and having formerly slipped, 
should be carefully watched by a policeman, or other competent and careful person, during 
>the winter, and until all appearance of subsidence shall have ceased. This precaution should 
be taken also on all the other lofty embankments of the line. 

The recent serious accident which occurred on another railway in consequence of the sudden 
subsidence of an embankment, has shown that where embankments are formed with treacherous 
soil, the precautions I have suggested are essential to the safety of the public. 

It is very satisfactory to me to bear testimony to the admirable state of the permanent way 
throughout the whole length of the Brighton Railway to Hayward*s Heath. 

Any "velocity that can with safety be used on other railways of similar gradients may now be 
adopted on this part of the line ; but until the portion which is about to be opened shall have 
been used for a few weeks, the rate of speed should, for the safety of passengers, be much 
more moderate, and I think it should be limited during the first week to 20 miles an hour. 
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I cannot conclude without observing that every facility was afforded to me for my inspection Appendix. 
by the Chairman and Deputy Chairman, and by Mr. Rastrick, the engineer of the Company, 'TT' 

all of whom accompanied me along the line, which, with the exception of the Hayward*s-Heath Reports relating to 
Tunnel, I passed over with a train of carriages. the Opening of 

Ihave, &c. New Lines. 

The Earl of Ripon, Frederic Smith, Lt.-Col. R.E., ^^ ^^ 

&c. &c. &c Inspector-General of Railways. Brighton. 



Letter sent to the Loddon and Brighton Railway Company, with Copy of Lieut.-Col. Sir 
Frederic Smith's Report on the opening of the Line. 

Sir, Board of Trade, Whitehall, September 14, 1841. 

I AM directed, &c, to enclose a copy of Sir F. Smith's report on the Brighton Railway, 
and to request that you will lay the same before the Directors of the London and Brighton 
Railway Company, and call their especial attention to the suggestions contained therein. 

I am further directed to state that their Lordships will be prepared to assent to the opening 
of the line on the 2l8t instant, on condition of receiving before that day a certificate from the 
engineer of the Company to the effect that the whole of the fences on the entire line have been 
completed ; that the other works alluded to by Sir F. Smith, as remaining imfinished, have 
been completed ; and that the precautions suggested for ensuring the public safety on the 
*' FoUy-lane** cutting, and upon the embankment south of the Balcombe station will be taken 
by the Company. 

I am, &c.. 
The Secretary of the S. Laino. 

London and Brighton Railway Company. ' 



In reply to Letter from this Office of the 14th instant, transmitting Copy of Sir Frederic 
Smith's Report on the opening of the Line. 

Sir, 10, Angel Court, Throgmorton Street, September 16, 1841. 

I BEO to acknowledge the receipt of your favour of 14th instant, concering the report of 
Sir F. Smith to the Earl of Ripon on the state of the railway of this Company, which has been 
laid before the Board of Directors, and I am instructed to convey to you, for the information 
and satisiSsM^tion of the Lords of the Committee of Privy Council for Trade, their deep' sense of 
the importance of the suggestions contained in Sir Frederic Smith's report, and to wnich they 
have, in an especial manner, called the earnest attention of Mr. Rastrick, from whom their 
Ijordships will receive, previous to the 21st instant, a certificate that they have all been strictly 
and properly complied with ; and that, with the assurances of the Boara to the same effect, it 
will be concluded that no impediment will exist to the opening the line on the 21st, as 
proposed. 

I an\^ &c., 
S. Laing, Esq., John Wood, Secretary, 

&c. &c. 

In reply to Letter from this Office of the 14th instant, with Copy of Sir Frederic Smith's 

Report on the opening of the Line. 

My Lord, Brighton, September 20, 1841. 

In conrpliance of the requirements of Sir Frederic Smith, in his report on the London 
and Brighton Railway, on the Uth September, 1841, 1 have now the honour to certify to your 
Lordship that the Godstone Road Station has been fenced in ever since the opening of the 
first portion of the line in July last. But at the time Sir Frederic Smith saw it on his late 
inspection^ a short length of rails had been taken out to bring in some materials for the road, 
and these rails were all put up again in the course of the same day. 

I have also the honour to certuy to you that the fencing is all done, except a few places left 
open to get the materials from off the line, and these will all be closed before night 

I believe these are the only two points in Sir Frederic Smith's report that it is necessary for 
me to advert to. 

I am, &c.. 
The Earl of Ripon^ John H. Rastrick, Engineer-in-Chief. 

&c. &c. &c. 



Lbttbr sent to the London and Brighton in reply to their Letter of the 20th instant, relative 

to ue opening of the Line. 

Sm, Board of Trade, Whitehall, September 21, 1841. 

I AM directed, &c., to acknowledge the receipt of Mr. Rastrick*s certificate, dated 
Brighton, the 20th instant, which is satisfactory as regards the completion of the fencing. An 
assurance from the Directors that the other suggestions contained in Sir F. Smith*s report 
(especially those which relate to precautions to be taken at the " Folly Lane bridge** and 
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upon the ** Balcombe embankment") have been complied with, is still required, xvl order to 
meet the conditions prescribed by their Lordships in sanctioning the opening of the line. 

I am^ &c.> 
The Secretary of the S. Laino. 

London and Brighton Railway Company. 



In reply to the Letter from this Office of the 21st. 



Sir, 



Angel Court, Throgmorton Street, September 23, 1841. 

1 BEO to acknowledge the receipt of your favour of the 21 st instant, and to acquaint 
you that the omission of forwarding to tne Lords of the Committee of Privy Council for Trade 
the assurance of the Directors that the suggestions of Sir Frederic Smith had been complied 
with, arose from my concluding that such assurance had been forwarded, together With Mr. 
Rastrick*s certificated from Brighton, where a committee on the subject Was assembled. I 
have therefore now to assure their Lordships that all the suggestions contained in Slf Frederic 
Smith's report had been complied with premus to the opening of the line on Tuesday 21st 
idltafiL 

I am, &e., 
S. tiaing, Esq., John Wood, Sedretary. 

&c. &c. 
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No. 11. 
STOCKTON AND HARTLEPOOL RAILWAY. 

Report of Lieutenant-Colonel Sir Frederic Smith on the Stockton and Hartlepool Railway. 

My Lords, Board of Trade, Whitehall, September 6, 1841. 

Ik confonnity with your Lordships' instructions I have inspected the Stockton and 
Hartlepool Railway, on which I have to submit the following report : — 

This railway, which has not been constructed in pursuance of any Act of Parliament, is the 
property of a company of gentlemen, who undertook its formation on the mere consent of the 
proprietors of the land through which the line of railway passes. It was commenced in 1839, 
and opened for the public traffic in passengers and merchandize in 1 840. 

The entire railway distance between Stockton and Hartlepool is about 13 miles ; 4i miles 
of that distance belouj? to the Clarence Railway, and the retoaitiing 8^ nliles have been con- 
structed at the cost of the gentlemen above alluded t6, wh6 having now detef mined to apply 
fbr an Act of Incorporation in the ensuing session of Parliament, have riequest^ your Lord^nps 
to authorise an inspection of their works. 

I shall at the present moment con6ne myself to a description of this part of the Stocktotf 
and Hartlepool Railway, merely] observing, with reference to the Clarence Railway, that the 
offices at Stockton used by the Stockton and Hartlepool Company, and the accommoaation pro- 
vided for passengers for both Companies, are in a building erected at the cost of the last-men- 
tioned Company on the premises of the Clarence Company. 

The junction of the Stoctonand Hartlepool Railway with the Clarence Railway, takes place 
at about four miles and a half from Stockton, at a point in the township of Billingham. 

The railway crosses on a level the roads from Billingham to Cowpen, and from Wolviston to 
Cowpen ; the former crossing being about five miles and a quarter from Stocktoti, and the 
latter five miles and three-quarters from that place. Another level crossing occurs at the 
Greatham station, seven miles and a half from Stockton. At each of these crossings a lodge 
has been built for a gatekeeper, who is stationed there. 

Within about a mile of Hartlepool a parish road is crossed, and there also a gatekeeper is 
placed. 

The gradients of that part of the Clarence Railway used by the Stodcton and Hartlepool 
Company are as follows : — 

First, between Stockton and the Norton Junction,— 



Length 



Miles* Ch&ins* 

46, rismg 1 in l70. 
„ ... 1 0, „ 1 in 214. 

„ ... 71, „ 1 in 115. 

Second, from the Norton Junction to the Junction with the Hartlepool Railway, 

Miles. Chains. 
Length . • • 2 3, rising 1 in 240. 

From the junction with the Clarence Railway to Hartlepool, the gradients are as follows : — 

Miles. Chains. 

falling lit! 341. 
horizontal, 
falling 1 in 3087. 
falling 1 in 440. 
horizontal, 
falling 1 in l7l5. 
rising 1 in 1%%. 



Length 




. 1 


45, 


9» 




, . 3 


40, 


ff 




. . 


40, 


»f 




. . I 


0. 


»9 




. . 


73, 


»> 




. . 


75, 


» 




. 


15, 
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Your Lordships will observe from this statement, that the naw^ railway has very superior 
gradients to those of the Clarence Railway. 

There are no important works on this railway, excepting a brick viaduct of about 700 yards 
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in length. The height of the rails above the surface of tfe ground is 22 feet, the piers are 3 S^^^dSk of ^ ^^ 
feet in thickness, and are supported on piles of about 60 feet in length ; the arches are of a New Lines, 
semicircular form, of 18 feet span. 

I am informed that this viaduct was finished in about three months from the date of its 
commencement. 

There are no curves on this line of less radius than half a mile, and they are therefore unim- 
portant. 

The rails are of the H form ; they weigh 63 lbs. to the lineal yard, and are placed on the 
cuttings and on the low embankments, chiefly on transverse sleepers, with bearings of three 
feet apart, and on the high embankments on kyanised longitudinal timbers. The cross 
sleepers are not kyanised. The joint chairs weigh 27 lbs. each, and the intermediate chairs 
17 lbs. each. The former are secured to the sleepers by three spikes five-eighths of an inch 
in diameter, and seven inches long, and the middle cliairs by two spikes of the same dimensions. 

The embankments appear sufficiently consolidated, the cuttings are properly trimmed and 
cleared, and the line is throughout well ballasted and drained. 

The fences are, with some slight exceptions which I pointed oat to the engineer of the line, 
in very good order, and I conskler the whole of the works in a condition calculated to ensure 
the safety of the traveller. 

At the village of New Stranton, which is about one mile from Hartlepool, a bridge has been 
formed for carrying the railway over a^oad which leads to the sands. This bridge is too low 
to aSbrd head-room for carriages to pass under, but I am disposed to think that on the whole 
the convenience of the public has been rather increased than diminished by the Stockton and 
Hartlepool Railway Company, who, in limiting the use of the very indifferent road in question, 
have substituted a very good carriage-road at the back of the village. This road crosses the 
railway on a level at a point near to Hartlepool, and here a. gatekeeper is stationed. Had the 
local authorities disapproved of the operations of the Company in this quarter, it was of course 
in their power to have opposed them, and therefore it is fair to presume th^ the works were 
duly sanctioned, and indeed the solicitor of the Company informed me that such was the case. 

During my inspection I observed a great remissness on the part of the ffatekeeper at this 
crossing, which I pointed out to.the solicitor and engineer of the Company, and these gentlemen 
promi^ that orders should be given to ensure greater attention to the public safety. 

The traffic is not entirely confined to passengers, as various articles of merchandize are 
carried on this line. 

The carriages are of the ordinary description, apparently well-built and on four wheels. 
The engines have six wheels. 

In conclusion, I hes to acquaint your Lordships that I consider this railway a great conve- 
nience to the district m which it is situated, and that it merits the favourable decision of the 
Legislature when the Act is applied for. 

I have, &c., 
Frederic Smith, Lt.-Col. R. E. 
To the Lords of the Committee of Inspector-General of Railways. 

Privy Couttcil for Trade. 



No. 12. 

EDINBURGH AND GLASGOW RAILWAY. 

Report of Lieutenant-Colonel Sir Frederic Smith on the Edinburgh and Glasgow Railway, 

relative to the Opening 4>f the Line. 

Mt Lord, Gksgow, September 26, 1841. 

The Directors of the Edinburgh and Glasgow Railway Company having ^ven notice 
of their intention to open the whole, or the greater portion of their line for the public traffic, on 
or shortly after the 27th instant, I have, with the view of ascertaining to what extent it may be 
proper to sanction the proposed opening, carefully examined the works, and I shall have the 
honour of reportmg my opinion of their state after giving your Lordship a general description 
of this railway. 

The royal assent was given for the incorporation of the Edinburgh and Glasgow Railway 
Company on the 4th of July, 1838, and the works were commenced early in the ensuing 

year.ifTCHP 

The length of the line is 46 miles, and the present termini are at the Raymarket, Edin- 
burgh, and in Queen Street, Glasgow, but it is in contemplation to continue the line eastward, 
as far as the North Bridge, where it will be placed in connexion with the railway now in pro- 
gress between that point and the sea at Newhaven or Trinity, and also with the proposed 
railway to Dunbar. The Edinburgh and Glasgow Railway passes through Linlithgow, about 
half a mile to the south of Falkirk, a mile to the north of CumbemaulcC and a mfle south of 
Kirkintilloch, to which last-mentioned place, from its being in a populous district, it is pro- 
posed to form a branch, and plans have been lodged with the sheriff clerks, not only for this 
branch, but also for the extension to the North Bridge. 

The principal or first-class road stations are Linlithgow^ Falkirk, and Cunfcenumld, and 
the second-class stations are Corstorphine, Ratho, Wincfaburgh, Polmont, Croy, Kidi^intiUoch, 
and Bishop-Brigs. 

Y 2 
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The gradients from the Hayraarket, Edinburgh^ to the Glasgow incUne, do not at any 
point exceed six feet a-mile^ or one in 880, but this advantage has been obtained at a great 
cost in construction. 

The incline is 1 in 43, falling towards Glasgow for 2077 yards. 

The detail of the gradients is as follows : — 



Miles. 


Furlongs. 


Yard.. 


Beginning at Edinburgh. 


Rate of Inclination. 


• . 


7 


60 


Falling .... 


1 in 1200. 


, , 


• • 


67 


Level. 




5 


3 


139 


Rising .... 


1 in 960. 


, , 


5 


200 


Ditto 


1 ID 2000. 


5 


6 


80 


Ditto 


1 in 880. 


4 


7 


140 


Falling • • . . 


1 in 880. 


• . 


2 


214 


Level. 




5 


4 


• • 


Rising • • . • 


1 in 880. 


6 


6 


80 


Level. 




2 


7 


140 


Rising . • • • 


1 in 1200. 


• • 


4 


20 


Ditto 


1 in 880. 


2 


2 


140 


Falling .... 


J iu 880. 


2 


7 


185 


Ditto 


1 in 900. 


• • 


• • 


167 


Level. 




• « 


5 


100 


Falling . . . • 
Level. • 


1 in 1200. 


• • 


6 


180 




3 


6 


• • 


Falling .... 


1 in 900. 


• • 


• • 


187 


Level. 




• . 


6 


• . 


Falling • . . • 


1 in 41. 


. • 


3 


85 


Ditto 


1 in 43. 


• • 


1 


40 


Level 




46 


1 


26 





The deepest open cutting on this line is in clay, it is 75 feet, and has slopes of 1^ to 1. The 
deepest rock cutting is 65 feet, in Whinstone with slopes of J to 1. 

The width of the formation in the cuttings is 30 feet, on the embankments 33 feet, and in 
the tunnels 26 feet 

The highest embankment is 58 feet with slopes of 2 to I . 

The tunnels, commencing at Edinburgh, are 1st, tlie Winchburgh, which is 367 yards 
long and 20 feet high above the top of the rails. 

2nd. The Falkirk, 830 yards long. 

3rd. The Glasgow, 1148 yards long. 

This tunnel is divided into three portions, connected by open cuttings, each 40 feet long. 

This tunnel forms part of the Glasgow incline, which is to be worked by stationary power, 
and the electrical telegraph is to be used in giving notice to the person in charge of the fixed 
engines of the time when he is to put his macliinery in motion ; it is expected that this tele- 

fraph will also be useful in making communications from the passenger-terminus in Queen 
treety to the superintendent who will be in charge of the dep6t of engines, and the workshops 
at the top of the incline. 

There are seven viaducts on this railway : — 

That over the Almond consisting of 36 arches of 50 feet span, with piers 7 feet wide* 

This viaduct is built on a curve of 1^ mile radius. 
That over the Broxburn of seven arches, the centre arch having, a span of 66 feet, and the 

span of the other arches b^.ng 50 feet. Its height is 60 feet. 
That over the Avon, which has 20 arches of 50 feet and 3 of 20 feet Its extreme height 

is 92 feet. 
That over the Canal, consisting of 2 of 20, 2 of 16, 1 of 63, and 1 of 130 feet^ the last 

being a segment arch of 24 &et rise. It is from 36 to 48 feet high. 
That over tl^ Redbum which has eight arches of 50 feet span. The extreme height is 

90 feet 
The whole of these viaducts are built of ashlar and have hollow piers, cavaties of 2 feet 

being left in the centre of each. 
The width between the parapet walls is 22 feet, and recesses of 1 foot deep are made 

over each pier, as places of safety for workmen on the line at the time trains are pass- 
ing. These recesses also give a projection, which adds to the beauty of the structure. 
The sixth viaduct carries the railway over the Moss Water, and consists of four arches 

each of 30 feet span. It is 44 feet in height. 
The seventh viaduct is over the Kirkintillock Railway ; this viaduct has 1 arch of 44 

feet span, 3 of 30, and 1 of 1 5 feet It is from 33 to 48 feet in height. 
These Uke the five first-mentioned viaducts are built of ashlar, but the former has no 

recesses over the piers. 

The station-houses at the termini are not yet finished, but they are so designed as to afford 
all the accommodation that can be required by the public. I enclose drawings descriptive of 
these buildings, and showing the lines of rails and the position of the sheds. 

The intermediate station-houses are also still unfinished, but those at Ratho, Linlithgow, 
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Palmont, Falkirk, and Cumbernauld are in so forward a state, that they will be ready for Appendix, 
the passenger-traffic in a few days. • — — 

The gauge of this railway is 4 feet 8J inches, and the interval between the " up and down " Reports reiatinr to 
Unes of rails is 6 feet theOpening of 

The rails weigh 75 pounds to the lineal yard, and are laid with 4 feet bearings on cast-iron New Lines, 
chairs, pieces of felt being placed between tne chair and the rail. — - 

The joint chairs wei^ 28 pounds each, and the interniediate chairs 22 pounds; every pij-^^* ^?r j 
chair being secured to the stone block or sleeper on which it rests by two spikes 7i inches GImtow. 

long and ^ of an inch in diameter. 

In the cuttings, the chairs are placed on Whinstone blocks, each containing 4 cubic feet, 
and varying from 11 to 12 inches in depth ; on the embankments the chairs are fixed on 
transverse sleepers of larch 9 feet long ; those for the joints being 12 inches wide, and for 
the intermediate bearings 10 inches wide; on the viaducts, and across some mosses which 
occur on this railway, the rails are laid on longitudinal sleepers 12 inches wide and 6 inches 
deep, and these again rest on cross sleepers of the dimensions above given. 

The fences throughout the whole line are formed of dry stone walls, with a coping set in 
mortar, excepting over the mosses, where wooden rail fences have been adopted. 

In passing all the mosses excepting the Drumshanty, the peat has been cut entirely out> 
and the space filled up to the proper level with hard materials, but the Drumshanty moss 
was crossed by means of a formation of dry turf, on which layers of brushwood and sand were 
placed. 

After a careful inspection of the whole of the works of this railway, I am enabled to state^ 
that those which are finished are of | substantial and satisfactory character, but I find, that 
with the exception of about 9 miles, at the Edinburgh end of the line, and about 22 miles 
near the middle of it, they are not sufficiently advanced to admit of the railway being opened 
for the public traffic. ^ 

In a few weeks, however, the gap which intervenes between these portions of th^ railway 
will be completed, and about 34 miles of it might then be brought into operation, but I do not 
think from the present appearance of the works, that the whole line can be opened before the 
middle of November. 

There is no line in the kingdom which possesses so great a number of beautiful pieces of 
masonry as the Edinburgh and Glasgow Railway, and the whole of the bridges and viaducts 
appear to have been constructed with great care. There are some for the passage of the 
railway over carriage roads, in which iron girders have been used. Mr. Miller, the chief 
engineer of the line, who accompanied me m my inspection, stated, that he had tested the 
whole of these girders with four times the weight that they can be required to bear, and there- 
fore I conclude that they will be found of ample strength. 

The cuttings and embankments seem to have been well formed and consolidated, and I have 
seen few instances of a lines being so well ballasted previously to an opening as those 
portions of this railway which are finished ; and with the view to supersede the necessity of 
another inspection of the works before the final opening, Mr. Miller has undertaken to put 
the whole in the same condition as the parts which I have approved. 

I have great satisfaction in being able to state, that on the whole length of this railway 
there are only six crossings on the level of the rails, and that not one of these is for a turnpike 
or parish road> the Company having gone to the expense of constructing bridges for all these 
crossings. 

The secretary and engineer have both informed me that they are negotiating to close three 
of the crossings above alluded to, and that the other three, being merely what are termed 
occupation crossings, will t^3 seldom used, and gates are put up, which are to be kept locked 
by the land-owners. 

I may here remark, that the Act of Parliament enables the Company to compel land-owners 
to keep their gates shut, but they have not the power to require them to be locked. 

It is the. intention of the Company to light the Glasgow and Falkirk tunnels with gas, and 
all their arrangements for providing the stations and carriages with lamps are satisfactory. 

Engines both with four and six wheels are to be used, and every carnage is to be supplied 
with spring buffers. 

Every second carriage is to have breaks of a superior description and two guards are to 
accompany each train. 

I have examined the manuscript Code of Regulations, and with few exceptions, I consider 
them satbfactory. But both these and the bye-laws should be submitted for further con- 
sideration before they receive your Lordship's sanction. 

The Directors of the Company should be requested to furnish also a time-table showing 
the number of trains proposed to be run, their hours of departure and of stopping at the 
various stations, and the amount of the fares intended to be charged ; and it should be 
specified whether the third-class passengers are to be carried with mixed trains or with the 
luggage. If the latter, your Lordship should be informed, not only in what part of the 
luggage-train these passengers are to be placed, but also how long they are to be kept upon 
thejourney. 

The third-class carriages are of two kinds, some with and some without seats, and it was 
stated to me that the former are intended to be used for the slower trains^ in order that the 
passengers might be less inconvenienced by a tedious journey. 

I have requested Mr. Miller to supply me with a list of the establishment to be employed 
in working the line, and on the receipt of this document I shall have the honour of laying it 
before your Lordship, with any observations I may have to make upon it. 

I am not aware that there has been any deviation from the provisions of the Act of Par- 
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liament Tor this railway, excepting in the Glasgow Tunnel, which it has been found expedient 
to lengthen about 50 feet, and to this alteration I see no objection. 

The Act stipulates, however, that at certain points walls, if required, are to be built to 
screen the railway from adjoining carriage roads ; and as no such screens have been formed, 
I called upon Mr. Miller to acquaint me with the intention of the Directors on this head^ 
and I enclose Mr. Miller's answer, from which your Lordship will perceive that the Company 
do not feel bound to erect these screen walls, unless under an order of the sherifl^ of the 
counties, where such parts of the railway are situated, and it appears that no such order has 
has been given. 

I found, in the course of my inspection, that the other stipulations of the Act frhich come 
under the supervision of the Railway Department ha^e been fulfilled in the manner set fijrth 
in Mr. Miller's letter. 

I enclose a sketch of the Falkirk station-house, which may be taken as a sample of the 
other establishments of this nature on the Edinburgh and Glasgow Railway. These buildings 
afford sufficient accommodation for those passengers who are to arrive at, or depart from t he same 
side of the railway ; but on the opposite line, there is no building, shed, or nieiter of any kind 
provided for passengers, and therefore those who are to depart by trains which stop on that 
side will, in wet or inclement seasons, be exposed to the weather if they should cross the rails 
before the arrival of the trains. This would naturally cause the passenger to defer crossing 
till the latest moment that it might be considered safe to do so, and imfortunately we are not 
without instances of the fatal consequences of such a course. I would therefore reconmiend 
that either sheds should be built opposite to the station-houses, and orders given that persons 
should cross the rails in time to avoid the possibiUfy of danger, or else that they should be 
prohibited from crossing until after the train shall have stopped. Thislatter, though it may 
cause some slight detention to the train, is much the safer arrangement. 

On reaching the Edinburgh Station, the trains are to stop short of the buildings, and while 
the tickets are being collected there, the engine will be detached and got behind the train ; 
it Jwill then be gently propelled to the platform. I have approired of this arrangement as 
being the best calculated for the public safety in this situation. On arriving (from Edin- 
burgh) at the top of the Glasgow incline, the engine is to be detached and to proceed to the 
engme-house ; the tickets are then to be coUeeted, and in the mean while a break-carriage is to 
be connected to the hinder carriage of the train. This break-carrii^, of which I enclose a ' 
drawing, is to be under the guidance of a bank-rider or breaksman, nrhose sole duty it would 
be to regulate the speed of the various trsuns down the incline by means of powerful breaks. 
As the carriage itself is only expected to weigh two and a half tons, it would be deficient in 
weight to be the only depend^ice for checking the speed of the train acquired by the force 
of gravity, but the break- carriage will be attached to the rope used in drawing the trains up 
the incline, and therefore may be rather oonsidered as a dieok <m the person in charge of the 
stationary engine, and by whose neglect the train mi|^t acquire a fear^ velocity unless 
corrected by the break-carriage. 

To guard however against such an accident as would result from the sudden bueaktng of 
the rope, I would recommend that the usual guards of the train should go down upon their 
ordinary break-carriages, to be enabled to assist the bank-rider in case of neoesaity. 

It is proper, I should observe, that had it not been for the interrupt^ which the workmen 
have received from the continued wet weather during the last m(»ith, the whole i>f the railway^ 
with the exception of about three miles, might have been finished by this time, and therefore 
I acquit the Company of haviiig prematurely called for an inspeotioo of their works. 

There are two points when completed tbiat will require to be worked with great care, these 
are the embankments adjoinii^^ the west end of the Alnaond mduct, and another loflty em- 
bankment between Falkirk and Glasgow, for owing to the rapid planner in which these 
masses are being formed, coiwiderable subsidenoe m^y be eexpeoted in the course of the 
ensuing winter. 

I have, &»., 
Frbdbbic Smith, Lt.^Oolv R. E., 
The Earl of Ripon» Inspector-General of Railways. 

&c. &c. 



Sir. * Glasgow, Sbptomber 26, 1841. 

With reference to the memorandum put into my hands to^-day, I beg to state. 
That there has been no deviation from the Act, ioasfor as it respects levels, arches, and tun- 
nels, except at the south end of the briobwork portion of the Glasgow tunnel. It has been 
lengthened 50 yards ; and notice for an amended Act has been given, which will embrace this 
extension. 

That there has been no deviation as to curves. 

That there has been no screen erected on any part of the line, but that such will be erected, 

Erovided the sheriff of the respective counties through which the line passes should order it on 
earing parties. 

That the bridge over the Monkland and Kirkintilloch Railway has been erected of the spe- 
cified dim^isions. 

That all public carriage, tram, or horse roads cut through, or otherwise injured, have been 
restored, or new roads equally oonvenient provided. As already mentioned, no screens have 
been erected, but such will be if ordered by the sheriff on hearing parties. 

That no turnpike road or public carriage-way has been crossed on the level, and this pro- 
vision has been by the Company extended to occupation roads also. 
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That the width and height and construction of bridges for roads Jbave been adhered to ; and Appendix, 
that the approaches have been made as convenient as formerly. — - 

That public footpaths, as well as private ones, have been carried across by bridges. Renorts leiatios to 

That the railway has been, or is being, fenced with stone walls, except through mosses, the Opening or 
where post and rail are adopted ; this fence is three-barred. 

That there has been no branch communication made. 

That the rates and tolls have not yet been fixed, but boards with the rates and tolls painted 
thereon will be affixed on all tollhouses. 

That no regulations for the passage of the railway have yet been made. 

I have, &c 
Lt.-Col. Sir Frederic Smith, J. Miller. 

&c. &c. &c. 



New Lines. 
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I^raTBR seat to the Edinbtn^gh and Glasgow Railway Cotnpany, relative to inspecting the 
reoMMriag portion of the line previous to opening. Also tnuismittiiig an Extract flrom Sir P. 
Smithes Reports 

Sir, Board of Trade, Whitehall, October 5, 1841. 

I AM directed, &c, to enclose an extract from Lt.-Col. Sir P. Smith's report on 
the Edinburgh and Glasgow Railway, and to state that as regards the portion of the railway 
which was finished at the date of Sir P. Smith's inspection, their Lordships see no objection to 
the opening, but that another inspection will be necessary to ascertain the completion of the 
remaining portion. Their Lordships therefore request that due notice may be given of the 
final completion of the works ; and in order to. kvoid the inconvenience which arises from 
works not Jbeing completed at the period fixed for inspection, their Lordships will require a 
certificate from Mr. Miller that he has every reason to believe that in one week from that date 
the whole of the line proposed to be opened will be sufficiently completed for conducting the 
public traffic thereon in safety, before they give instructions to an inspector to examine the 
remaining portions of the line. 

I am further directed to call the especial attention of the Directors to Sir P. Smith's recom- 
mendations relative to the Palkirk station, the working of the Glasgow incline, and the pre- 
cautions to be observed on the newly formed embankments. 

I have, && 
The Secretary of the S. Lajno. 

Edinburgh and Glasgow Railway Company. 



No. 13. 
ULSTER RAILWAY. 



Report firom Lieutenant-Colonel Sir Frederic Smith, stating that the Ulster Railway was 

not ready for inspection. 

My Lord, Port Patrick, September 30, 1841. 

The Ulster Railway Company having given notice of their intention of opening to the 
public a further portion of their line on the 4th of next month, I came here this evening, on 
my way to Belfast, to make the inspection ordered by your Lordship ; but on my arrival I 
received the enclosed letter from the engineer, by which I perceive that his works are still in 
a very unfinished state. 

In nearly all the inspections I have made it has been my fete to find that the engineers had 
very much miscalculated the time required for the completion of their railways, and I have 
generally been in consequence obliged either to repeat my inspections of the same lines, or to 
require from the engineers a pledge that the works at which I took exception, were, before the 
opening, put into such a state as I considered necessary for the public safety. 

As your Lordship is aware, the powers of the Railway Department of the Board of Trade 
are derived solely from Lord Seymour's Act, and I believe it does not give the Government 
the means of preventing our being thus trifled with by Railway Companies. This state of 
things brings great discraiit on these charged with the responsibility of the public safety, and 
cripples their efforts to promote the security of railway travelling, and I tnerefore earnestly 
hope that your Lordship will direct that, in the eariy part of the ensuing session, a Bill may 
be introduced, much on the principle of that which was dropped on the (ussolution of the last 
Parliament. The object of that Bill was to remedy the defects of Lord Seymour's Act, and 
to extend the powers of the Lords of the Committee in railway matters; and, subject to the 
alterations proposed by the Select Committee of the House of Commons, I think it would 
have passed into law, much to the advantage of the public^ and^ I believe, without much oppo" 
sition from the more important Railway Companies. 

Asa proof the necessity of compelling the Railway Companies to fix a day for their inspec- 
tions on which there can oe no doubt of their works being completed, and therefore causing no 
improper delay to the inspector-general, I need only mention that in the ensuing month there 
are notices for four inspections. The Uhter, the Gosport, the Northern and Eastern, and 
die Manchester and Sheffield. If either should alter the dates proposed for the inspections, 
not only would great inconvenience be caused to your Lordship*s Department, but in all like- 
lihood, also, to one or all of the other Companies^ 
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If I were now, for instance, to comply with the wish expressed by the engineer of the Ulster 
Company, to postpone my inspection for a week or ten days, I should not be able to reach 
London in time to proceed on the other inspections. I therefore intend to examine the works 
of this railway on or before the 4th instant, and then to report their state for your Lordship's 
consideration. 

I have, &c. 
The Earl of Ripon, Prbderic Smith, Lt.-Col., R E. 

&c. &c. &c. Inspector-General of Railways. 



Report of Lieutenant-Colonel Sir Frederic Smith, relative to the Opening of Ulster Railway 

from Lisburn to Lurgan. 
My Lord, Belfast, October 4, 1841. 

I HATE the honour to acquaint your Lordship that I have this day completed my in- 
spection of the Ulster Railway^ preparatory to its being opened to the public from Lisburn to 
Lurgan, pursuant to the* notice given to the Railway I)epartment on the 4th ultimo, by the 
Directors of the Company. 

The royal assent for this railway was given in February, 1836, and it was then contem- 
plated to extend it from Belfast to Armagh, but in consequence of the powers of the Company 
naving partially lapsed, it has since been determined, or found necessary, to abandon for tlie 
present the idea of carrying it beyond Portadown. 

The construction of the railway was commenced in May, 1836, and the first opening took 
place on the r2th August^ 1839. This was from Belfast to Lisburn, a distance of seven miles 
and a half. 

The notice received from the Directors on the 4th ultimo, intimated their intention of open- 
ing on this day a further portion of 12^ miles, viz. from Lisburn to Lurgan, as I have already 
stated, leaving about five miles to open at some future time, when the total length of the line 
wj)l be 25 miles, having Belfast and Portadown for its termini. 

A single line of road only has hitherto been laid, but a sufficient quantity of land has been 
purchased, and the embankments, cuttings, and bridges have been so formed as to admit of a 
double line, whenever the traffic may demand, and the circumstances of the Company may 
justify this addition. 

The £fauge adapted by the Ulster Company is six feet two inches, as recommended by the 
Irish Railway Commissioners; and the rails, which are of a very good form, and weigh 63 lbs. 
to the lineal yard, are laid throughout on longitudinal timbers with continuous bearings. 
These timbers measure 12Jx6i incnes, in scantling, and rest on transverse sleepers of 10 feet 
in length, placed at intervals of not exceeding 10 feet ; the sleepers, which lie under the joint 
of the longitudinal timbers, being 12 inches by four, and the intermediate sleepers being only 
eight inches by four. The longitudinal timbers and the transverse sleepers are connected 
together by means of malleable iron knees or brackets, secured to both by screws three inches 
and a quarter long. The advantage of this mode of connection is that it admits of the position 
of either timber being altered in a few minutes, which cannot be done by the plan of fixing in 
more general use. 

The rails are secured to the longitudinal timbers by square-headed screws five inches long, 
and eleven-sixteenths of an inch in diameter, of which about three are used in every yard. 

I thoroughlv approve of the general principle of the system above described, but am of 
opinion that where neavy loads of merchandize are carried on this railway, it will be proper to 
increase the number of screws, for which I observe that the rails are already tapped, and I 
question whether the number of the transverse sleepers is sufficient. 

In passing along that part of the line already open to the traffic, I did not observe anything 
in the construction requiring particular notice, excepting that the curve near the Belfast ter- 
minus, having a radius of only 18 chains, should be travelled over at a very moderate rate of 
speed, and the gates of the level crossing of Sandy-row. 

These gates, which are seven feet hign, and close boarded, stand across the railway, and are 
therefore not in accordance with the general Turnpike Act of 1839; but the traffic on this 
public road is so great and constant that it would be productive of extreme inconvenience to the 
persons using this thoroughfare if the gate were to be removed from their present position and 
placed so as to shut across the carriage road. I would therefore lecommend that the neces- 
sary steps should be taken to legalize this infraction of the 2 and 3 Vic. c. 45. 

I remarked, however, that it appears to be the general practice on this line to leave the 
gates of the level crossings open till the very moment that trains are expected ; and the gate- 
men sometimes go to a considerable distance from their respective gates, leaving them open. 
Nothing can be much more dangerous than this fpractice, and it should be formwith discon- 
tinued, and an order issued by the Directors desiring that these gates are always to be kept 
closed, except when carriages, cattle, &c. are to cross the rails, and there is no engine or tram 
in nffht or within hearing ; and that they are to be again shut as soon as the carriages, 
&c. have crossed. 

In my inspection of the portion of railway between Lisburn and Lurgan I found the whole 
of the cuttings finished and in a most satisfactory state, and the embankments and entire '' for- 
mation *' completed, with the exception of a short gap, not exceeding 1 50 yards in length, at what 
is called the *' Lady Bridge." This gap, however, would prevent the possibility of the line being 
opened on this day for the public traffic, as orisinally contemplated by the Directors, even 
supposing the whole of the other works to have been finished, which is not the case. It b 
true that by great exertion the whole might be completed in a week, but openings hurried in 
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this manner are, in my opinion, of very questionable advantage to a company, and they tend Appendix. 

to diminish the safety of the passengers. I hare therefore recommended that the opening ~— 

should be postponed for a fortnio[ht at least, and I am happy tq say that the chairman and ^ ^\ . 

engineer fully concur with me in the propriety of such a postponement nie^^enTnff^of^ *^ 

I have carefully examined the whole of the bridges belonging to this Company between New Linesf 

Lisbum and Lurgan, and so iar as an opinion can be formed of such works when finished, and 

without opening meir foundations, I have no hesitation in saying that I consider them sutetan- No. 18. 

tial and well built. There are however two of these bridges which are not in conformity with Ulster, 

the Act The first, proceeding towards Lurgan, is that over the "Antrim Lane** public road. 
Notwithstanding that the railway is carried over this road on iron girders, for the purpose of 
more readily getting head-room, the height from the carriage-road to the underside of the 
girders, instead of being 16 feet, as prescnoed by the Act, is only 1 1 feet 5 inches. 

It would appear from the accompanying letter, dated the 2nd instant, from Mr. Godwin, the 
engineer and manager of this railway, and from his personal communications to me, that the 
bridge in ouestion had been originally constructed in strict accordance with the Act, but that 
the height tiad been diminished by the road having been raised by th» agent of the Marquis of 
Hertford, who holds himiself liable to restore the road to its former state whenever it fnay be 
necessary. 

The second deviation from the Act occurs at the bridge built across the railway for the 
Ballinderry road» The width between the parapets ought to have been 15 feet, whereas it is 
only 14 feet 6 inches, but the difference is so small and the traffic so limited, that I do not 
see any occasion for the Board of Trade stepping forward to compel the Company to alter this 
bridge; nor am I disposed to suggest their interference in respect to the deficiency of head- ' 

room at the Antrim Lane bridge, unless formal complaints are preferred on account of these 
irregularities by aggrieved persons. In that case the full width of the Ballinderry bridge 
might easily be obtained by diminishing the thickness of the parapet-walls, which are unneces- 
sarily massive ; but the prescribed height under the Antrim Lane bridge is only to be got now 
by removing the materials placed upon the road by the agent of the Marqub of Hertford, or 
by raising the bridge and altering the gradients in connection with it. But either of these 
operations would create inconvenience ; the one to the traveller on the high road, and the 
other to the railway passenger ; and there would seem to be no necessity for making any alter- 
ation here, as I am inform^ by Mr. Godwin, that the height is already ample for the ordinary 
trafiic of the neighbourhood. 

With the exception of about half a mile, I found the whole of the timbers and rails laid 
from Lisburn to Lurgan, and the greater part of the line well ballasted and in a satisfactory 
state, but the mile-posts and gates for the level crossings have not been put up. The whole of 
these works may however be completed in a few days, but the formation of the fences is in a 
very backward state, and will be the chief cause of delaying the opening. 

I consider the proper feticing of a railway essentially necessaiy to the safety of the passen- 
gers, and it appears to have been so regarded by the Legislature ; but I regret to say that I 
do not think the fences of the Ulster Railway calculated for the main object intended, namely, 
to prevent cattle stra)ring upon the line. 

1 learn from Mr. Grodwin that it has been found impossible, in the neighbourhood of this 
railway, to protect wooden fences from depredation, ana that he has therefore been driven to 
the necessity of adopting a bank and ditch, as the only means of enclosing the property of the 
Company, unless he had recourse to the expensive alternative of building a boundary wall. 
He handed ;o me the accompanying sketch to show the proportions and form of the bank 
and ditch he proposes for the new portion of the line. If formed as represented in the sketch. 







^,— t3J'*OT 



and the slopes are properly maintained, I think this fence will prove to be sufficient, provided 
the soil is of such tenacity as to stand at the batter proposed, but I cannot pronounce a de- 
cided opinion without seeing the fence in a complete state, and under these circumstances the 
responsibility of any mischief that may result, in the event of the fence proving to be insufiScient, 
must rest with the Company. I feel, however, bound to remark, that I consider the enclosure 
of many parts of that portion of this line which is already open to be very defective, and the 
Company should be called upon to put it throughout in such a state as the Act prescribes. I 
am aware that the Directors rely much on the number and efficiency of their police and 
gatemen, of whom 17 are employed on the 7i miles of railway between Belfast ana Lisburn, 
and I understand 30 are engaged for the portion about to be opened; but the Board of Trade 
can only regard the§e men as auxiliaries, and cannot release the Company from their liability 
to form proper fences. I will only add, on this point, tliat Mr. Godwin has stated to me, that 
insufficient as the present fences may appear, they have enabled the police to keep the railway 
free from trespass. 

There are no fewer than eleven level crossings of public roads between Lisbum and Lurgan, 
and for each of these crossings, gates, according to the Act, are either already fixed or in 
course of being put up. At every crossing, however close they may be to each other, a gate- 
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keeper should be stationed, and no duty beyond that of attending to his crossing should be 

assigned to any one of these men. 

The ordinary wages of a labourer in the neighbourhood of this place is 6«. a-week, and as I 
find that the Railway Company pay their gatemen 10^. a-week, they will have no difficulty in 
procuring proper persons for these responsible situations. Indeed the men I saw on duty, 
when I made my inspection, appeared to be active, intelligent, and of a respectable class. 

The terminus at Belfast is in a convenient position for the traffic of the town, and the died 
and platform are of ample dimensioDS. The merchandize store and shed are now building 
and are well placed. 

The terminus at Lurgan is in course of construction, and may be ready in about a Cortnigbt 
from this time. 

A turn-table should be put up at the Lurgan terminus before the line is opened, in order to 
prevent the trains being worked tender foremost, which I hold to be exceedingly perilous to the 
traveller, and that it would be very desirable that this turn-table should be so placed as to 
render it unnecessary for the engine to pass over the level crossing just beyond the Lurgan 
terminus, as that would remove one cause of danger, the fatal efiects of which have h&sa 
recently experienced at the Brid^ewater terminus of the Bristol and Exeter Railway. 

The intermediate stations on the Ulster Railway are Dunmurray, which is a mere stopping- 
place, where a few passengers are occasionally taken up or set down, and Lisburo, where a 
booking-clerk is in charge. 

On the portion of the line about to be opened, it is int^ided to have only one station, vis.^ 
at Lady Bridge, which is not yet built. 

I am not aware of any deviation from the Parliamentary plan, excepting in a change of the 
direction of the line between Lisbum and Lady Bridge. It appears that both the Parliamen- 
tary line and the line executed run through property exclusively belonging to the Marquis of 
Hertford, who has consented to the alteration. 

In respect to the Parliamentary section, I find that, in order to avoid a deep cutting at the 
summit of the line, a gradient of 1 in 792 has been altered to two j^radients of 1 in 200 for 
half a mile in length and 1 in 150 for three quarters of a mile. The Company, I apprehended, 
had no right thus to deviate from the Parliamentary gradients, but as the alteration does not in 
any way injure any adj<»iuii£ private property, and as the planes adopted are not imusually 
severe, I see no reason for objecting to this deviation. 

In the working of the line, however, the engine-drivers must be instructed to run down 
the planes at the summit of the line with great care, and with a velocity not exceeding, in the 
first six months, 25 miles an hour. 

The gradients of the Une are as fi^ows, proceeding from BeUSast : — 
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I have the honour to enclose a list of the establishment of the Ulster Railway, which seems 
to be ample, and I also transmit a copy of the existing code of rules and regulations for the 
guidance of the servants. As this code only applies to a single line, and the extent of railway 
open is very inconsiderable, the rules appear to have been hitnerto found sufficient for the pur- 
poses of the Company, but I have recommended Mr. Godwin to prepare a fresh code, em- 
bracing many points affecting the safety of the passengers, which are not touched upon in the 
present rules, and he has pronciised to submit the new code for your lordship's approval before 
it is printed. 

The trains leave Belfast daily at 7, 9, 11 a. m., 1, 3, 5, and 7 p. m., and return from Lisbum 
at the intermediate hours ; the engine which takes the train to Lisbum bringing the return- 
train back. Thus the collision of two trains is impossible, and I tmst that for the safety of 
the passengers the same system will be continued when the line opens to Lurgan ; for although 
by an intermediate siding the chances of collision would be very remote, under ordinary cir- 
cumstances, yet in the event of two trains nmning at the same time from the termini to the 
siding or passing place, the detention or breaking down of one train might by possibility lead 
the driver of the other to go beyond the siding, and then some terrible accident mig'ht occur. 

The whole of the engines have been made by Sharp, Roberts, and Co., and have six 
wheels. The tenders are on four wheels, and have powerful breaks, worked by inside 
screws. 

The carriages are on four wheels, each first-class carriage having four bodies, and contain- 
ingeight passengers in each body. 

The second-class carriages contain in each compartment 12 passengers, making 48 in ^ach 
carriage. 

There are on the roof of every first and second-class carriage two seats, each of which will 
hold three persons. 

These outside seats for passengers I consider extremely dangerous, for not only is there a 
risk of persons falling off these seats, but they incur the danger of being killed in passing 
under the bridges, should they inadvertendy stand up. 



Digitized by 



Google 



and RETURNS relaimg to the OPENING of NEW LINES. 171 

The iares to Lisburn, a distance of 7^ miles, are — 

9. d. 



For first-class passengers . • 1 Vtmaa^ nflaffnir te 

For second-class passengers . 6 tS^SpnSg^ 



The Company have it in contemplation to run third class carriages^ and then the rates of fare ^^ 
will undergo revision. The first and second-class carriages have spring buffers^ but the third- No. IS. 

class carriages and horse-boxes are not provided with spring buffers* which should be used Ulite. 

with all carriages that run with the passenger-trains. 

Mr. Goddara* the Chairman of the Ulster Company, as well as the engineer* seem to be 
most anxious to render their railway as perfect and safe as the nature of the traffic may 
require, but their good fortune in having hitherto been free from serious accidents may lull 
them into a false security, and therefore it is now proper to ui^e them to neglect no obvious 
means of increasing the safety of the passengers. I feel confident that they will cheerfully 
adopt any recomniendatioiis coming from your Lordship, and I would therefore submit that 
the suggestions contained in this report snould be made known to them, if they meet with 
your approbation. 

The hne may, in my opinion, be opened to the public traffic on your Lordship's receiving a 
certificate from Mr. Godwin, to the effect that the fences are so formed as to prevent cattle 
getting from the adjoining land upon the railway ; that all the gates of the level crossings are 
put up, and gatemen stationed to watch them ; that the mile-posts have been fized» and the 
turn-table established at Lurgan. 

I have, &C., 
The Earl of Ripon, Fbsdbric Smith, Lt.-Col., R.E., 

&c. &c &c. Inspector-General of Railways. 



Sir, Ulster Railway Office, Belfast, October 2, 1841. 

Im reply to the observations and inquiries which you made in the course of your inspec- 
tion of the Ulster Railway, I beg to state, for your information, that the line from Lisburn to 
Lady Bridge is a deviation from the Parliamentarv line, but has been made, with the consent 
of the owner and occupiers of the land through which it passes, agreeably to the provisions of 
the Act. 

Hie height or headway of the Antrim-lane bridge, which you noticed as beiB|r under the 
height stipulated in the Act, has been reduced by the agent of the Marquis of Hertford, by 
filling up the roadway for the purpose of impravinff its gradient, but he holds himself bound to 

B've the necessary headway if called upon to do so; it may be proper to add that the 
[arquis of Hertford is the sole proprietor of the town of Lidimm and thtf^ estate for a con- 
siderable distance round, and is the only person likely to take an interest m this question. 

I beg to enclose a tracing of the section of the fences whieh it has been found advisaUe to 
adopt on this railway, and which has been found, by the experience of the last two years on 
the line now working, to be perfectly efficient. 

I have, 8ic, 
Sir Frederic Smith, John Godwin. 

&c. &c. &c. t 

P.8. I ako enclose a tracing of Antrim-lane bridge agreeably to your wish. 



The Ulster Railway incorporated by Act of Parliament 6 Wm. IV. c. 38. 

Proprietors to raise money amongst themselves for the undertaking, not exceeding 600,000/., 
to be divided into 12,000 of 50/. each. 

There are 296 proprietors at present, 60 of whom are English sharehdders. 

The Board of Directors consists of 21 members appointed by the shareholders, 7 of whom 
vacate annually by rotation, but are eligible to be re-dected; this Board meets the first 
Thursday in each month. 

A sub-committee of seven Directors meet weekly for the transaction of business. 

Engineer and manager of the railway, John Godwin, Esq. 

Chief clerk of the Company, Mr. John G. Smith, who is appointed by the sharehdders, 
and keeps the general books of the Company, and is also secretary to the Board of Directors. 

James Bristow, Esq., of the Northern Bank> is auditor of accounts, and is appointed by the 
diareholders. 

There are two booking-clerks at the Belfast station, viz., Messrs. Clotworthy and 
M'Cullough. 

Mr. Thomas Steele is storekeeper at the Belfast station, and attends to the starting of the 
trains, also the cleaning and supervision of the carriages. 

Mr. Thomas Frith is chief mechanic, and superintends the repairs of the locomotive 
engines. 

Mr. Arthur Leonard us the conductor or chief guard, and travels with each train, collecting 
the tickets at the stations, and has the general charge. 

An assistant guard also travels with the train. 

There is one policeman, eight porters, and one gatekeeper, at the Belfost station. 

On the line to Lisburn there are nine policemen and four gatekeepers placed as follows: — 

First heat Tea-lane to Blackstaflf-bridge, Rob^ Irwine. 

Z 2 
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Second beat. Blackstaff-bridge to Bellshouse, William Goudy. 
Third beat. Bellshouse to Stockman*8-lane^ Robert ClitTord. 
Gatekeeper at Stockman Vlane, Robert Downey. 
Fourth beat. Stockman*s-lane to Finaghy, Robert Sutherland. 
Gatekeeper at Finaghy, Francis Reynolds. 
Fifth beat. Finaghy to Dunmurry, Henry Allen. 
Gatekeeper at Dunmurry, James Hinchy. 
Sixth beat. Dunmurry to M*Master s-bridge, John Knox,* 
' Seventh beat. M'Master*s-bridge to BeU's-bridge, James Hinchy, jun. 
Eighth beat. Bell's-bridge to Barbour*s*crossing, M'Neilly Erskme. 
Gatekeeper at Barbour's-crossing, Henry Wynn. 
Ninth beat. Barbour^s-crossing to Lisbum, Alexander Armour. 

Lisburn Station. 

Mr. William F. Sinclair, booking-clerk, and has also the general superintendence ; there is 
also at this station one policeman, one gatekeeper, and one porter. 

The appointments and arrangements for the extended line about to be opened to Porta- 
down are proposed to be as follows : — 

A gatekeeper to each public road crossing the railway on a level, and a policeman at such 
intervals as the circumstances of the line require, they being so arranged as to be in sight of 
each other, from the extreme ends of their beat 
A booking-clerk, with the necessary number of porters, &c., will be placed at each station. 
The stations will be— 

Moira, 
Lurgan^ and 
Portadown. 



Rules and Regulations to be observed by the Officers of the Company. 

Instructions to Engine and Firemen, 

I. The rate of travelling for passenger-trains, in either direction, is not to exceed 25 miles 
an hour : and the time allowed for the whole distance between Belfast and and Lisbum is 
twenty-four minutes, and two minutes allowed for each stoppage at the intermediate stations. 

II.* No engineman to make up lost time by increasing the speed of his engine, but to report 
the cause of his detention on his arrival. 

III. No person, except the engineman and fireman, shall be allowed to ride on any engine 
or tender, without the special license of the Directors. 

IV. No engine is to approach within six hundred yards of another that is before it^ and 
going in the same direction. 

V. Every engineman and fireman is to stand up whilst working the engine, and keep a 
ffood look-out for the signals of the gatekeepers, station-men, police, &c.y and to see that the 
fine is clear; and in no case is the attention of both of them to oe taken otF this object at the 
same time, — the engineman always keeping a look-out when the fireman is engaged putting 
on coke, and the fireman to do the same when the engineman is engaged with any part of the 
en^ne. 

VI. No engineman shall, under any circumstances, leave his engine or train without plac- 
ing the fireman in charge of the same, to prevent accidents. 

VII. Every engineman, on starting from, or approaching any of the stations or stopping 
places, shall give notice, by sounding his alarm-whistle : and this must be particularly 
attended to on approaching the crossings of public roads, which are on a level with the 
railway. 

VIII. At all times, enginemen must be particularly careful to shut off the steam at least 
five hundred yards before approaching the stations on the different parts of the line ; this will 
enable them to stop the engine in time, should any obstruction be in the way. And, should 
any engine have occasion to stop on any part of the line where there are no gatekeepers or 
policemen to render assistance, the fireman shall run back five hundred yards, or so far as 
may be necessary, to stop any other engine coming in the same direction. 

IX. When an engine gets oflF the rails, or meets with any other accident, the engineman is 
to continue in charge of the engine and train, till the arrival of the engineer or his assistant, 
and he is directed not to allow improper men to interfere, but to send off for the workmen be- 
longing to the Company. 

jt. If an engine meets with any accident on the line, the same is to be immediately reported 
to the engineer. 

XI. At starting, either with goods or passengers, the enginemen are directed to do so as 
steadily as possible, to prevent the breaking of the draw-chains, as well as inconvenience to 
the passengers. 

All. The fireman shall take care, before the starting of an engine, that the switches are all 
right ; and both engineman and fireman will be held responsible for any accident arising from 
neglect in this particular. 

XIII. Both enginemen and firemen are required to report any of the gatekeepers, police, or 
station-men who are off duty, or refuse to assist when required. 

XIV. Every engineman is required to oil the bearings of his engine at the commencement 
of his trip. 

XV. Every engineman and fireman will be expected to be in readiness, with the engine and 
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tender properly supplied with coke and water^ at least ten minutes before the starting of each Appendix, 
train. 

XVI. The engineman is to take his directions, as to starting, &c., from the guard or con- 11^-^-* ^j *: * 
ductor of the train, and from no other person, except the principal engineer or superintendent. theOpentos of^ 

XVII. If tt^e engineman or fireman be found intoxicated, when on duty, he will be imme- New Lines, 
diately dismissed. 

XVIII. Enginemen are expected to work the engines in such a manner as to be inde- nhlfi?* 
pendent of the assistance of the break at the terminus of the line, and at the different stopping ** 
places ; the breaksman is, nevertheless, to be ready at his post, and put on the break, if ordered 
to do 80 by the driver. This rule is enforced to prevent the driver from bringing the train 
into the stations at too great a speed, and running over the turn-plates. 

XIX. Engine-drivers are prohibited from driving the engine at a greater speed than 95 
miles per hour ; and are required, gradually and partially, to close the regulator on passing 
the reverse curve at Richardson*s embankment, and the breaksman is expected, at these places, 
to have the break in hand, and adjusted, so as to take immediate effect, in case of casualty. 
In working the down trains, the regulator must be partially closed at Farm-hill bridge ; and, 
on passing the Finaghy road, the steam must be shut off, unless the driver finds it necessary 
to au^fment the speed at these parts, where he will use his discretion. 

XX. On entering the Belfast terminus, the whistle must be sounded on passing the Water 
Station, and again at the Point Plate, to give the gatekeeper, at Sandyrow, suflScient time to 
open the gates ; and, in the night time, the driver must stop the train until the signal lamp of 
the grat^keeper be held up. 

AXI. The engine-driver and fireman is expected to look back at the train as often as pos- 
sible, for the purpose of ascertaining if the carriages are all in perfect order. Previous to the 
starting of each train, the engine-dnver must examine both the engine and train, and be satis- 
fied that all is in perfect condition; and if he observes any part of the line to be out of order, 
or in the slightest degree defective, he must immediately direct the attention of the superin- 
tendent to the spot; and if it be not immediately attended to, he must report it to the prin- 
cipal engineer. 

XXII. Enginemen are particularly required to observe the signals of the policemen, and 
that, too, in sufficient time, to enable them to stop the train before reaching them, if the signal 
require such a proceeding. 

Instructions to Guards. 

I. The guard will be required to collect the tickets from the passengers previous to the 
starting of the trains, and give them to the superintendent, seeing that no person rides in the 
carriages who has not delivered his ticket. 

II. He will be responsible for having a sufficient number of coaches at each end of the line, 
for the different trains. 

III. The guard is required to report^ on the arrival of the train, the time it has been on the 
road ; also any stoppage or delay. 

IV. He will be required to see the passengers seated, and every thing ready at the exact 
time for starting; every exertion must be made on this point, as the trains will not be allowed 
to wait, and the guard will be held responsible for any delay. 

V. Tlie guard oidy will give directions to the engineman when the train is ready for starting 
from the different stations. 

Instructions to Oatemen and Policemen, 

I. Every gateman and policeman is required to be on duty at six o'clock every morning, 
except Sundays, on which day he is to be there by eight o'clock ; and, on no account, to leave 
the road until the last train at night has gone by. 

II. The gatemen and policemen, on coming on duty, are required to see that the portion 
of road under their charge is free from obstructions, and that sdl the switches or tongues are 
in proper order. 

III. They are to report to the engineer, or his assistant, any irregular conduct of the 
enginemen, particularly if they make any useless stoppages for the purpose of delay. 

IV. If any engine experience any difficulty in moving, either from ice or any other impedi- 
ment on the rails, the police there stationed are to render every assistance, by going before 
and sanding the rails, or by clearing the snow, if any, from them. 

V. The police are to be^very particular in giving the proper signals to the enginemen when 
they are passing with the train, of which they will be instructed by the engineer. 

VI. If an accident occur to any engine or train, the police must immediately go forward 
towards Belfast, and communicate with the next policeman or gatekeeper, who must, in 
his turn, immediately proceed to the next, and so on, till the information is communicated to 
Belfast. 

yil. Gatekeepers and police are particularly directed to use their utmost endeavours to 
prevent cattle strajring on the road, and to report the same, as well as the state of the fences 
and gates (if not in proper order), to the engineer or his assistant ; and they are, also, to pre- 
vent the public from using the road as a footpath, except the occupiers of adjoining lands, who 
are passing from one field to another. 

VIII. Gatemen are required to shut the gates and prevent the public crossing the railtvay 
just before the passing of a train, and to use every every means to prevent accidents to persons 
crossing the railway on foot. 

IX. Each policeman and gatekeeper will be furnished with a barrow, shovel, and packing- 
tools, and they will be expected to render every assistance in keeping the line in gauge and 
level, and do whatever work may be required of them by the engineer. 
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REPORTS to the CX)MMITTEE of PRIVY COUNCTL, 
Instructions to Porters and Stationmen. 



I. Porters, as well as all other oflieers belonging to the Company, will be required to be 
civil and obliging to the passengers travelliBg by the railway ; and use every exertion to for- 
ward the trains at the regular time. 

II. No fees or gratuities must be taken. 

III. Porters will be required to take great care of passengers' luggage and parcels delivered 
into their charge ; and they will be held accountable for any damage that may arise in con- 
sequence of their carelessness. 

IV. Porters will be required to render every assi^itance in shifting the carriages, engines, 
&c., from one line to another ; and will be required to execute any work about the station that 
may be required of them. 

Non-compliance with the foregoing regulations will subject the party to fine or dismiasal, 
as the circumstances may warrant. 



Giving notice of opening a portion of the Line from Lurgan to within a mile of the proposed 

Terminus at Portadown, &c. 

Sir, Ulster Railway Office, Belfast, October 8, 1841. 

In compliance with the provisions of the Act 3 and 4 Vic, cap. 97» I am desired by 
the Directors of this Company to give you notice of their intention to open a further portion 
of their line, commencing at Lurgan, and terminating within a mile of the present proposed 
terminus at Portadown, being a distance of four miles, and making altogether a distance of 24 
miles from Belfast. 

I am desired to add that the works on this portion of the line will be completed a con- 
siderable time before the expiration of the 30 dajs limited by the Act as the period which 
must elapse before the Directors could act upon this notice. The Directors therefore hope 
that your Honourable Board will permit the opening of the above mentioned four miles of 
railway, at the same time as the ope^i^ing to Lurgan takes place, on their pledging themselves 
that the works will be finished in every particular equal to that already examined by Sir 
Frederic Smith ; and as the remaining part of the line, together with the buildings at the 
Portadown terminus will be completed early in summer ; your inspector will then be enabled 
to examine the entire line, and see that the Directors have fulfilled their pledge. 

I have, &c, 
S. Laing, Esq.^ John Galt Smith, Secretary. 

&c. &c. 



LsTTER sent to the Ulster Railway Company, in reply to their Letter of the 8th October, 
relative to opening a fiirther portion of the Line. 

Sir, Board of Trade, Whitehall, October 20, 1841. 

In reply to your letter of the 8th October, relative to the opening of a further portion 
of the Ulster Railway, commencing at Lurgan and terminating within a mile of the present 
proposed terminus at Portadown, I am directed, &c., to inform you that their Lordships will 
not object to the opening of these four miles, as proposed by the Directors, provided they 
receive an assurance that the whole of the works on the portion in question are completed in 
a manner equal in every respect to those examined by Sir F. Smith. 

. I am, &c.. 
The Semttary of the Ulster S. Laino. 

Railway Company. 



In reply to Letter from this Office of the 9th October, relative to the fitness of the Line for 
being opened on the 8th instant; also sending a Copy of Rules and Regulations. 

Sir, Ulster Railway Office, Belfast, November 6, 1841. 

Referring to your letter of the 9th October, addressed to the secretary of this 
Company, and requiring me to certify that the several deficiencies in that part of the line 
between Lisburn and Lurgan, about to be opened to the public, are made good, agreeably to 
the suggestions of Sir F. Smith, and set forth in your letter, I have now the honour to 
acquaint you that the several deficiencies alluded to have all been made good, and that the 
line will be opened to Lurgan on Monday next, the 8th instant. 

I have, &e., 
S. Laing, Esq., John Godwin. 

&c. &c. 
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No. 14. 

BRIGHTON RAILWAY. 

Report of Lieutenant-Colonel Sir Frederic Smith on his Inspection of the Brighton Railway, 
for the purpose of ascertaining the state of the Works. 

My Lord, Board of Trade, Whitehall, November 3,' 1841. 

I HAVE the honour to acquaint your Lordship that I have this day, accompanied by 
by Mr. Rastrick, the engineer-m-chief of the Brighton Railway, inspected that line, with a 
view of ascertaining how far your Lordship s recommendations for the public safety have 
been adopted, and to what extent the works may have suffered by the late unfavourable 
weather. 

I found that the fences, which were defective on my former inspections, have been completed 
in a satisfactory manner, and that the unfinished slopes of the cuttings have for the most part 
been trimmed off. Where this has not been done, the operation is now m progress, and I feel 
warranted in stating that there are few lines in which the cuttings are so free from slips and 
defects. 

The parapet of the Ouse Viaduct is very nearly finished, and the workmen engaged in its 
completion appear to cause no obstruction to the safe passage of the trains. 

At those parts of the line where there was a deficiency of ballast, it has been supplied. 
On the other hand, I obsen'od that some of the loftier embankments have partially settled, 
in consequence of the long continuance of rain, and I think from this cause a further subsidence 
may be expected. I believe, however, that scarcely any new line has been more free from 
casualties of this nature than the London and Brighton Railway, but it is not the less necessary 
Ibat the trains should be worked over the portions of the line to which I allude wkh extreme 
care and at a very low rate of speed ; and I would strongly recommend that the number of 
men employed in rectifying the irregularities in the " permanent way " should be very con- 
siderably increased, and retained upon the line until the ^nbankments shall have become 
more consolidated, so that the proper remedy may be applied, in case of any subsidence, without 
loss of time. 

The embankments to which I most particularly refer are, first, that to the southward of the 
Red Hill station, which has been in some degree weakened by slips on both sides ; second, the 
embankment near the 23^ milcrpost from London; and, third, that between the 24^ and 24^ 
mile-post, which 'have slightly subsided ; fourth, that near Kempt*s farm, which has gone down 
very considerably and matenally altered the gradient of the line; fifth, that between the 40^ 
and 40| milerposts ; and, sixth,' the embankment at Hassock^s gate, whick shows sjrmptoms of 
a parti^ settlement and loss of gradient. 

The speed of the tr^ns has been reduced over those parts of the embankments to which my 
observation applies, but the rate should still be further reduced, and should not exceed 15 
miles an hour at 'any of the points in question, and should not amount to seven miles an hour 
over the settlement on the kempt*s farm embankment ; nor should any train pass over these 
portions of the line after dusk, without their having been patroled by a careful and trustworthy 
man shortly before its arrival. If this person finds the line in a secure atate, he should 
make the signal of *' all right,*" and unless this signal is exhibited the train should not 
proceed. 

According to the present " Hme Table^** there will be two trains doum and one train up, 
that will pass over the embankments in question after dusk, and I would suggest, for tne 
guidance of the drivers of these trains, that a green light should be fixed to a staiKlard post at 
each end of the treacherous ground. The plate-layers are at present directed to show the green 
flag at those points by day, and if such a precaution is necessary when the drivers are ens3)led, 
if travelling at a cautious rate of speed, to see enough of the work to form a tolerable accurate 
judgment of the state of the rails, it is much more necessary that these men should have the 
fullest warning at night, and I feel persuaded that any little additional cost resulting from 
such precautions will be amply repaid by the increased confidence they will give to the 
public. 

South of Hayward's Heath tunnel, near the 39 mile-post, there has been a small slip on 
the east side of the cutting. In order to facilitate the removal of the ground that has fallen, 
the '' down line *' of rails from that point up to the Hayward*s Heath station, being a distance 
of a mile and a half, including the tunnel, has been placed at the disposal of the contractor, 
and, in consequence, the down trains have to cross over to and travel upon the wrong line for 
that distance, after which they re-cross to the '' down line.*' This arrangement, owing to the 
uncertaintv as to the arrival of the down trains, arising out of the existing obstruction on the 
Croydon Kailway, has become, in my opinion, one of some risk, from the probability of its 
leading to a collision, and I would advise that both lines should W again thrown open to the 
•traffic during the hours that the passenger trains are running, and given up to the contractor 
at night only. 

Although there is an evident and earnest anxiety on the part of the engineer-in-cfaief to omit 
nothing that he deems neces^ery f^ir the safety of the passengers, yet it is not the less my duty 
as a public officer, with a heavy responsibility upon me, to lay before your Lordship a 
statement of what it seems to me that the public safety demands. 

With proper care and with due attention to the points which in this and my former reports 
I have brought under consideration, I see no reason to apprehend any interruption of the 
traffic ; and after a careful examination of the works I feel bound to repeat the opinion I have 
already expressed as to their general substantial character ; and I remain thoroughly persuaded 
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that the late fatal accident in the copyhold cutting resulted alone from the high rate of speed 
at which the train was travelling, and the improper application of an extra engine on a 
descending gradient. 

I have, &c., 
Frederic Smith, Lt-Col., R.E., 
The Earl of Ripon, Inspector-General of Railways. 

&c. &c. &c. 



No. 15. 
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No. 15. 

LONDON AND SOUTH WESTERN, SHEFFIELD AND MANCHESTER, AND 
NORTHERN AND EASTERN RAILWAYS. 

Letter sent to the London and South Western, SheflSeld and Manchester, and Northern and 
Eastern Railway Companies, requiring a Certificate from the Engineer of the Companies 
as to the fitness of the Lines for Public Traffic previously to inspections taking place. 



Sir, 



Board of Trade, Whitehall, October 5, 1841. 



With reference to your letter of the 27th September, announcing the intended opening 
of the Sheffield and Manchester Railway on the 25th October, I am directed, &c., to say that, 
in consequence of the repeated disappointments that have taken place from lines not being 
sufficiently completed to enable the inspector appointed by their Lordships to make a satis- 
factory report at the time fixed for inspection by the Company, their Lordships will require a 
certificate from the engineer of the Company, stating that he has every reason to believe that 
in one week from that date the line proposed to be opened will be sufficiently completed for 
conducting the public traffic in safety before they proceed to give instructions to an inspector 
to visit the line ; and you are requested to furnish a section ana plan of the line as constructed, 
showing the deviations from the Parliamentary plan and section ; also detailed drawings of 
the two junctions, with a description of the mode in which it is proposed to work them, a copy 
of the code of regulations, and list of the establi^ment intended to be employed on the branch 
in question. 

I am, &c. 
The Secretary of the London and South Western, S. Laino. 

Northern and Eastern, and Sheffield and Manchester 
Railway Companies. 



Letter sent to the Sheffield and Manchester Railway Company, relative to the fitness of the 

Line for opening, &c. 

Sir, Board of Trade, Whitehall, Ocfober 21, 1841. 

I HAVE received a letter from Mr. Locke, in which he states that, from the information 
which he has received from the resident engineer, he is led to believe that the portion of the 
line from Manchester to Hyde will be completed for opening by the 28th, and offering to 
meet Sir F. Smith either on the 23d, or any other day more convenient for him. As the 
object in requiring a week*8 notice was to prevent the disappointments which have been so 
frequently occasioned by the incomplete state of the works at the time fixed for inspection, 
and as Sir F. Smith is charged vrith several other inspections about the same time, which 
would render delay inconvement, I must request that you will favour me, in conformity with 
the request of the Lords, &c., with an official notice, which may be certified either by Mr. 
Locke, or in his absence, by the resident engineer in charge of the works, of the precise day 
when^the line is expected to be entirely completed, and ready for inspection. 

I am, &c. 
The Secretary of the S. Laino. 

Sheffield and Manchester Railway Company. 



Report of Lieut.-Col. Sir Frederic Smith on the proposed opening of a portion of the Sheffield 

and Manchester Railway. 

My Lord, Manchester, November 10, 1841. 

Pursuant to your Lordship's instructions of the 7th inst., I have this day inspected 
that portion of the Sheffield, Ashton-under-Lyne, and Manchester Railway which the notice, 
received on the 1st inst. from Mr. Locke, the engineer-in-chief, specified that it was the 
intention of the Directors to open to the public on the 1 1th inst. 

The whole extent of the railway, from Sheffield to Manchester, will be 40 J miles ; and the 
portion now proposed to be opened is 7i miles in length, commencing at a point on the Man- 
chester and Birmingham Railway, about three-quarters of a mile from the Manchester 
Terminus, and ending at Godley. 

The Act was pass^ in May, 1837, and the work was commenced in August, 1840. The 
formation is prepared for '' a double line of way," but a " single line" only is at present laid; 
and it is the intention of the Company to work trains in both directions on this single line, 
having only a small length of double line for a passing place at the Ashton Station, which is 
about midway between the termini. 
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The gradients are as follows : — Appendix. . 

Mis. Chains. 

Rising! in 176 1 71J ^ ^^\.- . 

Ditto 1 in 100 64i .^''^tnT.^to?'^ 

TV** 1 •« iQo 1 in the Opening of. 

Ditto 1 in 132 . • 1 10 j^e^ Lineg, 

Ditto 1 in 330 30 — 

Level 20 No. 15 

Rising 1 in 176 23 

Ditto 1 in 100 77 

Ditto I in 188| ......... 70 and Northern and 

Ditto 1 in 140 . . 1 38 Eastern. 
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Your Lordship will observe that the inclination is entirely in one direction, rising towards 
Codley ; and the working of this line will be an additional test of the system of forming rail- 
ways with third-class gradients. 

The gauge is 4 feet 8} inches, and the rails used on this line weigh 75 lbs. to the lineal 
yard. They are supported on stone blocks in the cuttings, and on transverse larch sleepers 
on the embankments. 

The intervals between the bearings next to the joints are 3 feet 9 inches, and the inter- 
mediate intervals are 4 feet 3 inches. 

The "joint chairs*' weigh 25 lbs. each, and inf.ermediate chairs 22 lbs. 

Every chair is fixed by means of two spikes, and the rail by keys of compressed wood, . 
those at the joints being 6 inches long, and the others 4 inches long. 

With few exceptions, the embankments, cuttings, and fences are finished, and in a very 
satisfactory state; but those exceptions render it indispensable that the proposed opening 
should be postponed. 

The ballasting is generally in a very good state, excepting for a few hundred yards at the 
North-street Cutting, where the '' block road '* was not completely laid when I passed. 

The cuttings which are incomplete are the Ardwick contract. No. 1, which is not finished 
on the south side ; and the Newton-wood Cutting, which remains to be trimmed off on the 
north side. Under ordinary circumstances it is, in my opinion, extremely important for the 
public safety that such works should be finished before the opening of the line for passenger 
trafiSc ; but in this iastance, as a single line only is laid, there is ample space for the ballast- 
waggons to stand clear of the *' trafiSc rails ;'* and as it is intended that the contractors shall 
only work at night, when there are to be no passenger-trains, I see the less objection to the 
proposed arrangement. I have, however^ required Mr. Locke to depute a trustworthy man 
to have the responsibility, at each cutting, of placing at night, and removing in the morning, 
the points to be used by the contractor for shiaing these waggons from the temporary to the 
permanent rails 

Some arrangement, such as this, is highly important, and I trust it will be carried into 
effect With mis understanding I am of opimon that, so far as regards the cuttings, the line 
might be opened by the 15th or 16th, provided the weather continues favourable; but I do 
not feel equally confident that the embankments will be in a safe and satisfactory state by that 
time. 

The first embankment proceeding from Manchester is 1^ mile in length. The foot of the 
slope on each side rests on a brick wall, averaging 4 feet 6 inches in height ; and these walls 
not only serve to diminish the spread of the embankment, but act as fences. 

In one or two places, however, the walls have been forced out by the pressure of the mass 
of earth, and a consequent partial subsidence of the embankment has taken place ; but these 
defects may be remedied in a few days. 

The most important obstacle to the opening of the line is the state of the Newton-green 
embankment. 

In the centre this embankment is about 45 feet high ; and whether from the nature of the 
materials, or the unfavourable state of the weather when formed, or the late heavy rains, it 
would be difficult to determine, but it has subsided to such an extent, that the base has spread 
out to two or three times its original width. Mr. Locke observing that any additional materials 
of the same description only intended to increase the evil, used light sand to regain the required 
elevation in proportion as the embankment subsided, but finding that this attempt to obtain a 
steady surface has also proved unavailing, he has recently thrown two lines of large timbers, 
as longitudinal bearers, across the treacherous ground. These timbers are 16 inches square, 
scarfed at their meetings, and the scarf is supported by a template. This again stands on an 
upright shore. Other shores are placed at intervals of 10 feet apart under the bearers, and 
the shores standing opposite to eadi other rest on a cross sleeper of about 16 inches by 9. 

The rails are laid on the longitudinal timbers, which it is intended to bolt together for the 
purpose of keeping their gauge. 

This work, in its present condition, is very insecure, and it will require considerable dexterity 
and judgment to overcome the difficulty, so as to admit of an early and safe passage over this 
part of the line for the trains. 

Mr. Locke is now of opinion, that any attempt to remedy the evil, by making up the 
embankment with fresh materials before toe ensuing spring will be unsuccessful ; an4 he, there- 
fore, contemplates abandoning the attempt, and relying on the longitudinal bearing. 

The objection to this is, that as the weight thrown upon the bearer is transferred to the 
upright shores, and thence to the cross sleepers, the stability of the work depends on the resist- 
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ance offered by the solidity of the mass contributing to the support of these sleepers, and this 
mass we are aware is in a state of subsidence. Indeed, I understand one of the cross sleepers 
sank last night about ^ feet 6 inches. 

It is quite clear that, by having longer shores, so as to admit of their eoing down to a solid 
bearing, the work may be made secure, and the mass of earth above the cross sleepers may 
then become unnecessary ; but until this is done I cannot consider dmt the G>mpany have 
done all that is requisite for the public safety. 

Mr. Locke*sexperience and judgment will no doubt suggest the most efficacious way of giving 
the required strength ; but until he has certified that this part of (he work has been renderea 
perfectly siecure for the passage of the engine and trains at ihe average speed intended to be 
used on this railway, I am of opinion tiiat they should not be aHow^d to cross this embank- 
ment. Then, as an additional safeguard, I would suggest that the Directors should issue a 
regulation requiring the drivers of Uie engines to pass over the bearers at a very moderate 
speed ; and it should be made the especial duty of some confidential and intelligent person to 
examine the shores before the passing of each train, to see that they are perfectly W6<iged up» 

The stations are to be,— 

Fairfield, « about 2} miles from Manchester. 

Ashton . . . • 5 

Dukinfield ... 5^ 

Newton and Hyde 7 

And Godley . • 8 miles. This is to be the Company ^s eastern terminus. 

The station-houses are not finished ; but they are to be merely small wooden sheds. 

No turn-table has been put up at the eastern terminus, nor is it intended that there should 
be one, and, therefore, the trains will have to run, in one direction, tender foremost. This 
system, which I consider a very objectionable one, and which is generally admitted to be so, 
has been practised on the line between Stockport and Manchester for upw&rds of a year, and 
this, of course, forms an argument for its adoption on the Sheffield line ; but it is a singular 
fact that the Stockport Company, with a view to diminish the risk of this proceeding, run the 
trains tender foremost down the inclined planes ; whereas, with the very same object in view, 
the Sheffield Company intend to run the tender foremost up the inclined plane. The only 
course that remains for the Lords of the Council is, in my opinion, to recommend to both 
Companies to run the trains engine foremost in both directions, the only objection being the 
expense of the turn-table. 

As I have already remarked, it is the intention of the Sheffield Company to start trains 
from both termini nearly at the same time, so that they shall meet at Ashton, where a small 
portion of double line is laid down to admit of the trains passing each other. I regret tfiat 
such a plan should be in contemplation, for although I do not mean to say that it cannot, by 
proper regulations and a rigid adherence to them, be carried into effect without danger to im 
passengers, yet it is exposing them to an additional risk, for I can conceive cases in which the 
servants of the Company may be induced to pass the crossing place before the arrival of the 
opposite train. The whole responsibility of this arrangement must rest with the Company ; 
and I can only hope that, if they persist in it, they will issue a regulation to the effect that no 
train shall pass the crossing place unless the opposite tnun shall have arrived there, or unless 
a guard or fireman of that train shall come down to the crossing place, and state that ihe traun 
to which he belongs has not and will not be started, or has put back. 

In the event of any train being detained at the crossing place, until within a quarter of an 
hour of the next train travelling in the same direction being due, a miard should be detached 
to meet it with proper signals to give notice of the obstruction of the fine. A large disc signal 
to be used by day, and a red light for the night, should be put up at every station on this fine. 

I will suppose a case which might lead to great confusion if not to danger. A train leaving 
Manchester at 5 o'clock, p.m. for instance, in the winter, is detained about midway by some 
defect or failure in the engine, and insitead of arriving at the crosshig place at about '20 
minutes past five, does nut reach it till 45 minutes past 5 ; in the meanwhile, the train from 
Godley would be detained at the meeting place ; then there will arise the risk of a double col- 
lision, for it will become a question of discretion whether or no both trains are to proceed, or 
whether for fear of a collision with the trains that should start from 'both termini at 6 o^clock, 
they should renmin at the meeting place. 

The foregoing is by no means an improbable case, and I would on all accounts recommend 
the Directors, at any rate, to be content with running trains at alternate hours from the termini, 
until the ensuing spring, when the line will be in more perfect order, and the servants experi- 
enced in their duties. 

With a very few unimportant exceptions the bridges are completed, and diese exceptions 
consist chiefly of unfinished portions of the coping stones, which can be put on without any 
interruption to the traffic. 

The bridge over the Tame unites two embankments. That on the west side of the river, 
which is loiVy and composed of a heavy material, has some tendency to slip, and I think it may 
press injuriously against the base of one of the' piers. However, Mr. Locke, to Whom I have 
mentioned my opinion, does not entertain any apprehension as to the perfect sufficiency of this 
bridge, but I have no doubt he will cause the work to be observed during the winter. 

At the opposite side of the river, one of the piers has been very judiciously strengthened by 
an iron bolt being put through it. 

The mile-posts, which are not yet put up, must be fixed before the line is opened to the 
public. 

There are two level crossings, at each of which a gateman is to be stationed. One is called 
the Town-bridge-lane road, in the parish of Audenshaw, and the otherthe Gorton-GFreen-lane. 
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The gates which shut across the ends of the roads are not of sufficient width to extend across Appendix, 
the railway, but Mr. Locke informed me, that he believes these are not public but merely "TT^ 

occupation roads, and if so the Act does not require that the gates, when thrown open to pas- j^p^,rtg relating to 
sengers along the carriage-roads, should close the railway. It will be necessary to ascertain the Openiog of 
how the matter stands, and I presume the secretary would be the best authority on this point. New Lines* 
If Mr. Locke*s impression should be correct, the Company are not bound to have gatekeepers j. ~ 

at these crossingB, but if the roads should turn out contrary to his opinion, and indeed to all London and South 
apvearanee to be public roads, then lamps will have to be fixed upon them for night signals. Western, Sheffield 
ana I apprehend tney will have to be so constructed as to shut across the railway when the and Manchester, 
carriage-way is left open. ^d Northern and 

During my inspection a person, representing himself to be the owner of land on both sides '^^"*®"'* 
of the rauWay, complained that field-gates had not been put up to give him the means erf* 
crossing from one part of his property to another, without gcing some distance along the rail- 
way ; and I saw^ another persoa driving cows along the line in consequence of a similar omis- 
sion. It will of course be proper that the stipulations in the Act of Parliament for this railway 
should be carried into effect in these matters before the line can be opened. 

The tenders to be used on this railway are to have four wheels, and the engines six, of which 
four are to be coupled. 

The carriages are on four wheels ; those of the first-class are similar to the Grand Junction 
carriages. 7%ose of the second-class have open sides ; and the third-class cartages are with- 
out roofs or seats. 

I have the honour t» enelo^e a time table, a list of the officers and servants of the Sheflield 
and Manriiester Company, and the proposed Code of Regulations for their guidance. 

To the first I object on the ground of its being intended, as I have already stated, to run 
trains in both directions. On the second I have no observations to make, but in the last I have 
to propose certain alterations which I will bring under your Lordship's consideration in a sepa- 
rate report. 

I have, &C., 
Frbdbrig SiciTH, lJ:.-Col. R. E. 
The Earl of Ripon, Inspector-General of Railways. 

&c. &c 



Letter sent to the Sheffield and Mandiester Railway Company, relative to Sir F. Smith's 

Report on the Opening of the Line. 

Sir, Board of Trade, Whitehall, November 12, 1841. 

I AM directed, &c., to inform you that in consequence of the report made to them by 
Lieutenant-Colonel Sir F. Smith, after his recent inspection of the works of the portion of the 
Sheffield and Manchester Railway which it is intended to open, their Lordships feel it their 
dluty to recommend to the Directors not to open this portion of the line for pubUe traffic until 
their engineer m chief shall have traaanitted to thifi department a certificate, that the Newton 
Green embankment has been rendered perfectly safe for engines and trains to run over, at the 
proposed average speed upon the line, and also that the following works have been completed, 
viz., 

Th» feneing throughout. 

Tboballastiing of the line where it was defective at the time of the inspection. 

The fixing of ike mile posts* 

The erection of proper day and night signals at the several stations. 

Their Lordships further recommend that the practice of running engines, t^ider foremost, 
with passenger trains, should not be adopted, and as Sir F. Smith is of opinion that the pro- 
posed arrangement of starting trains from both termini nearly at the same time will be attended 
with danger, they recommend that at all events the Company should be content with running 
trains at alternate hours from the termini until the ensuing spring, when the line will be in 
more perfect order, and the servants more experienced in their duties. 

They recommend also that a moderate rate of speed should on no account be exceeded 
during the winter months, and that even after the N^ewton Green embankment is put into a 
state to allow trains to pass with safety, a regulation should be issued requiring the drivers of 
engineB to pass over it at a very moderate speed, and that it should be made the especial duty 
of some confidential and intelligent person to examine the shores before the passing of each 
train, to see that they are properly wedded up. 

Sir F. Smith observes in his report, that the gates at two level crossings were not sufficient 
to form a fence across the railway so as to prevent cattle, &c. from straying upon the railway 
when the gates were opened to allow a passage along the road ; also that complaints had been' 
addressed to him of the Company's not having erected proper field -^ates, owing to which 
omission the occupiers of adjoining lands were compelled to drive cattle, &:c. along the railway, 
which Sir F. Smith saw done in one instance. 

Their Lordships consider it very important that these omissions should be rectified, and that 
the railway should be secured from the danger resulting from cattle or horses remaining upon 
it longer than is absolutely necessary. 

I am, &c.. 
The Secretary of the S. Laiko. 

Sheffield and Manchester Railway Company. 
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180 REPORTS to the COMMITTEE of PRIVY COUNCIL, 

No. 16. 

NORTHERN AND EASTERN RAILWAY. 

Giving Notice of Opening the Line from Harlow Road to Spellbrook, a distance of Four 

Miles, on the 11th October. 

(Northern and Eastern Railway,) 

My Lords, Office, High Street, Shoreditch, September 11, 1841. 

By order of the Board of Directors of this Company, I have the honour hereby to give 
your Lordships notice, that a further portion of this line of railway will be opened on and after 
the 1 Ith day of October next, viz., from the Company's present terminus at Harlow Road to 
a place called Spellbrook, being a distance of four miles. 

I have, &c.. 
To he Right Hon. the Lords of the Committee William Bourne, Secretary, 

of Privy Council for Trade. 



Sir, 



In reply to Letter from this Office of the 20th, relative to the Date of the Notice of Opening a 

further portion of the Line. 

Northern and Eastern Railway, 
Office, High Street, Shoreditch, September 22, 1841. 
I HAVE had the honour to receive your letter of the 21st instant, pointing out a discre- 
pancy between the date and the post- mark of my letter received by you yesterday. The letter 
certainly was not dispatched from this office till the date of the post-mark, though written for 
the purpose of bein^ sent on the 11th instant ; it was, 1 beg leave to assure their Lordships, a 
total inadvertence that the letter so dated should have been forwarded without an explanation, 
and without explicitly asking the favour of their Lordships to allow the opening adverted to, to 
take place, as if the letter hiul been forwarded on the 11th instant as intended. 

I am instructed by the Board of Directors to state these facts to you in detail, in order that 
their Lordships may not allow an oversight on the part of the writer to operate to their pre- 
judice, but be pleased to permit the further opening of the railway from Harlow Road to Spell- 
brook to take place oa the 11th of October as requested. 

I beg leave to offer my humble apology for the trouble I have occasioned. 

I have, &c., 
S. Laing, Esq., William Bourne, Secretary. 

&c. &c. 



Letter sent to the Northern and Eastern Railway Company, in reply to their Letter of the 
22nd, relative to the Opening of a further portion of the Line on the 11th October. 

Sir, Board of Trade, Whitehall, September 23, 1841. 

I AM directed, &c., to inform you that as the neglect in forwarding the notice of the 
intention of the Nortliern and Eastern Railway Company to open a further portion of their 
line, appears to have arisen from inadvertence, their Lordships will not object to the opening 
taking place on the 11th October, if the line is then in a fit state. Their Lordships request 
that notice may be given as soon as possible of the day when the portion about to oe opened 
will be completed, and ready for inspection. 

I am, &c. 
The Secretary of the S. Laing. 

Northern and Eastern Railway Company. 



Report of Lieut.-Col. Sir Frederic Smith, on that portion of the Northern and Eastern 
Railway, between the Harlow Road and Spellbrook. 

My Lord, Board of Trade, Whitehall, November 19, 1841. 

I HAVE the honour to acquaint your Lordship that I have this day inspected a portion 
of the Northern and Eastern Railway which the Directors, in conformity with their notice of 
the 10th instant propose to open to tne public, on the 22d instant. This portion is four miles 
in length, and extends from the present northern terminus at Harlow, to another temporary 
terminus at Spellbrook, making the entire railway distance from the last named place to 
Shoreditch about 30 miles. There is not, on tnat part of the railway about to be opened, 
any engineering work of such importance as to require particular notice. 

The cuttings and embankments are of moderate dimensions, and their slopes seem to stand 
as well as can be expected for a new line, at this season of the year. 

The fences are of a very satisfactory description, the ballasting ^sufficient, and the whole of 
the mile posts have been put up. 

The bridges appear to be in conformity with the Act, and of adequate strength, 

I travelled witn an engine and a tratn of carriages in both directions on the western line of 
rails, which I found in good order, but the rails of the eastern line are only laid for about two 
miles out of the four. 
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There can be no question that the safety of a railway is much increased by its bein^ freed Appendix, 
from the gangs of the contractor s workmen before it is opened for the public traflSc, and there- TT" 

fore it is an additional source of danger if the first line is used for passenger-trains while the Reports relating to 
workmen are employed in laying the second line. Under this view, although with proper the Opening of 
regulations a single line of rails may be worked with safety, yet when the railway is to have New Lines, 
a double line, it is, in my opinion, much more prudent to defer the opening till both lines are 
fit to receive the public tramc. In the present case the second line will, in all probability, be 
laid in six or seven days, and therefore it would have been more satisfactory to me if the opening 
had been altogether postponed till then. As the law stands at present, however, the Liords of 
the Council have not the power to order such a postponement, and the only course is to 
recommend extreme caution to be enforced by the Company, not only to guard against col- 
lisions between the trains that are to run in opposite directions, but also to prevent collisions 
with contractor's waggons, and to diminish the chance of accidents from materials being 
placed on the rails, or from switches being improper left in connexion with themu 

The four miles of ground about to be opened should not be run over in less than 15 minutes 
during the winter ; and I would suggest that, until the second line is used, a trustworthy 
o£5cer of the Company should travel with each train after dark, over the new portion of 
railway, to see that no precaution is omitted that may be necessary for the public safety. 

The stations are " Sawbridgeworth " and ** Spellbrook," at both of which very sufficient 
accommodation is provided for the passengers. 

At the former place there is a level crossing of a public road, and it is desirable that a com- 
munication should be made to the Secretary of the Company to ascertain whether this crossing, 
and two foot-paths which also cross on the level, have been sanctioned according to the Acts 
of Parliament 

The whole of the engines, tenders and carriages are on six wheels, and the traffic of the line 
seems to be well managed, much attention being paid to preserve considerable intervals between 
the trains, and to keep the permanent way in good order. 

I have, &c. 

Frederic Smith, Lt.-Col., R. E. 
The Earl of Ripon, Inspector-General of Railways. 

&c. &c. &c. 



Sir, 



Relative to the Opening of the Line from Harlow Road to Spellbrook. 

High-street, Shoreditch, November 23, 1841. 

With reference to my letter of yesterday, I am instructed by the Committee of Ma- 
nagement of this Company to state to you, that Uie further portion of this line of railway from 
Harlow-road to Spellbrook was opened yesterday ; and that the recommendations of the Com- 
mittee of Privy Council for Trade shall be strictly enforced. 

lam, 8ic. 
S. Laing, Esq., William Bourne, Secretary. 

&c. &c. 



Draft sent to the Northern and Eastern Railway Company, relative to opening the Line 
from the Harlow Road to Spellbrook, &c. 

Sir, November 22, 1841. 

I AM directed, &c., to inform you that Lieut.-CoL Sir F. Smith has reported to their 
Lordships that only one line of rails is completed on the portion of the Northern and Eastern 
Railway, which it is proposed to open ; and that as the danger to the public is considerably 
increased by using a single line of rails while a second line is in course of formation, he would 
have considered it more prudent to defer the opening until both lines were finished, which 
might be done in six or seven days. Their Lordsnips are of opinion that this would be the 
most satisfactory course to adopt, and at any rate they must recommend extreme caution to be 
used in guarding against collisions both with trains running in opposite directions and with 
contrector s waggons ; and also great care in avoiding accidents from materials being left on the 
rails, or from switches being placed wrong. 

Their Lordships further recommend that the four miles of ground about to be opened should 
not be run over in less time than 15 minutes during the winter, and that if the line is opened 
before the second line of rails is completed, that a trustworthy person should .travel with each 
train after dark over the new portion of the railway, to see that no precaution is omitted that 
may be necessary for the public safety. 

Sir F. Smith having reported that a public road is crossed on a level by the new portion of 
the railway, I am directed, &c., to inquiire whether such level crossing has been duly sanc- 
tioned by two justices, as required by the Company's Act. 

J am, &c.. 
The Secretary of the S. Laino. 

Northern and Eastem.Kailway Company. « 
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Relative to that portion of the Letter from this Office of the 22d instant, about the Railway 

crossing a Public Rood on a Level. 

Sir, Higb-Btreet, Sfaoreditch, November 24, 1841. 

I AM instructed, in reply to that part of your letter of the 22d instant which relates to 
the new portion of this railway crossing a public road on the level, to inform you that the 4th of 
Victoria, cap. 24, sec. 14, provides that certain public roads therein mentioned may be 
crossed, (without the sanction of two justices of the peace,) and that the Company's officers 
being under the impression that the public road in question was similarly provided for under 
their original Act, such sanction has not been procured. 

I am instructed by the Directors of this Company to express their regret that this oversight 
has occurred, and to inform you, for the information of their Lordships, that immediate steps 
shall be taken to procure the consent required by the Act of Parliament. 

S^ Laing, Esq.^ I am, &c^ 

&C. &c. William Boubne^ Secretary* 



No. 17. 

London and 

Southwestern, 



Statiko that the Company have obtained the consent of Two Justices of the P^ace to the 
Crossing of the Public Road on a Levdi by the new portion of the Railway. 

SiR^ Highrstreet, Shoreditch^ November 25^ 1341. 

With reference to my letter of yesterday, I beg leave to inform you that the consent 
of two justices of the peace, viz., of Captain Hotham, and Charles Philips, Ikq., has been 
obtained to the crossing of the pubhc road on the level by the new poKion' of this railway, 
adverted to in your letter of the 22d instant. 

, 1 am, oce*, 

S. Laing, Esq., * William Boubnb, Secretary. 

&c. &c. 

No. 17. 

LONDON AND SOUTH WESTERN RAILWAY. 

Giving notice of the intended opening of the Gosport Branch en July 26. 

Nine Elms Station, June 26. 
In pursuance of an Act of Pkrliament passed in the fourth year of the reign qf Her 
present Majesty, intituled, '^ An Act for Regulating Railway/* your Lordships are requested 
to take notice that it is the intention of the London and South Western Railway Company 
established and incorporated by an Act of Parliament passed in the fifth year of the reign of 
His late Majesty King William the Fourth, intituled, " An Act for making a Railway from 
London to Southampton,** and actin£ under and bv virtue thereof, and of four other Acts of 
ParUament respectively passed in the 1st 2nd, 4th, and 5th years of the reign of Her present 
Majesty, to which said Conapany, the railway, or portion of railway hereinafter mentioned 
belongs, after the expiration of one calendar month from the day of the date hereof, to open 
for the public conveyance of passengers and goods a branch railway, with the works and 
conveniences in connexion therewith, now in course of constriction, and commencing at or in 
a field in the parish of South Stoneham, numbered 20 in the said parish, on the plan of the 
said railway from London to Southampton, deposited with the clerk of the peace for 
the county of Hants, in pursuance of the Act of Parliament secondly hereinbefore men- 
tioned, and terminating at or near the Spring Gardens-road, in the narish of Alverstoke, in the 
said county, near the entrance to the town of Gosport, called Doublegate^ and commonly 
called *' the Gosport Branch of the London and South Western Railway.' 

Alfred Morgan, 
To the Right Hon. the Lords of the Committee Secretary to the said Company, 

of the Privy Council for Trade. 



Report of Lieutenant-Colonel Sir Frederic Smithy on his inspection of the Gosport Branch of 
the South Western Railway, previous to its opening. 

Mv Lord, Winchester, November 28, 1841. 

Pursuant to your Lordship's instructions, I have made a minute and careful inspec- 
tion of the Gosport branch of the London and South Western Railway, preparatory to its 
being opened to-morrow for the public traffic, in conformi^ with the notice givra by the Di- 
rectors of the Company on the 19th November, and I have the honour to lay before you the 
following report :— 

This branch, which diverges from the main line at Bishopstoke, and terminates near the 
outside of the fortifications at Gosport, is 15 miles in length, and as Bishopstoke is five miles 
from Southampton; the railway distance between the latter place and Goi^rt is 20 mil^, 
and between Gosport and London 87 miles. 

The terminal stations are Bishopstoke and Gosport, and the intermediate stations are 
Botley and Fareham, which divide the line into nearly three equal parts. 
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On the Mth instant I conmenced, and en this day I huTe c<niipletecl n^ inspecticm. Appendiac. 

Between Bishopstoke and Bofley, and between Farefaam and Uosport, X found the pernuL- 

nent way, and the bridges, cuttings, and embankments generally in g^od order for a new lincv !>«,«♦* ^i«t4 to 

I being two slips of an embankment on the latter portion, and one slip in ihe theOpLyBirtf^ 



the exceptions 1 „ , ^ . ^,„„ „ 

former* and mi imperfect drainage of the cuttings. Some of the works on the cealial snbdi- Newl 

visions, however, namely, between Botley and Fareham, were on the 26th in so unsatisfactory 

a condition as to create in my mind very serious doubts of the propriety of the line beiiig -r 2?5' ^^ 
opened on the day appointed. The operaticms that have since been performed have impnured fltitShViiteni- 
the line, but still I am Wrongly impressed with the necessity of extraordinary precautions being 
used in conducting the traffic if the Directors persevere in their intention of opening as 
proposed. 

The chief works -on tire central portion of the line requiring particular notice arethe Funtley 
embaBlkment and viaduct, and the Fareham tunnel. 

The embankment is about three miles and a quarter from the Botley station. Here a tUp 
of about 40 yards in length had taken place, so as to render the " down line" altogether im* 
passable on the 26th instant, the subsidenee having been such as to remove the ground in 
which the sleepers had been supported. This slip, le weU as the defects in other parts of the 
earthwork and in the viaduct, which I shall sdiortly mention, were caused by the heavy rain 
of the last two months ; and I think that the engineer-in-chief, Mr. Locke, has judged wiseW 
in not attempting to remedy the evil by bringing, at such an unfavourable season, &esh soil, 
saturated with moisture, to *fill up die cavities caused by the slips. Instead of this J found 
Inm engaged in preparing a timber frame-work for the support of the down line ct raik on the 
Funtley embankment; and having used extraordinary exerti<»is, this part of the road is now in 
a state to admit of the passage of the trains at a low rate of speed. The plan he adopted was 
to drive at intervals of 12 feet apart piles through the part of the embankment which Ind 
remained stationary. These piles were driven about five feet into the solid ground, and cross 
bearers have been fixed on them to support the longitudinal timbers, and on these the trans- 
verse deepers^u^ placed to receive the chairs and rsuls. 

Two other rather heavy slips have taken place about 12 miles from the junction. Here 
Mr. Locke has followed the arrangement he adopted at Funtley in respect to the longitudinal 
bearers ; but he has supported the«e, not upon piles as at Funtley, mit upon upright shores 
resting on sleepers which lie in the direction of the line of rails. This is not so satisfectory aii 
arrangement as if the supporting vertical timbers had stood on solid ground, or as if they 
rested on transverse sleepers, because, should any slip or subsidence take place in the lower 
part of the ambankment, a corresponding deflection of the bearers and rails would naturally 
follow. 

As temporary expedients, however, both modes may be foimd to amwer the purpose, but 
they must be narrowly and constantly watched, and no time should be lost when the weather 
may permit in making up the embankments to their proper width at the top, regulating the 
8lQ|)es, and securing the heae according to the nature of the soil that may be used. 

it is true that the trains might run on this timber work for a sreot length of time without; 
accident (similar expedients having been successfully used on other lines), but still it is a risk 
that it is desirable to avoid, for if the engine or one of the carriages shotdd'from breaking an 
axle or other cause get off the rails, and teke a course towards the outside of the embankment, 
fatal results would in all likeUhood ensue. 

The next work of importance is the Funtley viaduct. It is of brickwork, and of the extreme 
height of 35 feet. 

Owing to the heavy pressure of the earth between the wing walls at both mds of this via- 
duct, wmch pressure has been greatly increased by the late continued rains, these walls have 
been forced out, and at the south end, the arch adjoining the embankment has been fractured 
vertically on both sides, nearly from the springing to the key. 

The corresponding wing wails at both ends of the viaduct have been cramped together, but 
it would seem that there must still be consklerable pressure upon the inside of these walls, a» 
the '' burs " have partially drawn, and therefore a fiirther dislocation will in all probability 
take place, unless the proper means are adopted to lighten the internal pressure. 

After my inspection on the 26th, Mr. Locke directed that a part of the earth between the 
walls should be taken out and timbers laid from the crown of the arch to the embankment to 
support the raits. This has been done, and I have since passed over the road several times 
with engines and trains at a moderate rate of speed. However, tins is by no means a desirable 
state of things, and it is, in my opinion, only remediable by one of the four foUowing means ^-^ 

1st. ^ taking down and rebuilding the wing walk with greater solidity. 

2nd. By placing the rails on timbers support by piles driven into the solid ground. 

Srd. By removing the '' fiUing'^in earth" to a greater depth than has yet been done, 
and placing shores or trestles under the longitudiiud timbers; or lastly, by taking out the 
^hole of the '^ fiUing-in earth,** and substituting brick pters, on whidi the timbers may be 
supported. 

The season n unsuitable for the first or the last course ; Mr. Looke has objections to the 
second, and therefore there remains only the third, which he has expressed bis willingness to 
adopt, should any further failure prove it to be necessary. Indeed I must here obserre that 
Mr. Locke has evinced ereat readiness to carry out any suggestion that I have offered ; and 
want of time alone has mterfered to prevent my obtaining mat further security which I con- 
sider desirable, though, perhaps, not altogether indispensable for the public safety, provkied 
the rate of speed of the trains be very moderate, and the works be carefully watched. I have 
tiierefore endeavoured to gain my object by police and other precautionary measures, in which 
matters I have been met in a satisfactory manner by Mr. Chaplin, the chaurman, and the other 
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Directors who accompanied me along the line, and by Mr. Locke, the chief engineer ; and I 
can only regret that they did not coincide with me in thinking it necessary to sidopt my sug- 
gestion of deferring the opening, which I think would have been the more prudent and advi- 
sable course. 

At a different season of the year, with every probability of a favourable change of weather^ 
I should have been less desirous to obtain a postponement, but those parts of the line which 
are now defective having been rendered so chiefly by bad weather, there appears but little 
chance of their improvement in the winter, and on the contrary, we have reason to apprehend 
that the same cause may lead to further and even more serious failures. The safeguard of 
the public, supposing the opening to take place, will therefore mainly consist in a very low 
rate of speed, for in ail new lines danger is to be apprehended if the trains run at high velocities ; 
and this danger is much increased when the embankments are lofty, and have shown symptoms 
of subsidence, and when from the want of sufficient drainage the ballast is in a bad state. The 
drainage in this case is defective in some of the cuttings, which have become so saturated 
during the late continued rains that the engineer has beien unable to carry off the water in a 
satisfactory manner. These points will require early and close attention. 

For the above reasons, I recommend, until the works are more firm and consolidated, that 
a very low rate of speed should be used over the greater part of the branch railway, and espe- 
cially over the central portion of it. 

I now come to the Fareham cutting and tunnel. 
These works pass through a soil which has baffled all calculation. 

In excavating both in the cutting and tunnel, the workmen were obliged to blast a great 
proportion of the ground with gunpowder, and yet from exposure to the wet it has become 
almost semifluid ; and in the cutting there is scarcely any slope at which it would stand. At 
the north end of the tunnel the slopes have, in consequence, lost all regularity of form, and 
pour over the retaining walls upon the rails. 

Your Lordship is aware, from my report of the 25th August, that on the morning of my 
inspection of this branch, preparatory to the then contemplated opening of the 28th August 
a portion of about 100 feet in length of this tunnel fell in. Other slight failures had previously, 
and have subsequently taken place, indicating still more the treacherous nature of the soil. 
\^ I have not discovered any cause for apprehension in respect to this tunnel in my present 
inspection of it, but in my former Report I observed that the Lords of the Council could take 
no responsibility in such works as tunnels, even under ordinary and favourable circumstances, 
as their officers have no official knowledge either of the sufficiency of the sectional strength of 
the sustaining arches and side walls, and of the inverts, or of the quality of the work of which 
they are composed. 

The force of this observation applies much more strongly in such a case as the present, 
where the work has already given evidence that it is exposed to great and sudden pressure, and 
therefore the whole responsibility of using this tunnel must rest with the Directors of the 
Company ; for they have had the means, by frequent personal inspections, and by the reports 
of their engineer, of arriving at a full knowledge of all the circumstances connected with this 
work, and whether if its form has undergone any change, that change has been to such an 
extent as to afford any ground of apprehension for the safety of the work. 

With two exceptions it is tolerably dry ; but in one place in particular, the wet comes 
through the arch to such an extent, that it is desirable some means should be forthwith 
adopted for carrying it off; for by passing through the arch it will not only gradually and 
seriously impair the strength of the brickwork, and lead to serious results, but it will make 
the road beneath in an insecure state. 

It is right that I should state that Mr. Locke, who has closelv watched the operations of 
forming tins tunnel, has assured me that he has not the slightest apprehensions respect- 

I am not aware of any important deviation from the Act of Parliament excepting in the 
substitution of a tunnel of about 90 yards in length, instead of a cutting at about eight miles 
fi'om the junction ; and I observed that the mile-posts have not been erected. 

There are no level crossings of turnpike or public roads. 

The station-houses are fitted up with great attention to the comfort of the passengers, and 
sheds have been also erected for their convenience opposite to the booking-offices. 

It would have been more satisfactory to me had the Directors determined, in consequence 
of the recent failures in the works which I have alluded to, consented to a postponement of the 
opening until the best remedies could have been fully applied in every case ; for although 
there is no work presenting an appearance of positive danger, still there is, in my opinion, a 
degree of insecurity, and the state of the works is not such as would justify the trains being run 
on every part of the line, at what is intended to be the average speed of similar gradients ; and 
I conceive that a line ought to be, when opened to the public traffic, in such a state as to admit 
of this average speed being used, or otherwise too great discretion is vested in the engine- 
drivers. However, the Directors have signified to me that, relying on the experience and 
skill of the engineer and contractor who have expressed no fear of the result, and feeling that 
it would be a great disappointment to the public to defer the opening of the line beyond to- 
morrow, they cannot consent to the postponement. The responsibility of the opening, there* 
fore, rests with them, but they have at the same time expressed their readiness to s^opt, as 
far as may be practicable, such precautionary measures as I may think it my duty to suggest. 

Under these circumstances I would recommend, 

I • That the greatest speed on any part of the branch line should not at present exceed 20 
miles an hour, and that over the more treacherous portions that speed should be greatly 
d^nished. 
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2. Tbat at the Funtly viaduct, and at all those points where the rails are supported on Appendix, 
timber, or where the embankments or cuttings wear a suspicious appearance, watchmen, com- "^ 
petent to judge of the security of the work, should be placed, and that no train Aould pass j^p^rts relating to 
these points unless the signal of safety is exhibited to them. the Opening of 

3. It would be an increased protection to the public if trains were not at present to run over New Lines, 
this branch line after dark; for any failure that might suddenly arise would men be discovered, f^i^f, 
and guarded against before the arrival of the trains. London and 

This precaution should be strongly urged on the Directors, and should n»t be relaxed Southwestern 
duringthe winter. 

4. The FWeham tunnel, and the cutting north of it, should be passed through by a careftil 
man before the arrival of any train, to see that the raUs are clear ; and the speed through the 
tunnel should be reduced until the ballast has become more firm and dry. 

I have, &c 
The Earl of Ripon, Frederic Smith. 

&c. &c. 



Letter sent to the London and South Western Railway Compaay rektive to Sir F. Smith's 
Report on the Opening of the Grosport Branch. 

Sir, Board of Trade, Whitehall, November 29, 1841. 

The Lords, &c. have had before them Lieutenant-Colonel Sir F. SmithV Report on the 
Goaport Branch of the London and South Western Railway, in which that officer states, that 
ondng to the de£i^ctive condition of some of the works, and the present very unfavourable state 
of the weather and near approach of winter, when further and perhaps more serious failures in 
the works, which are in a great part composed of treacherous materials, may be apprehended, 
he ift of opinion that it would be very decUledly the more prudent course to postpone the open^ 
ing for public traffic for the present. Their Lordships direct me to inform you that they quite 
coincide with this opinion, and that if the Directors adhere to their intention of opening the 
line, it must be distinctly understood that tfaey do sa entirely on their own responsibility. 

Should this course be adopted, their Lordships strongly recommend that, in order to afford 
the publia the greatest posable amount of security umler the circumstances, the branch line 
should, during me winter months, be only worked by daylight and at a very moderate rate ai 
speed; and further, that not only at every point where Catilunes have ooeurred, but also at the 
Fareham tunnel and cutting, and at all other places where the nature of the soil or the present 
state of the works- gives the sligbest ground ibr apprehending further failures, an intelligeiit and 
trustworthy person should be posted to give warning of any danger to approaching trains. 

These precautionary naeasures ^ould not, in their Lordships* (qpimoa, be nelued until the 
branch line has been again examined by the Inspector-Greowral, and found in a sattsfisictory 
cooditioB. 

I am^ &c.. 
The Secretary of the S. Laino« 

LcAdoB Kod South Western Railway Company. 



In reply to Letter from this Office of the 29th November; also stating that ^ Gbsport 
Branch is closed, owing to a Slip at the Fareham Tunnel. 

Sir, Nine Elms Station, December 3, 1841. 

I HAVE the honour to acknowledge the receipt of your letter communicating the opinion 

of Sir Frederic Smith that it would not be prudent to open the Gosport branch line of railway. 

I am instructed by the Directors to acquaint you that, in coming to a determination to opea 

this branch, they were influenced by the advice of their engineer-m-chief; and I beg. to drtiw 

irour attention to the accompanying Report (bearing date 30tn November) fcr the reasons which 
ed him to give such advice. 

The Directors desire to add that all the suggestions relative to the Emiting the speed 
of the engine, the placing additional police, discontinuing the early and late trains (as showa 
in the accompanying hand-bill) which their Lordships suggested, were immediately ordered 
to be, and were, actually carried out. 

From the second report of their engineer (a copy of which is enclosed)^ it appears that, in 
consequence of a slip which occurred this mormng, the line could only be kept open with 
difficulty, and probably with some risk. 

The Directors therefore instruct me to acquaint you, for the information of the Lords of 
the Committee of Privy Council for Trade, that the onlers given by the engineer (as stated 
in his report of this day^s date) have been confirmed by them, and that for the present the 
trains will be discontinued. 

I have^ &c., 
S. Laing, Esq,, Alfred Morgan, Secretary. 

&c. &c. 
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The Secretary has this day forwarded to me the copy of a letter received from the 
Lords of the Committee of the Privy Council" for Trade, and I lose no time in stating to you 
the reasons which induced me to recommend the opening of the Grosport branch, and why I 
think it would be inexpedient now to close it. 

It is upwards of three months since the failure of the earth at the Fareham tunnel com- 
pelled you to postpone the opening of this line. At that period nearly all the cuttings and 
embanKments were completed ; and although since that time several slips have taken place 
in some of them, still the rails used by the ordinary ballast-waggons have never been 
interrupted. 

The season has certainly been one of the most trying description,- but I think it is but 
reasonable to suppose that the consolidation of these works during the last three months 
has given to them much greater stability than they originally had, and that what has 
heretofore been done for carrying on the ordinary works may now suffice for the transport of 
passenger-trains. 

The material through which these works have been made is no doubt very treacherous, 
more so than any I have yet had to contend with ; but the difficulties of this material have 
been obviated by the adoption of many very expensive measures of precaution, which ought in 
some degree to lessen the fears that are entertained as to its absolute insecurity. 

The embankments in almost every case are made of an extra width, and in the cuttings, 
dose under drains have been made, so as to avoid the tendency to slip which the ordinary side 
ditches sometimes produce. 

The brickwork 1 believe to be strong and well executed, and indeed I may most safely 
say that there is not a point on which I could fix for the probable oecurrence of a single 
failure. 

The recent heavy rains have no doubt produced some slips, both in the cuttings and 
embankments; and up to the period when Sir Frederic Smith made his examination of 
the line, every one of those slips had been protected by timber stages, so placed as to 
meet the exigency of each case; and I knew then of no reason why the line should not 
be opened with perfect security to the public, and I could not therefore hesitate in recom- 
mending it. 

The continued wet weather this week has no doubt produced fresh slips, but means have 
been taken to prevent interference with the trains; already have proper men been stationed to 
give anv signal that may be required, and I will see that the requirements of their Lordships 
of the Privy Council in this particular be strictly compUed with. 

I would add, also^ that the suggestions their Lordsnips make as to running no trains in the 
dark may so far be adopted as to dispense with the trains which leave Gosport at half-past six 
in the naorning, and Bishopstoke at twelve minutes after eight in the evening. 

If this were done there would be no train on the line later than a quarter-past six in the 
evenin^^ nor earlier than half-past eight in the morning, hours before which very vigilant 
inspection of the whole line could be made. 

With these precautions I see no reason for closing the line ; a continuation of wet weather 
might render it necessary to do so, and should that occur I shall not hesitate so to advise you ; 
but if, on the contrary, the weather becomes dry and no fresh contingency should arise, the 
road will, I think, within a week become very firm and go 



very 

The Directors of the 
London and Suth Western Railway Company. 



good. 



I am, &C., 

Joseph Locke. 



Gentlemen, Nine Elms Station, December 3, 1841. 

It is my duty to report to you that this morning a further slip of the ground took place 
in the open cutting between the tunnels at Farham, which covered the rails on both sides and 
prevented the trains from passing. On my arrival at the spot, I found the men busily employed 
m removing the earth so as to dear cme Une, but in consequence of the unfavourable weather, 
and the risk there was in removing the earth so contiguous to the tunnel too rapidly, I though 
it more prudent to order them to desist. I was mfluenced in this decision by the letter 
received from their Lordships of the Committee of Privy Council for Trade, already noticed 
in my former report, in whicn an opinion is given that owmg to the wetness of the weather and 
the unfavourable nature of the material^ their Lordships end not consider it advisable to open 
the line. 

I was already aware of the opinion of Sir Frederic Smith, that it would be better to defer 
the opening, but I nevertheless felt quite confident that when he made his inspection of the 
line there was no defect which could not be remedied, and no omission which could not be 
supplied, so as to carry on the traffic with perfect security to the public. It were unnecessary 
for me to state that I was not mistaken in that belief, for since Monday, in addition to the 
ordinary trains, we have carried nearly 1000 troops from Winchester to Gosport, and no 
accident of any kind has occurred. 

But although I then felt this certainty> I could not foresee the occurrences produced by the 
continued rains during the week, but the moment I felt that the safety of the trains might by 
possibility be compromised, and keeping in view the opinion of Sir Frederic Smith and my own 
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pledge to you, I did not hesitate to give directions to discontinue the booking of passengers by 
the subsequent trains. 

I know that your own desire to make the safety of the passengers paramount to all other 
considerations will induce you at once to sanction the course I felt it necessary to take this 
morning, and for the present to close the line. This course will enable us the more satis- 
fiictorily to remove the obstruction which under ordinary circumstances might be accomplished 
in a few days ; but I have already, seen so much of the effect of wet on this most treacherous 
soil, that under any circumstances I would not advise a further opening until the weather has 
changed. 

I am, &c.. 
The Directors of the Joseph Locke. 

London and South Western Railway Company. 
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No. 18. 
BOLTON AND PRESTON RAILWAY. 



Report of Lieutenant-Colonel Sir Frederic Smith on the proposed Opening of a fiirther 
portion of the Bolton and Preston Railway. 



My Lord, 



Manchester, 22nd December, 1841. 



I HAVE the honour to acquaint your Lordship that, pursuant to your instructions of 
the 13th instant, I have this day inspected that portion of the Bolton and Preston Railway 
which the Directors of that Company intimated in their notice of the 11th instant that they 
intended to open in the course of to-morrow for the public traffic. 

As I did not observe, in a careful examination of the works, any objection to this intention 
being carried into effect, I informed Mr. Adie, the resident engineer, that I should make to 
your Lordship a favourable report of their state, and I therefore conclude that the opening 
will take place as proposed. 

In my report of the 24th December, 1840, 1 described that part of the Bolton and Preston 
Railway which was opened to the public at the beginntng of the present year. It was nine 
miles and one-third m length, consisting chiefly of a single line, and the present portion, 
which has also only a single line, is two miles and a quarter in length, and extends to the 
station at Chorley. 

I found the cuttings and embankments in good order ; the ballasting very satisfactory, and 
the fences complete throughout. 

The bridges over the railway, and the crossings are in conformity with the Act of Par- 
liament, and I am not aware of any deviation from it. 

One occupation bridge, which is to have a wooden superstructure supported on stone piers, 
is not quite finished. The Company should cause this bridge to be completed forthwith, and 
should be called upon to take the necessary precautions for the public safety while it is in 
profiress. 

Ine station-house at Chorley may be finished in two or three days, and appears calculated 
to afford the requisite accommodation to the public 

The work of chief importance on that part of the line now under consideration is the Cowlin 
viaduct. This elegant structure is of stone and consists of eight semicircular arches of thirty 
feet sfpan.' 

The extreme height from the footings to the top of the parapet is 67 feet 10 inches. 

The piers, which are built hollow, are four feet thick at the top and five feet at the plinth, 
battering six inches on each side in a height of 32 feet. 

The walls are 18 inches thick, and therefore have an interval of one foot between them at 
the top and two feet at the bottom. At every fourth course there are three bond stones to tie 
together the face walls of each pier. 

The arch stones at the crown are only 18 indies deep. 

This viaduct has at present no settlement, but its proportions are so unusually slight that 
I think it ought to be carefully watched throughout the winter, especially as the natural 
foundation was bad. The piers have been supported on piles of about 24 feet in length and 
12 inches square. 

They were driven by a ram of 13 cwts., until, with a fall of 12 feet, the penetration was 
only one-eight of an inch at each blow. 

The Bolton and Prestcm Company are still ftimished with carriages and locomotive power 
by the Manchester and Bolton Company, and I understand that it is the intention only to 
run trains in one direction at the same time, so that the engine that will take a train down to 
Chorley will bring the return train to Bolton. 

I trust that this cautious mode of working the line will not be relaxed, and that no attempt 
will be made to work from both termini at the same time, with a passing place in the middle, 
a svstem which I consider very objectionable for reasons stated in my report on the Sheffield 
ana Manchester Railway. 

I have, &c., 
Frederic Smfth, Lt.-CoL, R. E., 
The Eari of Bipon, Inspector-General of Railways. 

&c. &c. 



No. 18. 
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Letter sent to the- Bolton and Preston Railway Company, relative to Sir Frederic Smith's 

Report on his Inspection of the line. 

SiB, Board of Trade, 28th Decemberi 1841. 

I AM directed, &a, to inform you, that Lieutenant-Colonel Sir F. Smith has reported to 
their Lordships, that he did not in the course of his recent inspection of the portion of the 
Bolton and Preston Railway about to be opened, observe any objection to the intention being 
carried into effect. He repinrts, however, mat the Cowlin viaduct is ^milt of unusually ^ght 

!)roportions, and ought to be carefully watched throughout the winter, especially as the natural 
bundation is bad, a precaution which their Lordships strongly recommend to the Directors ; 
as also that the ptvsent system of not allowing trains to run in opposite diraetioBs at the same 
time should be persisted in until a second line of rails is completed. Sr F. Smidi further 
reports that one occupation bridge is unfinished, and that the Company should cause it to be 
completed without loss of time, and in the mean time that the necessary precautions should 
be taken for the public safety while the work is in progress. 

Subject to the above observations, their Lordships see no objection to the opening. 



The Secretary of the 
Bolton and Preston Railway. 



I am, &c., 

S. Laino. 
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VI.— RETURNS RELATING TO LOCOMOTIVE ENGINES. 



No.1. 
NORTHERN AND EASTERN RAILWAY. 
Sir, Office, High Street, Shoreditch, 12th October, 1841. 

I AM instructed by the Directors of this Company to acknowledge the receipt of your 
letter of the 11th instant, on the subject of locomotive engines, and to inform you that they 
have directed their engineer, Mr. Bidder, to furnish you with ample answers to the various 
questions contained in your said letter. 

I am, &c., 

S. Laing, Esq., 
&c. &c. 



William Bourne, Secretary. 



Sir, 



No. 2. 

NEWCASTLE-UPON-TYNE AND CARLISLE RAILWAY. 

Newcastle-upon-Tyne, 13th October, 1841. 
I HAVE to acknowledge the receipt of your letter with inquiries as to the engines used 



on the Newcastle and Carlisle Railway 
obtained from the engineers, &c. 

G. R. Porter, Esq., 
&c &c. 



The information shall be sent as soon as it can be 

I am, &c., 

John Adamson, Secretary. 
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No. 3. 
GREAT NORTH OF ENGLAND RAILWAY. 

Sir, Darlington, 13th October, 1841. 

I have the honour to return the following answers to the questions contained in your 
letter of the Uth instant: — 

1. There are five passenger engines and six merchandize engines daily at work. 

2. The passenger engines have all six wheels, cylinders 12 inches diameter, stroke 18 inches, 
diameter of driving wheels 5 feet 6 inches, fore and hind wheels 3 feet 9 inches diameter in 
two engines and 3 feet 6 inches in the rest ; they have all outside bearings, and in two engines, 
built by Bobert Stephenson and Co., the crank axle has two additional inside bearings. The 
weight in working order is supposed to be from 13 to 14 tons, of which at least one-third is on 
the front wheels. 

The merchandize en^pnes have all six wheels, cylinders 14 inches diameter, stroke 18 inches. 
The front and driving wheels are 4 feet 6 inches diameter, and are connected. The hind 
wheels 3 feet 6 inches diameter. One engine, employed in ballasting, has 13 inch cylinders 
and six wheels 4 feet in diameter : they all have outside bearings. The weight in working 
order is supposed to be upwards of 15 tons, and to be nearly equal on the front and driving 
wheels. None of the engines have been weighed. 

3. The passenger engines are built by Robert Stephenson and Co., R. and W. Hawthorn, 
and Charles Tayleure and Co. 

The merchandize engines by Charles Tayleure and Co., R. and W. Hawthorn, Jones, 
Turner, and Evans, and Fenton, Murray, and Jackson. 

4 and 5. These engines were adopted by the Directors on the recommendation of the Com- 
pany's late enfi[ineer-in-chief, Mr. Story ; but they have no experience on which to ground an 
opinion as to the comparative safety of engines of a different description on this line. 

6. Extra engines are employed when required. 

7. The Company's regulations direct, that " No engine shall push a train, but always 
precede it, except in cases of necessity, and then shall not exceed 10 miles per hour.'* 

8. The Directors do not consider the use of an extra engine in front as an additional source 
of danger ; nor when used behind at a diminished rt^te of speed ; but, as the latter opinion is 
questionable, the rule is made as stated above. 

9. Engines with passenger trains are never allowed to run with the tender foremost. En- 
gines with merchandize (coal) trains are allowed to run tender foremost at a speed not ex- 
ceeding 10 miles an hour. 

I have, &c.. 



No. 3. 

Great North of 

England. 



G. R. Porter, Esq., 
&c. &c. 



W. O'Brien, Secretary. 
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No. 4. 

BOLTON AND PRESTON RAILWAY. 

Sir, Bolton, 13th October, 1841. 

In reply to your letter of the 1 1th instant^ I beg to state, that under an arrangement 
inade with the Manchester and Bolton Railway Company, they supply the locomotive power 
used upon that portion of the Bolton and Preston Railway now open to the public, and that 
their engines work indiscriminately upon both lines» running through from Manchester to the 
present temporary termisus of me Bolton and Preston Railway and back again. I beg, 
therefore, to refer to the Report^ which I (Nresume yov will receive from the Manchester am 
Bolton Company, for detailed information as to their engines. 

2. The engines which have been worked on the Bolton and Preston Railway are all four- 
wheeled engines, with equal sized wheels coupled, or capable of being coupled, and about five 
feet in diameter. 

3. I think the greater portion of the engines were made by Mr. Bury, of Liverpool, but I 
believe some are by other makers. 

4 and 5. Under the circumstances already stated, and only nine miles of the line having 
been in use for pubUc traffic since February last, the Directors of the Bolton and Preston 
Railway have, as such, had little ex peri e ae e ia iMemotives. One of the Directors, Mr. Hick 
of Bolton, is himself a maker of engines and has lodg been familiar with the subject, but, if 
his opinion be desired, it would be best had from him in his individual capacity. With 
reference to the general object of your circular, I can only express my own regret personally 
at not being enabled to ask for or communicate Mr, Hick*s opinions, as I believe there is no 
man in the kingdom whose opinions on this matter would be of more real value. 

6, 7, 8. Extra en^es are never employed on this railway in propelling trains^ either in 
front of or behind trains. 

9. The engines are never allowed to run with their tenders foremost. 

I beg to acknowledge receipt of your favour of yesterday, and to tender the acknowledg- 
ments of the Directors for the acquiescence given to their request, as well as for your prompt 
attention. 

I am, &c.. 



S. Laing, Esq., 
&c. &c. 



Sir, 



Peter Sinclair, Secretary. 



No. 5. 
BOLTON AND LEIGH RAILWAY. 



Bolton, 13th October, 1841. 



As the locomotive engines worked upon this line are the property of and under the 
exclusive control of Mr. John Hargreaves, as the lessee of the line, he is the only person who 
can correctly answer the inquiries contained in your letter of the 11th instant; I have, there- 
fore, handed your letter to him, and I beg to state that he is preparing an answer to it 

Mr. Huhon, a gentleman having collieries upon the line, has two engines, one or other of 
which is used from time to time in the removal of his own coal upon a small portion of the 
line, about two miles in length only, but, as these engines are exclusively eonined to this 
work and never employed in the public traffic, I apprehend they do not come widiin tlie sco^ 
of your enquiries. 

I am, &c.. 



S. Laing, Esq., 
&c. &c. 



Sir, 



Peter Sinclair, Treasurer. 



No. 6. 
NORTH UNION RAILWAY. 



Preston, 15th October, 1841. 



In compliance with your letter of the 9th instant, intimating the request of the Lords 
of the Committee of Privy Council for Trade, for returns to nine questions, and, referring to 
the order in which they are stated, I am directed to reply to the 

1st. Seventeen engines belonging to the North Union Railway Company, besides engines 
belonging to private persons, carri«3, and ccdliers, and six belonging to the Lancaster and 
Preston Railway Company. 

2nd. This Company's engines consist of^-^ 

6 four-wheeled engines, having 5 feet 6 inch driving wheels, weight 10 tons, and 4 

feet 6 inches on the front wheels ; cranked axle and inside bearing. 
4 four-wheeled engines, same as the foregoing except that the driving wheels are only 5 
feet diameter. 

1 four-wheeled engine, 4 feet 6-inch driving wheels, weight 2 tons, 3 feet 10 inches on 

front wheels, straight axle and inside bearing. 
4 four-wheeled engine, 5 feet driving wheels, weight 12^ tons, 5 feet 15 inches on front 
wheels, crankal axles and inside bearing. 

2 six-wheeled engines, 5 feet driving wheels, weight 13 tons, and about 5 tons on front 
— wheels ; cranked axle and outside bearing. 

17 Total. 
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3rd. Jmes, Turner and Erang. • 4 eogiaes. 

Haigh FoQodry Company » 4 >, 

Hick and Son . 4 „ 

Bourne and Bartley «... .4 «• 1 ,, 

Edward Bury * . 2 ,, 

Charles Tayleare and Co* ••...• 2 j, 

Total • . 17 

4tlu The Board decided in favour of four-wheeled engines origibally^ and have found no 
objections of such a nature as to induce them to change that form. 

dth« Certainly uoL 

6tb« An extra engine is stationed at Wigan, and generally propels (in assisting) the trains 
up the incline, and the trains have been sometimes assisted from Preston up the inclines in 
the same way ; but there is a regulation to prevent the engines propelling, except on the 
inclines, of 1 in 100. 

7th. Rarely behind except in the foregoing; if the engine goes all the way it is always 
fut in (rout. 

8th. In a small degree if proper care and caution is used. 

9th. The Company's engines are not allowed to run tender foremost, except in the case of 
the extra engine returning down the incline to its station. The carriers' and colliers* engines 
have done so formerly on some occasions, but there is a rule made against it now. 

I am, &c., 
G. R. Porter, Esq., J. Chapman, Secretary. 

&c. &c. 

No. 7. 

NEWCASTLE AND NORTH SHIELDS RAILWAY. 

Sir, Newcastle and North Shields Railway Office, 

October 15, 1841. 
I HAVE been instructed by the Directors of the Newcastle and North Shields Railway 
to hand you the following replies to the inquiries contained in your favour of the 11th instant^ 
' which I trust Will meet your approval : — 

1. Five. 

2. Two engines have the four front wheels coupled ; the remaining three are uncoupled. 
The engines all have six wheels. 

Ft In. 

Diameter of wheels . Coupled engines driving wheels • 4 9 

„ . ,, bearing ,, .36 

„ • Uncoupled engines' driving wheels 5 6 

„ • „ bearing „ 3 6 

Tons. Tons. 

Weight of engines . . Coupled, about 13J Uncoupled 11 
Weight on front wheels Coupled • . 5i „ 5 

The axles are all cranked underneath the engines, and the cylinder placed nearly hori- 
zontally ; the bearings are the same as described by Mr. Stephenson m his work on the 
patent locomotive. None of the axles or bearings have ever failed. 

3. Two engines were made by R. Stephenson, and three by Messrs. R. and W. Hawthorn^ 
all of Newcastle. 

4. The Directors never having used any but six-wheeled engines, cannot speak to this from 
their experience ; but have always been of opinion that the six-wheeled engines are the safest, 
as they are less likely to leap off the rails. 

5. See answer to Wo. 4. 

6. Never. 

7. Answered in No. 6. 

8. The Directors^ have no experience to appeal to, for having always considered extra 
engines dangerous, they have never been used. 

9. Never. The engine always runs first, the Directors considering the plan of running 
tender first a very dangerous one ; and between the tender and the first passenger carriage a 
strongly-built luggage-van has always been run to diminish the concussion on the passenger 
carriages should tne engine be thrown off the way, but which, on tliis railway, has never hap- 
pened since its opening. 

I have, &c. 
S. Laing, Esq. Wm. Swan, Clerk to the Company. 
&c. &c. 

No. 8. 

ULSTER RAILWAY. 
Sir, • Belfast, October 15, 1841. 

I HAVE now the honour to annex replies to the questions propounded in your circular 
of the 1 1 th instant. 

1. There are five engines at present employed on this railway, and two others in course of 
delivery. 

2. AH the engines on this line are constructed with six wheek ; the driving wheels of three 
are six feet diameter, with fore and hind wheels four feet diameter ; the remaining engines have 

2C2 
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driving wheels of five feet six inches in diameter, with fore and hind wheels of three feet six 
inches in diameter. The weight of each engine is about 16 tons. The principal weight of the 
engine is on the driving and fore wheels, and this is regidated from time to time, as circum- 
stances may require, by means of screws, or adjusting links, attached to the springs. The axles 
are five inches in diameter at the neck, and four inches and half at the centre, with three inches 
and half in bearings. The crank axles are six inches and half in diameter, with four in 
bearings. 

3. Messrs. Sharp, Roberts, and Co., of Manchester, are the makers of all the engines 
referred to, 

4. As the whole of the engines on this line have six wheels, and none with four, the Directors 
have had no experience as to the comparative merits of the two kinds. It may, however, be 
proper to add that the Directors were led to the conclusion at the commencement of the under- 
taking that engines with six wheels were the safest, and particularly so upon this line, where 
the gauge is six feet two inches. 

5. The rejdy to No. 4 embodies this. 

6. Extra engines are employed in cases of emergency. 

7. The extra en^ne is applied in front, if the circumstances render it possible to apply it there. 

8. The application of an extra engine in any position must necessarily form an additional 
source of danger. 

9. Engines on this line do not run tender foremost unless in cases of emergency. 

I have, &c., 
S. Laing, Esq. John S. Smith, Secretary. 

&c. &c. 

No. 9. 

YORK AND NORTH MIDLAND RAILWAY. 

Sir, York, October 15, 1841. 

I AM instructed by the Directors of the York and North Midland Railway Company 
to acknowledge the receipt of your circular of the 11th instant, and to furnish you with the 
following answers to the several questions therein contained : — 

^ 1. The number of engines employed on the York and North Midland line is 29, fifteen of 
which are in daily use. 

2. The general construction of such engines is as follows, viz. :— 
Passenger-engines are all on six wheels, one pair of driving wheels on each engine varying in 

size from five feet to five feet six inches and six feet diameter, with crank axle, ^ith inside and 
outside bearings, the fore and hind wheels varying in size from three feet six inches to four feet 
nine inches diameter, with plain straight axles with outside bearings. The weight of the 
engines vary from 12 to 18 tons ; the weight on the fore wheels from four to six tons. Cylin- 
ders varying from II to 13 inches diameter; length of stroke from 18 to 22 inches. Average 
speed of travelling 30 miles per hour. 

The engines for luggage trains are all on six wheels; two pair of driving wheels complete one 
crank axle, with inside and outside bearings. The size of driving wheels vary from four feet 
six inches diameter to five feet diameter. The fore and hind axles are perfectly straight, and 
the weight of the engines vary from 15 to 20 tons; weight on the fore axle about 6 tons. 
Diameter of cylinders vary from 12 to 13 inches, and length of stroke from 18 to 20 inches. 
Speed 18 miles per hour. 

3. Fourteen of the passenger-engines were supplied from the manufactory of Messrs. 
Robert Stephenson and Co., Newcastle-upon-Tyne ; two from Shepherd and Todd, Leeds ; 
one coupled engine from Turner, Ogden, and Co., Leeds ; one ditto from Linton, Selby ; 
six single engines made by Kirtley, Warrington ; and one single and four coupled engines, 
made by Tenton, Murray, and Jackson, Leeds, were included in the stock of the Leeds and 
Selby Railway Company, which was purchased by the York and North Midland Railway 
Company when they became lessees of the Leeds and Selby line. 

4. The Directors prefer six-wheeled engines, with one pair of driving wheels placed in the 
centre of the eng^ine for passenger trains, which they consider to be the safest. 

They particularize those furnished by Messrs. Robert Stephenson as being most perfect in 
detail, simple in arrangement and construction, and most durable. 

For luggage-trains mey prefer six-wheeled coupled engines as being most powerful and 
safe. 

5. The Directors have not used any engines which they consider peculiarly dangerous, as 
they have never had any other than six-wheeled engines upon their line. 

6 and 7. Extra engines are employed on the York ana North Midland line in propelling 
trains ; t)ut the extra engine is invariably attached in front of the train. 

8. The Directors are not led by experience to consider the use of an extra engine in front 
as any additional source of danger ; but considerable danger is unquestionably incurred by the 
use of an extra engine behind a train. 

9. Engines are not allowed to run tender foremost with passenger trains on this line, except 
a branch engine which runs between two road stations, a distance of three miles and a half. 
The engine is allowed to return tender first with light loads at a limited speed of 20 miles per 
hour, and empty coal carriage trains are conveyed by an engine running tender foremost at a 
speed not exceeding 18 miles per hour. 

I have, &c. 
S. Laing, Esq. G. Baker, Secretary. 

&c. &c. 
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No. 10. 

LANCASTER AND PRESTON JUNCTION RAILWAY. 

October 18, 1841. 
1. What number of enmnes are employed upon the Lancaster and Preston Railway? — Six 



engines belon^ng to this Company, but having arranged with the North Union Railway Com- 
pany for the joint working: of the two line^ the engines of ' '^ 
over the two lines 



engines of each Company run promiscuously 



2. What is the construction of such engines, specifying the number of wheels and their 
diameter, the weight of the engine, the weight on the front wheels, the construction of the 
axles and bearings, and any other particulars bearing upon the question of safety 1 — ^The six 
belonging to this Company have four wheels : driving wheels five feet diameter, front ditto 
three feet six inches diameter. Weight of engine ten tons nine cwt and half; ditto on front 
wheels four tons one cwt and three quarters. Crank axle. Inside bearings. 

3. What are the names of the makers of such engines? — ^Eklward Bury, Clarence Foundry, 
Liverpool. 

4. what description of engines have the Directors been led by their experience to prefer, 
and for what reasons?—- These engines have been in use more than 15 months, and no accident 
has ever occurred that could in anywise be attributed to the construction of the engine, and the 
Directors have every reason to be satisfied with them. 

5. Have the Directors been led by their experience to consider any particular description of 
engine as peculiarly dangerous, and if so, for what reasons ? — No. 

6. Are extra engines ever employed upon the Lancaster and Preston Junction Railway in 
propelling trains? — No, except occasionally for a few yards at starting a train, when the rails 
are affected by frost or snow. 

7. If so, is the extra engine applied in front of the train, or behind ? — ^Behind. 

8. Have tlie Directors been led by their experience to consider the use of an extra engine, 
either in front or behind, as an additional source of danger ? — Not had any practical expe- 
rience for reasons above stated. No accidents have ever happened on their line from these 
causes. 

9. Are engines ever allowed to run tender foremost upon the Lancaster and Preston Junction 
Railway ? — No, except one engine running one way with a luggage train. This belongs to 
Mr. Hargreaves, who is a carrier on this line. 

S. Laing, Esq. S. Edwin Bolden, Secretary. 

&c. &c. 
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No. 11. 
MANCHESTER AND LEEDS RAILWAY. 

Manchester, October 20, 1841. 

1. The number of engines employed is 36. 

2. Their construction may be thus generally described : — 

Sixteen engines are coupled, having six wheels, viz., two pair of five feet diameter, and one 
pair, being the hinder or trailing wheels, three feet six incnes in diameter. The wheels and 
axles are all of wrought iron, excepting the naves, and have both inside and outside bearings 
of the usual construction. The weight of these engines varies from 16 to 17 tons, and the 
weight on the front wheels is from six to seven tons. 

Two engines are coupled, having each four wheels five feet in diameter, 
axles are all of wrought iron, excepting the naves, and have inside bearings, 
of each engine is 13^ tons, and the weight on the front wheels six tons. 

The remaining 18 engines have eacn six wheels, and are not coupled, 
wheels are three feet six in diameter, the centre or driving wheels are five feet six inches in 
diameter, and the trailing wheels three feet six in diameter. 

The wheels and axles are all of wrought iron, excepting the naves, and have both inside and 
outside bearings of the usual construction. The weight of each engine is about 17 tons, the 
weight on the leading wheels being about 5 tons 10 cwt. to 6 tons. 

3. The makers' names are as follows : — 

Robert Stephenson and Q)., Newcastle-on-Tyne. 

Sharpe, Roberts, and Co., Manchester. 

Nasmyth, Gaskell, and Co., Patricroft. 

Shepherd and Todd, Leeds. 

Edward Bury, Liverpool. 

C. Tayleure and Co., Vulcan Foundry, near Warrington. 

Messrs. Rothwell and Co., Bolton. 

Laird, Kitson, and Co., Leeds. 

William Pairbam, Manchester. 

Haigh Foundry Company, Wigan. 

4. The six-wheeled engine is preferred from its greater steadiness, and from its admitting of 
a heavier and more powerful engine being introduced than could have been accomplished upon 
four wheels. 

5. The experience upon this line has not proved any of the Company's engines to be 
dangerous. 
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6. Assistant engines are employed. 

7. The general rule is to apply the assistant engine in front of the regular train engine. 
When the assistant is only required for a short dxstatice to start the train into quick speed, or 
when if in front it would be difScult and dangerous to get it out of the way without stopping 
the train, the assistant is then employed behind the train. 

8. As a rule, it n better to divide a long train than to run it with two enginesi but there are 
many exceptions t« this ; for instanoe, in loggy weather, or where the trains would otherwise 
be too close upon each other, in both these cases the risk of collision is lessened by running 
long trains. On the other hand, as each wheel and axle may be said to bring' with it its owa 
liability to accident, any addition to the number of these in a train increases tne possibility of 
accident, and from the greater value of a long train as compared with a short one, a failure in 
the former case will prooably produce more mischief than in the latter. 

The experience on this line has not proved the running of two engines in front of a train to 
be dangerous. The application of the assistant engine to the hinder part of the train is objec- 
tionable, and ought to be avoided when practicable ; but a special train out of the usual time 
must always be attended with more danger than the use of two engines to one train. 

9. No engine is allowed to run tender foremost with any train except in cases of emergency. 

S. Laing, Esq. Joflv Jblucorss, Secretary. 

&c. &c. 



No. 12. 
EASTERN COUNTIES RAILWAY. 



Sir, 



High Street, Shoreditch, London, October 21st, 184L 

In answer to your letter of the 1 1th instant, requesting information on various points 
relating to the locomotive power used on this railway, I beg to state that the Directors of this 
Company are at all times ready to afford to the Lon^ of the Committee of Privy Council for 
Trade the fullest possible information on all matters connected with the working of this line; 
and though the particulars required by their Lordships in the present instance mvolve some 
most intricate and difficult questions of scientific research, and are many of them matters of 
opinion and not of fact, the Directors have much pleasure in replying in the fullest manner in 
their power to the several questions you have proposed, it being their earnest desire, as well as 
most deeply their interest, to promote by every means in their power any plan which may con- 
duce to tne increased safety of railway travelling. 

For the sake of perspicuity, the order you have adopted in your queries shall be followed in 
my present letter. 

1st. The number of engines at present employed on this railway is 15 passenger engines and 
four ballast engines. 

2nd. The whole of these engines have four wheels only ; with the exception of one engine, 
to which an additional pair of rest or carrier wheels under the fire-box have been added for 
the purpose of experiment, but which experiment has not answered the expectations of the 
Directors. The following are the sizes of the wheels on the passenger engines, the particulars 
of the ballast engines being omitted as unnecessary for the purpose of the present inquiry. 



VIZ. :- 



Number of 
Engine. 


Driving 
Wheeli. 


Running 
WheelB. 


Cylinden. 


Bemarln. 




ft. in. 


ft in. 


Inches. 




4 


6 


4 6 


12 




1 


6 


4 6 


12 


With extra pan: of carrier wheel* 
3ft.4izi.4iam0t«r. 










1 


6 


4* 6 


13 




1 


6 


4 3 


13 




2 


6 


4 


18 




1 


5 6 


4 3 


13 




2 


5 6 


4 


13 




1 


5 


3 


12 




2 


with roupled 


wheels 5 feet 


diameter, 14 i 


n. cylinders. 



The weight of these engines (omitting the tenders and their load of water and coke) varies 
from about 9^ tons to 11 tons each. The proportional weight upon the driving wheels varies 
a little in the several engines, owing to differences in the shape of the fire-boxes, and other 
circumstances. But the general weight upon the driving wheels may be stated at about 
T^x?5- of the total weight of the engine, and on the running wheels about -i*Ar. The axles are of 
tlie usual construction, and the bearings are all of the kind known as inside bearings. The 
axles are about six feet apart, which distance determines the extreme points of support in con- 
tact with the rails. 

3rd. The makers of these several engines are Mr. Edward Bury, of Liverpool, Messrs. 
Braithwaite, Milner, and Co., of London, and Messrs. Jones, Turner, and Eivans, of Newton. 

4th. The question "What description of engines have the Directors been led by their 
experience to prefer, aiid for what reasons ?" requires for its complete answer an extensive 
review of the various causes which come into operation in the working of locomotive engines. 
The question the Directors feel is of the utmost importance, and no subject has more anxiously 
engaged their attention^ with the desire of arriving at sound practical conclusions. For this 
purpose it is necessary to consider the peculiar motions to which engines are subject. Inde- 
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pendent of the progressiTe motioa aleng the rails there are three principal motion« which take 
place during the tranait of an engine. 

1st. An oscillating or rocking motion transversely, caused hy diSbraieeB ia the levels of the 
two rails. 

2nd. An horizontal oscillation^ transverse to the line of rails, produced by the flange of the 
wheels striking against the rails, in consequence of changes in the direction of the road, and by 
the cone of the wheels constantly correcting th» efiecta of this action, and of that arising from 
small deviations in the gauge of the rails. 

3rd. A vertical or pitching motion, produced by the preceding motions ; by deflections of the 
rails ; by the ahemate sinking of any small portions of the road ; and by inequalities at the 
joints of the rails. 

These several motions affect engines with four wheels and with six wheels in different 
degrees. The first motion equally affects all engines, whether with four or with six wheels ; 
supposing of course that such engines are properly constructed. The second is much greater 
with SLX tnan with four-wheeled engines. The third, in so far as it arises from inequahties in 
the rails^ is more likely to operate on four-wheeled engines; but as this kind of motion is 
principally produced by the other two, and particularly by the second kind of motion, it will be 
greater in six-wheeled engines on curved lines, while on straight lines if will be greatest on 
four-wheeled engines. These several motions give rise to very complicated effects. The 
strain upon the axles of six-wheeled engines^ the extreme points of support as compared with 
four-wheeled engines being in the proportion as 11 to 6, is directly as the distance between 
the extreme points in contact with the rauds and the naon^entum of the moving body, and there- 
fore experience has fully proved the far greater liability of six-wheeled engines to fracture 
their axles than is the case with four-wheeled engines. In fact, while with the former class of 
engines fractures of the axles are continually occurring, there is scarcely an instance on record 
of a broken axle to a four-wheeled engine, except in the case of the coupled wheels that are 
generally used with luggage trains : and even of these the fractiu'e are extremelv rare. The 
much greater weight of six-wheeled engines than those with four wheels is another objection 
to the use of the former class of engines^ as they destroy the road and cause a greater vibration 
of the masonry than the lighter engines. These reasons induced the Directors to adopt their 
present form of engine ; and they have found nothii^ to induce them in any degree to modify 
or change their opinion, confinned aa it has been, not merely by the working of this line of 
railway, but by the experience of various other lines, with the practical working of which they 
possess the most intimate knowledge, in consequence of many of theur body being likewise 
Directors of several other Railway Comganies. 

5th. To the inquiry, " Have the Directors been led by their experience to consider any 
particular form of engine as particularly dangerous," the preceding observations will be in a 
great measure the reply. Neither of the two classes of engines in general use are dangerous 
when properly constructed^ although the four-wheeled engines have toe advantage in safety by 
being constructed with internal frames and bearings ; but the peculiar advantages of each class 
will, as already stated, depend Ujpon the prevailii^ characteristics of the road on which it is 
used. 

6th. Extra engines are occasionally used on the Eastern Counties Railway in drawing the 
trains. 

7th. These extra engines are always used in front of the train, and are never allowed to 
propel the train from behind, except in cases of accident or extreme emergency. 

8th. The Directors consider the use of two engines to one train, when both are used in front 
of the carriages, to be the best mode of conveying large and heavy trains, and perfectly free 
from danger. They consider thb mode preferabb to the plan of dividing the train into two, 
each half being drawn by a sepavate engine ; and they are of opinion that the mode of using 
asi^istant engines behind^ thou^ not necessarily dangerous, is not a desirable plan to be adopted 
when it can be avoided. 

9th. Engines are not allowed to run with the tender foremost upon the Eastern Counties 
Railway. Circumstances, however, have occurred, and must occasionally occur, in which 
this otherwise invariable rule has been and may again be necessarily infringed. 

The several points of your inquiry having thus been answered by the Directors in the best 
and fullest manner which they are able, they would beg in conclusion to offer a few remarks 
which they trust will not be deemed irrelevant to the subjects on which you have request their 
opinion. Deeply interested as they are in perfecting to the utmost extent the means of railway 
locomotion, the Directors would deprecate as the most fatal blow to future improvement any 
restrictions in the particular forms of engines, even though those restrictions should be in 
favour of that form of engine which they themselves consider to' be the best. So great an 
amount of talent is now engaged in every department of the railway system, that improve- 
ments can scarcely fail to be introduced if this talent be left to its free exerdse. As regards 
any restrictions in the forms of engines, they must necessarily be whrfly nugatory. The 
correct position of the centre of gravity of an engine, and its proper bidance upon the wheels 
are circumstances which affect its steadiness and safety fer more than any distinctions in its 
external form. These important points are wholly beyond the possibility of any restrictive 
regulations. They depend upon the height and position of the wheels, the size of the 
cylinders, the height of the steam chamber, the depth of the fire-box, the position and even the 
strength of the springs ; and, in short, upon such an extensive combination of circumstances, 
that the judgment of the manufacturer is the onhr rule l^ which they can be decided. And if 
we deduct from the various railway accidents which have occurred, those which have arisen 
from disobedience of orders, ignorance, and unav(HdabIe misfortune, we shall find those that 
are attributable to imperfections of the locomotive engines so small in number as to leave but 
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very little improvement to be expected which can add to their safety, though in their practical 
eflBciency and economical working great improvements may be effected, and appear even now 
on the eve of accomplishment. 

I have, &c 



S. Laing, Esq., 
&c. &c. 



Hbnrt Bosakqubt, Chairman. 



No. 13. 

STOCKTON AND DARLINGTON RAILWAY. 

1. Thirty-six locomotive engines are employed ; viz. seven for the leading of coaches, and 
29 foir minerals and merchandize. 

2. The engines employed for minerals and merchandize have six wheels four feet diameter, 
four and a half inch axles, with inside bearings. 

Weight of the engines from 12 to 14 tons ; equally divided upcm the six wheels, said wheels 
bein^ connected. 

The coaching engines, four in number, with six wheels, weigh about 12 tons ; unconnected 
driving wheels five feet diameter ; the leading and hind-wheels three and a half feet. 

Weight as follows : on leading wheels four tons, on driving wheels six tons, on hind-wheels 
two tons. 

Two coaching engines, 1 1 tons and eight tons, with four wheels, each four and a half feet ; 
connected; weight equally divided ; one, four wheels; driving wheels five feet diameter; 
leading wheels three and a half. Weight as follows; driving wlieels 6 tons; leading wheels 
four and a half tons. 

The merchandize and coal engines have plain axles. 

The coaching engines cranked axles. 

3. The names of the makers as under:— 

Sharp, Roberts, and Co., of Manchester ; 
Kirtley and Co., of Warrington ; 
John Hague, of London ; 
R. Stephenson and Co., <^ Newcastle«on-Tyne ; 
R. and W. Hawthorn, of Newcastle-on-Tyne ; 
Timothy Hackworth, of Shildon; 
W. and A. Kitching, of Darlington ; 
Fossick and Hackworth, of Stockton-on-Tees; 
Nesham and Welsh, of Stockton-on-Tees; 
William Lister, of Darlington. 

4. For the minerals, the Directors have given the preference to six wheel engines ; wheels 
four feet diameter, connected. 

For coach trains six-wheels, as described in Answer No. 2. 

In the former, on account of increased adhesion; and steadiness in running in the latter at 
high velocities. 

5. No accident having occurred by any of our en^es, we have no reason to consider them 
in any degree dangerous. 

6. 7, and 8. Engines are not employed in propelling; but very rarely an additional one is 
employed in leading, by which we consider there is no risk. 

Mineral trains at slow speed, limited to eight miles per hour, run with tenders of a heavy 
description foremost ; but in coach trains invariably the tender follows the engine. 

Signed by order, 
Darlington, Samuel Barnard, Secretary. 

October 22, 1841. 



No. 14. 
GLASGOW AND AYR RAILWAY. 



Sir, " Railway OflBce, Glasgow, October 20, 1941. 

I AM favoured with your communication of date the 11th instant; and beg to submit 
answers to the queries therein contained : — 

1. Twenty engines are employed on this line of railway. 

2. Eight of them are made on Mr. Edward Bury's plan, viz., four wheels, crank axle, and inside 
bearings, two of them are coupled engines, with five feet driving wheels ; front axle four and 
a half inches diameter, with four-inch bearings, seven inches long. Weight on front wheels four 
and a half tons. Diameter of cylinder thirteen inches, with eighteen-inch stroke. The other 
six have five and a half feet driving wheels, four feet front wheels, axle of ditto four inch 
diameter, bearings four inches and seven inches long, weight on front wheels four tons. Four 
of them have twelve^inch cylinder, and two of them thirteen-inch, with eighteen-inch stroke. 

The other twelve engines are constructed upon a plan of Mr. Miller's, thb Company's 
engineer. They are six-wheeled, with outside horizontal cylinders, placed along side of smoke- 
box, and have also inside bearings. The driving-wheels are five and a half feet i^ diameter, 
wrought with crank pins on the outside, superseding the crank axle ; diameter of cylinder 
thirteen inches, with eighteen-inch stroke; driving-axle six inches diameter; bearings five 
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^nches, length of bearing seven inches ; fore and aft- wheels three feet six inches diameter; 
axles five inches diameter ; bearings four and three-quarter inches, length seven inches. 

3. Makers* names : — 

Two four-wheeled — Stark and Fulton, Glasgow. 

Six four-wheeled — Edward Bury, Liverpool. 

Four six-wheeled — Kinmond, Hutton, and Steely Dundee. 

Four six-wheeled — Stark and Fulton, Glasgow. 

Four six-wheeled — ^Thomas Edington and Sons, Glasgow. 

Twenty in all. 

4. The description of engines the Directors have been inclined to give the preference to are 
the six-wheeled, although at the same time they have been very much satisfied with those 
upon Bury*s plan. 

5. The Directors do not consider either description of engines used upon this railway as 
dangerous, those on Bury's plan have been run upwards of two years, those on Miller's plan 
upwards of one year without the slightest accident. 

6. Extra engines are sometimes employed, although very seldom, upon this railway in pro- 
pelling carriages. 

7. The extra engine is always applied in front of the train, not behind. 

8. The Directors have not by their experience been led to consider an engine situated in 
front of the train dangerous, were it put behind, they are inclined to think that there would be 
risk of danger. 

9. Engines are never allowed to run tender first upon this line. Upon the joint line, which 
is the portion between Glasgow and Paisley, and under the management of a committee 
appointed by this Railway Company and the Greenock Railway Company, and therefore not 
under the exclusive control of this Railway Company. Those engines which ran only between 
Glasgow and Paisley were run in one direction with the tender in front of the engine, there 
being no turning table at Paisley. A table is now being put in, and this evil wiU be done 
awav with in the course of a few days. 

Trusting the above information will suit the purpose intended, 

I am, &c. 
S. Laing, Esq., W. Johnstone. 

&c. &c. 



No. 15. 
MANCHESTER AND BIRMINGHAM RAILWAY. 



Sir, 




S. Laing, Esq., 
&c. &c. 



I have, &c. 



Geo. W. Buck. 



(Copy.) 



To the Board of Directors of the Manchester and Birmingham Railway. 
Gentlemen, Manchester, October 14, 1841. 

In the following observations I shall endeavour to explain my reasons for having 
recommended locomotive engines with six wheels in preference to those with four. 

The main reason, or, indeed it may be said, almost the only one, is their superior safety, 
and I hope to be able clearly to show how this superiority arises. 

First. The en^nes with six wheels are of much greater length, hence it is evident that in 
passing over an inequality in the level of the rails, the angle of ascent and descent will be 
diminished inversely as the distance between the fore and hind axles; and because this 
distance in the ordinary four-wheeled engines is from five feet nine inches to six f^t, and 
between those of the best six-wheeled engines is twelve feet, this angle will consequently be 
diminished one half. Thus we see that m passing over an inequality, both engines running 
at the same velocity, that which is only half the length of the other will pass over it in haft 
the time, the angle of ascent and descent being double ; hence the shock is four times greater 
in the short engine than in the long one. 

Again. If the four-wheeled engme be of equal power with the six-wheeled engine, and of 
proportionate strength, its weight will be such that there must be a greater load upon a 

2D 
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Engineer's 0£Bce, Manchester, October 16, 1841. 
Thb official answers to the questions proposed by the Lords Committee of Privy 
Council for Trade will be given by the Board of Directors of the Manchester and Birmingham 
Railway at their next meeting on Thursday the 21st of this month. 

A portion of those answers will be founded upon my report to them on the comparative 
merits of four-wheeled and six-wheeled engines, a subject to which I have long given much 
consideration, and in reference to which I am glad to find that the Board of Trade is making 
inouiry. 

1 have long been convinced of the superior safety of six-wheeled engines, and I have 
embodied in my report the result of my investigation of this subject. 

The public, the railway companies, and myself also, (especially as engineer-in-chief to the 
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single pair of wheels than in the six-wheeled engine, and consequently a greater deflexion of 
the rails and depression of the road. 

The preceding has reference to the longitudinal pitching or plunging motion of the 
machine. I shall now explain how the lateral oscillation^ or rocking is affected by the 
difference in length. 

Second. A four-wheeled engine, like a four-legged stool, if placed upon a surface which is 
not a perfect plane, (as upon rails not in good order,) will be supported by two points only, 
namely, by one fore and one hind wheel, in the direction of the diagonal, leaving it at 
liberty to rock sideways ; and supposing the distance between the axles to be six feet, the 
rails being laid at the ordinary gauge, it will rock upon the diagonal of sev^n feet and Ihree 
quarters long. But the amount of inequality which occurs in the rails in the distance between 
the fore and hind axles of a four-wheeled engine, has, in the case of the six-wheeled engine, 
to be traversed by another succeeding pair of wheels, fixed in the same frame ; the rocking is 
thus restrained and almost entirely prevented, the strain being transferred from the first 
diagonal to the second. 

Third. In the four-wheeled engines there is necessarily a much greater weight upon the 
hinder than upon the fore wheels, and the entire weight of the fire-box overiiangs the hinder 
axle, having a tendency to lift the fore wheels off the rails. In the six-wheeled engine also 
the fire-box overhangs the hind axle, but the greatest weight is thrown upon the ^middle 
wheels, and in it the weight of the fire-box cannot have any dangerous tendency. 

Fourth. The thrust and pull of the connecting rods have a tendency, in every part of a 
revolution, except at the moment when they are in a horizontal position, to lift the fore wheels 
off the rails, and they act with variable intensity on each side of the machine alternately, 
tending to produce a rocking motion. 

Fifth. The driving-wheeb of the four-wheeled engine are necessarily behind, and there 
results the same obiection to this mode of applying the motive power to the machine itself as 
there is to putting the engine behing a train to propel it. 

Engines with four wheels when running at high velocities, are subject to a violent horizcmtal 
action, tending to beat the rails outwards, and communicating a similar motion to the tender 
and train behind. This is produced by the follo^\ing causes, namely. 

The driving-wheels (in both classes of engines) do not, and cannot act, at each instant with 
equal intensity to propel the machine forwards, and this inequality of effort of the wheel 
upon the rails arises and is produced as follows. First. The cranks of the two cylinders 
pass their respective centres at different times, so that when one connecting rod i^ reversing its 
motion, the other is exerting its maximum effort, this, together with the small amount of 
torsion in the crank axle, and play of the joints and bearings, causes one to cease to act for a 
moment. 

Again, the tires of the wheels being frustra of cones, the lateral movement of the engine 
between the rails, causes first one wheel and then the other to be alternately running upon a 
larger circumference of its tire than its fellow ; when thus acting, the vertical radius of one 
driving-wheel is shorter than that of the other, and consequently the intensity of its action 
is greater. In six-wheeled engines the driving-wheels are in the centre of their length, hence 
their horizontal vibration is restrained by the leading and following wheels. 

Sixth. It is alleged by some that four-wheeled engines pass through curves easier than 
six-wheeled engines do, and are less liable in such places to mount the rails. Now as this 
seems very plausible and theoretically correct, it appears to have been generally admitted 
as indisputable ; but on a close examination of all the circumstances of the case as they 
actually occur in practice, the contrary will be found to be true ; at least it will be so in 
reference to all curves of such radii as are admissible in railways. 

To be convinced of this it will be necessary to refer to a mathematical investigation which 
I have given as an Appendix to this Beport, by which it is found that, with the usual allowance 
for play between the flanges of the wheels and the rails, an engine whose extreme axles are 
twelve feet asunder, and another whose axles are six feet asunder, will pass through a curve 
of 576 feet radius with equal resistance, or with equal facility ; and it also appears from the 
same investigation, that upon all curves of a larger radius, the longer engine has the 
advantage. 

Now there is not a passenger- railway in the kingdom, I believe, upon which a curve is to 
be found on the main line, with a radius so short as this. For these reasons all the crossings 
and sidings upon your railway are laid with a radius of 600 feet. 

Seventh. If an axle of a four-wheeled engine break, the machine must fall; but, on the 
contrary, if an axle of a six-wheeled engine break, it will not fall ; and to ensure additional 
safety, the middle or driving-wheels of a six-wheeled engine should not be without flanges, 
in order that in the event of one of the other axles breaking, the engine may not leave the 
rails. This precaution has been found of immense importance on a railway which has been 
singularly free from casualties. 

The truth of the preceding remarks receives confirmation by reference to the accounts of 
all those accidents which have arisen from engines going off the rails, inasmuch as it will be 
seen that in almost every instance they have occurred with four-wheeled engines. 



The preceding defects of the four-wheeled engines are inseparable from their construction, 
and result entirely from their being limited to that numljer of wheek; but the following, which 
I am about to point out, are only the consequence of the customary mode of construction, and 
might be avoided. 

First. Supposing the diameter of the driving wheels to be the same in both kinds of engines. 
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the centre of gravity of that with four wheels is at a greater height above the rails than of that 
with six wheels; and for the following reasons, namely^ most of the four-wheeled engines are 
constructed without an outside framing, the crank axle is consequently much shortened, snd 
there being lest space for the gearing, the four eccentrics are fixed dose to the centre of the 
crank axle, immediately under the boiler, rendering it necessary to fix the boiler higher, in ' 
order to admit of their being placed in that position. This greater altitude of the centre of 
gravity increases their liability to lateral vibrationor rocking. But there is also another reason 
why the centre of gravity of the six- wheeled engine is nearer to the rails than that of the four- 
wheeled engine ; and this reason ought to have been mentioned in the first series of observa- 
tions. It is this : the engines with six wheels are heavier than those with four, and the dif- 
ference of their weight retiides in the longer framing and in the additional pair of ^v heels ; 
hence it is obvious that their centre of gravity must oe nearer to the rails, ana that their sta- 
bility must be much increased thereby. 

Second. In most engines (both four-wheeled and six-wheeled) there is no compensation for 
the weight of the cramps and connecting rods : dieir collective weight is very considerable ; 
hence the common centre of gravity of the driving-wheels and cranxs does not coincide with 
the axis of motion, and consequently does not move parallel to the rails, but in an epicycloidal 
line. This incurs a waste of power^ which is expended upwards and downwards upon the rails, 
andproduces mudi unsteadiness in fast running. 

This evil is much less in engines with six wheels than in those with four ; but it may be 
obviated in both by a counterbalance weight, which is applied to all of your engines but two. 

General Observatione. 

On the score of economy, I have briefly to observe that six-wheeled engines are more costly 
to make ; but I consider them not more expensive to keep in repair. 

It has been said that their additional weight involves a greater expenditure of coke ; but I 
have found the value of this not to exceed 9d. in a trip from Manchester to Birmingham with 
an average passenger train. On the other hand, in consequence of their greater steadiness of 
motion, tney are much less destructive to the rails, and the road is kept in repair at less 
expense. 

Most of the arguments in favour of the engines having six wheels are applicable to the 
tenders. I have accordingly recommended such for your concern to be made, with their 
framing similar to those of the engines. They will thus be capable of sustaining the 
momentum of the train from behind without being thrown off the rails. 

When accidents have occurred with six-wheeled engines having fbur-wheeled fenders, the 
latter have been generally upset and have caused more mischief than anything else. 

Here it is worthy of remark, that in the late accident on the London and Brighton Railway, 
although the six-wheeled engine was tmly forced off the rails, its four-whe<4ed tender was 
upset. 

Each of the first mx specified defects of the four-wheeled engines has a tendency to throw 
the engine off the rails ; not one of them singly would be of any importance at a low velocity ; 
each, however, becomes serious at a high one, and all may come into operation at the same 
instant, when the engine will certainly leave the rails ; whereas I have not known an instance 
of a six-wheeled engme going offtlie rails in consequence of merely running at a high speed. 

I am, &c. 

Gkorok W. Buck, Civil Engineer. 

Appendix. 

Investigation to determine the Angle which the flanges of the wheek of a Locomotive Engine 

make with the Rails when uud in a Curve. 

Let DAE be the rail laid in a curve 
whose radius is C D, and let D E be 
the distance between the fore and hind 
axles of the engine, the points D and E 
representing the position of the wheels 
when both are in contact with the same 
rail. Also, let E F be the distance 
from the flange of the hind wheel to the 
rail when the other hind wheel is in 
contact with the opposite rail. This 
distance, E F, is that called die play 
between the rails, and let D B be a 
taneent to the curve at D, meeting 
C B, which is a line bisecting the 
angle D C E. 

Put D E = /, C D = r, and E F = a 
/ 

Then — = sin A C D, or E D B 
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and 



a 
I 



= sin E D F. 



The angle F D B is that which the flange of the wheel makes with the tangent D B when 
the engine is vibrating between the rails ; and because the angles E D B and E D F are very 
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+ — = sin P D B. Now, to compare the angle made with the tangent of the curve by 

2r / . 

engines of different lengths, call the length of the other engine l\ then the sine of its cor- 

; and putting these equal, we have 
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responding angle, F D B, will be — + 

2 r 



I a 

— + — = + 

2r / 2r ^ 



— ; whence r = — . 
/' 2 a 



Now the usual allowance for play is three quarters of an inch ; therefore, inserting this 
value of a, and calling / r= 6 feet and V = 12, we find r = 576 feet. Thus upon a curve 
having a radius of 576 feet, and with a play of three quarters of an inch, the flanges of the fore 
and hind wheels of engines whose axles are distant from each other 6 feet, and 12 feet 
respectively, will make equal angles with the tangent of the curve ; each having, in this 
respect, an equal tendency to mount the rail. 

It is farther well worth observing from the original equation, that the sine of the angle 
E D F increases directly as the play (a) ; it is therefore desirable that this should be as small 
as practicable, and that it is a mistake to suppose, as some have done, that engines will go 
round any curve to be found upon modern railways with greater facility or safety by giving 
more play between the flanges of the wheels and the rails. It is also evident that the sine of 
the angle £ D B diminishes inversely as the radius ; and therefore, collectively, the greater the 
radius and the smaller the play the better. The latter is only limited by the accuracy with 
which the wheels are fixed upon the axles, and with which the rails are laid ; and is an argu- 
ment in favour of laying the rails upon transverse sleepers instead of upon insulated blocks. 

George W. Buck. 



Answers to Questions put by the Board of Trade. 

Manchester, October 21, 1841. 

1. What number of engines are employed upon the Manchester and Birmingham Railway ? 
— The present stock of engines is six ; the railway being only open for passenger trafiSc from 
Manchester to Stockport, a distance of five miles and a quarter. 

2. What is the construction of such engines, specifying the number of wheels, and their 
diameter, the weight of the engi^ie, the weight on die front wheels, the construction of the axles 
and bearings, and any other particulars bearing upon the question of safety ? — All the engines 
have six wheels, the middle pair, or driving-wheels, are five feet and a half diameter ; the fore 
and hind wheels are three feet and a half diameter. The weight of the engines^ including 
fuel and water, not exceeding fifteen tons, of which seven tons are on the driving-wheels, and 
four tons on each of the fore and hind wheels. The distance from the foremost axle to the 
crank axle is six feet, and from the latter to the hind axle five feet : the total distance from 
the centre of the fore axle to the centre of the hind one being eleven feet ; in those now making 
it will be twelve feet. The axles have outside bearings, which are five inches and a half long 
and three inches and a half diameter. The crank axle has two inside bearings six inches 
diameter, and are made of the best selected scrap iron, six inches and a half diameter in the 
nave of the driving-wheels, and six inches diameter in the journal of the connecting rod. The 
cylinders are fourteen inches diameter with a stroke of eighteen inches. In answer to the 
latter part of the question, viz., " any other particulars bearing upon the question of safety," 
it is considered that the outside frame contributes much to that end, inasmuch as the frames 
of the engines and tenders are similar, and consequently in a line with the buffers, and are 
thus calculated to sustain a shock without injury. Also the weight of the cranks and con- 
necting rods is compensated for by a counter weight on each drivmg- wheel. 

The driving-wheels of some of the engines have flanges, and some are without them, but 
the former are considered to add to their safety in the event of an axle breaking, and are 
ordered in the engines now making for the Company. Some of the tenders in use have six 
wheels and some four ; the former are preferred, believing them to be much less liable to be 
thrown off the line or upset, and those now making for the Company will have six wheels. 

3. What are the names of the makers of such engines ? — Messrs. Robert Stephenson and Co., 
and Messrs. Sharp, Roberts, and Co. 

4. What description of engines have the Directors been led by their experience to prefer, 
and for what reasons ? — Engmes with six wheels, such as are described in the answer to question 
2, and for the reasons therein stated. 

5. Have the Directors been led by their experience to consider any particular description 
of engine as peculiarly dangerous, and if so, for what reasons ? — The Company have had no 
experience of any other form of engine than those with six wheels. 

6. Are extra engines ever employed upon the Manchester and Birmingham Railway in 
propelling trains? — No engines have been used in propelling trains, that is, by being placed 
behmd them. 

7. If so, is the extra engine applied in front of the train, or behind? — A second engine has 
never hitherto been required to a train. 

8. Have the Directors been led by their experience to consider the use of an extra engine 
either in front or behind as an additional source of danger ? — ^The Company are without any 
knowledge derived from experience in this respect. 

9. Are engines ever allowed to run tender foremost upon the Manchester and Birmingham 
Railway ? — The traflBc between Manchester and Stockport is worked with the tender behind 
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t^e engine, when running to Stockport, which is ascending; but before the engine when 
descending from Stockport to Manchester. The hinder end of the tender is provided with 
iron guards sin^ilar to those attached to the front of the engine for the purpose of throwing 
aside anything which might be accidentally left upon the rails when the tender precedes the 
engine. This mode of working is but temporary, out it has been in use ever since the partial 
opening of the railway in June of last year, and without the occurrence of the slightest 
casualty. 

E. J. Cleather, General Superintendent. 
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No. 16. 

CHESTER AND BIRKENHEAD RAILWAY. 

Sir, Liverpool, October 21, 1841. 

To the questions proposed in your circular of the 11 th October, I am desired by the 
Directors of this Railway to make the following replies: — 

To query No. 1. We have six locomotive engines, viz., three in daily work and three 
duplicates. 

2. They are all six-wheeled engines. 

Diameter of driving wheels . • 
Diameter of leading wheels . 
Diameter of following wheels 
Gross weight, with fuel and water ready for work, about 15 tons. 
N Weight on the front wheels? 
Having no weighing machine on our line, this question cannot be correctly answered, but 
suppose'about three tons and half ; but the distribution of the weight of a six«wheeled carriage 
cannot be preserved for any length of time on account of the vanation of the elasticity of the 
springs. 

The axles are the double crank kind, such as in general use on most railfways, with outside 
bearings. Two engines have wheels altogether of wrought iron, except the nave, which is of 
cast iron. The wheels of the other four engines are a combination of cast iron, wrought iron, 
and wood, put endways beneath the tire (known by engine-builders as R. Stephenson's wheel). 
Indeed our engines are duplicates of many now running on the Liverpool and Manchester and 
Grand Junction Railways. 

N.B. Two of our engines have no flange to the middle or driving wheels. 

3. Four engines made by Charles Tayleur and Co. 
Two „ „ Mather Dixon and Co. 

4 and 5. Having only tried one description of engine, the Directors cannot enter into the 
merits of engines differently constructed. They were guided by the advice of their own engi- 
neers, Mr. George Stephenson and Mr. John Dixon, both of whom have had great experience 
and been instrumental in bringing the locomotive engine to its present state of perfection ; and 
the entire absence of accident on the Chester and Birkenhead line hitherto, induces the Directors 
to be satisfied with the principle of the engines they have got 

Mr. Stephenson and Mr. Dixon strenuously advocate the use of six wheels, on the grounds 
of safety in case of a broken axle, &c. The six wheels were introduced on the Liverpool and 
Manchester line by Mr. Dixon, whilst he was their chief engineer, and for some years they 
have used no other kind. 

6. Extra engines are occasionally employed in propelling trains. 

7. They are generally applied in front of the train, but when a train has been unable, through 
inefficiency of one engine or an overload to proceed, they have occasionally been assisted by an 
engine behind. 

8. The Company's en^neer at present in charge of the line, viz., Mr. Dixon, states that he 
considers there is no additional source of danger incurred by using an extra engine in front of 
a train, but cannot do otherwise than consider it dangerous to employ the extra engine to propel 
the train, instead of drawing it, and only suffers it to be done on occasions of emergency, when 
the position should be changed at the first station or siding they come to. 

9. Engines are never aflowed to run tender foremost with trains, it being considered 
exceedingly dangerous. 

I am, &c. 
S. Laing, Esq. J. Mallabt, Clerk of the Company. 

&c. &c. 
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No. 17. 

BIRMINGHAM AND GLOUCESTER RAILWAY. 

October 22, 184L 

L Thirty, viz., 26 train engines and 4 ballast engines. 
2 and 3,— 



o 

I 



Makers. 



G. Forrester, Liverpool . 

William Norrii, Philadelphia, 

North America. 

Ditto 

Ditto 

B. Hick and Son, Bolton • 
Nasmyth and Co., Patiicroft, 

near Manchester. 
Ditto 



I 



bo 
.2 






it. in. 
5 6 
4 



5 



bo 

e 



OQ 



o . 



ft. in. 
(3 61 
land} 
|3 

2 6 



2 6 
2 6 



2 9 



H 

si 
S| 

o * 



^3 . 

I £.5 
a"SS 

IP 
fit 



Tons. 
13 
12 

IS* 
I!} 

12 



i 



Q 



Strait 






Outside 
Inside 



i 

I 



Outside 



n 



Square 
Cimdar 



[The 'dihing wheelf are near the 

< centre of the engine^ and a pair of 

[ hearing wheels at each end. 

''The drtrmg-whaels of these engtnet 

are near the fire-box, and the other 

4 carry a bogie trane, to the eentre 

of which the smoke-box is attached 

by a centre-pin, the engine framing 

on both sides of the smoke-box 

vesting on studs acting oo the bogie 

springs. In the column '* Weight 

on front Wheels,*' the weightgiren 

ibr these engmes is the total weight 

on the 4 wheels. 



4. Not yet able to answer this question. 

5. Have not had experience to decide this question. 

6. Extra engines are frequently employed in drawing trains on this railway. 

7. The extra engine is always placed in front when practicable, but at other times behind. 

8. Experience on this railway has not shown that an extra engine is an additional source of 
danger. 

9. Not with trains. 

George Kino, Secretary. 
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No. 18. 
LONDON AND CROYDON RAILWAY. 



QOBSTIONS. 

L What number of engines are employed 
upon the London and Croydon Railway? 

2. What is the construction of such engines, 
specifymg the number of wheels and their 
diameter, the weight of the engine, the weight 
on the fipont wheels, the construction of the 
axles and bearings, and any other particulars 
bearing upon the question of safety ? 

3. What are the names of the makers of 
such engines ? 

4. What description of engines have the 
Directors been led by their experience to 
prefer, and for what reasons ? , 



5. Have the Directors been led by their 
experience to consider any particular descrip- 
tion of engine as pecuUarly dangerous, and if 
so, for what reasons ? 

6. Are extra engines ever employed upon 
the London and Croydon Railway in pro- 
pelling trains ? 

7. If so, is the extra engine applied in front 
of the train, or behind? 

8. Have the Directors been led by their 
experience to consider the use of an extra 



ANSWEItS. 



1. Eight. 



2. The answer to this question is supplied 
in the tabular form (A) annexed. 



3. 'Riis Question is also answered in the 
annexed table. 

4. Mr. Gibb^ the engineer, under ^om 
the Croydon Railway was constructed, has in 
B letter, a copy of which (B) is subjoined, 
stated the reasons whidi, under his advice, 
determined the Directors ori^ally to use 
six- wheeled engines, and they have sixiee had 
no reason to alter that decision. 

5. The experience of the working of the 
Croydon Railway would lead to the belief that 
the six-wheeled engine is safe in itself^ but it 
can, of course, afford no inference respecting 
any other form of engine. 

6. 7, and 8. An extra engine is employed to 
assist heavy trains up the inclined plane (of 1 
in 100 ^adient) between New Cross and 
Forest HiU. This assistance was for a long 
time invariably given behind the train, and 
without the least accident or inconvenience. 
On such a steep incline^ and with the contin- 
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engine, either in front or behind^ as an addi* 
tional source of danger ? 



9. Are engines ever allowed to run tender 
foremost upon the London and Croydon 
Railway ? 



gent danger of collision which might arise from 
the assistant engine being used in front, re- 
quiring that it should leave the down train 
and cross the main line exactly at the time 
that the return train is due, it was conceived on 
the whole that assistance behind or in front 
was nearly equally safe. To satisfy the pre- 
judices of the public, assistance is now, for the 
most party given by an engine a-head of the 
train, and as soon as some requisite arrange- 
ments are made at the Forest Hill station (to 
remove the contingent risk previously referred 
to), the assistance will always be given in 
front. 

The Directors have felt it expedient maturely 
to consider these questions, and an experiment 
has been made for the purpose of demonstra- 
tion, which is detailed in the report of the 
Company's resident engineer, dated the 
24th November, 1840, and the experience on 
other lines, recorded in his letter, dated 8th De- 
cember, 1840, copies of both which (C and D) 
are subjoined. 

It is not conceived that any danger is likely 
to arise from the assistance of an engine in 
front. 

9. The engines of passenger-trains now run 
always in front of the tender. 

R. Young, Secretary. 
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Front and 
Wheels, 
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S 
»3 
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n 


No. 


NameofEngine. 


Name of Maker. 


^1 
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V 


Distance 
centre of 
Driving 


Distance 
centre of 
Driving 


1^ 


|l 


^1 




|l 


1 


ji 








Tns.Cwt 


Tns.Cwt. 


Tns.Cwt. 


Ft. In. 


Ft. In. 


Ft. In. 


Ft. In. 


Ft In. 


Inches. 


Inches. 


Inches. 


Inches. 


1 


Sorrer • 
Croydon • • 


Sharp and RoberU 


13 14 


5 11 


8 8 


6 


5 


3 6 


5 6 


3 6 




4 


54 

4« 


^ 


2 


6. and J. Ronnie* 


13 5 


4 14 


8 5 


5 44 


5 1} 


3 6 


5 6 


3 6 




4 


3 


3 


SuBsex . . 


Sharp and Roberts 


14 2 


5 13 


8 15 


6 


5 


3 6 


5 6 


3 6 




& 


51 


^ 


4 


Kent . . . 


Ditto .... 


13 10 


5 H 


8 1 


6 


5 4 


3 6 


5 6 


3 6 




& 


3 


5 


London • . 


Ditto .... 


13 13 


4 r' 


9 1 


6 


5 4 


3 6 


5 6 


3 6 




^ 


5 

4 


3 


6 


Aichimedef . 


Q. and J. Rennit . 


14 9 


4 16 


8 6 


5 4i 


5 1} 


3 6 


5 6 


3 6 




4 


3 


7 


Hercules • . 


Sharp and Roberts 


15 15 


6 1 


9 13 


5 8 


5 2 


5 6* 


5 6* 


3 6 


4i 


6] 
4 


54 


3 
3 


8 


Sydenham . 


Ditto • • • • 


14 6 


5 7J 


8 17 


6 


5 4 


3 6 


5 6 


3 6 


4 


H 



* Cooplttd. 

The diameter of the cylinders of all the engines is 13 inches, excepting the "Hercules," 
which is 14 inches; the stroke in all is 18 inches long. The " Hercules" is principally used 
for goods and hallast. The axles of all the engines are provided with outside hearings, on 
which the frame is supported by the springs, the cranked axles bein^ steadied by inside bear- 
ings, which carry no weight, but correct any tendency to lateral strain. All the six wheels in 
each etisnx^ have flanges about one inch and a quarter deep, excepting the " Hercules," which 
has no flanges on the driving wheels. 



Dear Sir, 



(B.) 



14th October, 1841. 



I HAVE your letter of yesterday, requesting me shortly to state the reasons which guided 
me in deciding on the employment of engines on the Croydon Railway resting on six wheels, in 
preference to those having only four, to enable you to answer certain questions asked from the 
Croydon Railway Company by the Government. I always had an objection against the use 
of four-wheeled engines, more especially on newly-constructed railways, on account of their 
great liability to oversetting, and recent events have proved that my opinion in this case was 
correct ; but as there must still be advocates for their use, I think it is proper I should state the 
ground of my objection to four-wheeled engines and consequent preference to the use of those 
having six. On railways having steep gradients, say 1 in 220, an engine being loaded up to 
its power, must lose the average speed in ascending the summits. To keep time throughout 
the journey, a high degree of velocity must be attained in descending, which is of\en, on a new 
road, earned to the limit of safety. Now it is clear that if the engine-man shuts oflF, or even 
diminishes his supply of steam, the endne, irom its grreater friction, will diminish its speed 
much earlier than the train^ consequently the train will become for a short time the propeller 
of the engine. Now imagine the engine having the largest driving wheels and boiler the case 
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will admit of (and which is necessary for the gradients on such a line as I have alluded to), 
and that a large portion of the weight of the engine is placed on the driving wheels ; also 
suppose the road to be new, and consequently undulating even very slightly ; again suppose 
the limit of velocity attained in descending to make up the loss of speed in ascending the 
summit ; you will now perceive a probable position ; if the engineman suddenly shuts otF or 
even diminishes his steam for the previous oscillation to be increased until the engine tumbles 
over, not sideways, but in a line diagonel to its length. It is absurd to suppose there is danger 
in two engines being attached ; the danger arises from the engine being supported on points 
too near together, and having too much overhanging weight on one side of the driving wheels, 
which is netful to obtain the necessary traction. I never had the same objection to low four- 
wheeled engines, where the wheels are coupled and of one dimension, nor did I ever appre- 
hend danger from the small engines on four wheels, such as are used on the Greenwich Kail- 
way ; but if you make a section through one of them, weighings without water, say four tons, 
ana one of the larger recently constructed engines, say of ten or twelve tons, and then find the 
centre of gravity, you will soon perceive the greater danger of the four-wheeled engine. It 
may be said thieit the six- wheel engine will present the same cross section; but, as I before 
stated, the oversetting of an engine under the circumstances I have before named, is not side- 
ways, but angularly somewhere in a line taken from comer to cx>mer. Now, if you make a 
cross section in this direction, and find the centre of gravity, you at once perceive the greater 
danger of oversetting of the four-wheeled engine as compared with that of six wheels. I do 
not mean to pronounce four-wheeled engines as unfit for use, ii6T do I mean to say that of 
themselves they are liable to overset; but I wish to b« understood as saying that on a new 
road, and descending a steep plane and shutting suddenly off the steam, though of themselves 
not separately dangerous, yet all of them combined togetner may become so. These were the 
considerations which influenced me in deciding on me use of six-wheeled engines on the 
Croydon Railway. 

I am, &c. 
C. H. Gregory, Esq. Josbph Gibbs. 

(C.) 
To the Directors of the London and Croydon Railway. 
Gentlemen, 24th November, 1840. 

According to your instructions, I have this day tried an experiment in the presence of 
the chairman, deputy chairman, and Mr. Baines, for the purpose of determining practically 
the effect of the asistant engine on the inclined plane at New Cross, and the actual amount of 
danger to be anticipated from the sustained pressure of the assistant engine in the case of any 
sudden stoppage of the train before it. With this view, a train was made of five loaded coal- 
waggons of a gross weight of 30i tons, which is about equal to an ordinary passenger train. 
The " Croydon ' engine was placed at the head of this train, with the " Hercules" engine 
assisting at the rear, and drew it up the inclined plane. On the train acquiring^ a velocity of 
22^ miles per hour, the steam of the leading engine wa^ suddenly shut off. The effect was 
instantaneously felt in the assistant engine, on which the whole weight of the train seemed 
thrown back, causing a strong re-action, which reduced the velocity of the train to 15 miles per 
hour, the steam being still acting with full force in the assistant engine. The order was then 
given to stop the assistant engine, the steam was shut off, and the brake screwed down, when 
the engine instantly separated from the train, and stopped in less than its own length. The 
same train was then taken up by the leading engine alone, and on attaining the same speed of 
22^ miles per hour, the steam was shut off. The velocity of the train was reduced for the first 
furlong from 22^ to 12 or 15 miles per hour, being nearly the same as in the previous case, 
when the assistant engine was acting behind. The engine and train stopped in a distance of 
7-32nds of a mile, without the use of the brake. The practical inference from this experiment 
is valuable, as showing that there is a great deal of unnecessaiy alarm existing as to the sup* 
posed danger of the assistant engine on the inclined plane. First, any stoppage of the train 
is instantly felt on the assistant engine, which may be stopped before any serious result can 
arise from its overrunning the train. Secondly, the effect of any sudden stoppage of the train 
is to cause such a sudden redaction on the assistant engine, that for the first furlong afterwards 
it appears to communicate scarcely any impulse to the train, the velocity of the train after the 
steam is shut off in the leading engine being nearly the same with or without the action of the 
assistant engine. Thirdly^ the retarding effect of the inclined plane is so great that the least 
obstruction would be sufficient to stop the train in a very short distance, even when the assistant 
engine is acting with full force. 

I am, &c. 
Charles Hutton Gregory, Resident Engineer. 



(D.) 



To the Directors of the London and Croydon Railway. 
Gentlemen, 8th December, 1840. 

According to your instructions, I have written to the Liverpool and Manchester, the 
Grand Junction, and the London and Birmingham Railways, to ascertain whether the practice 
of assisting trains up inclined planes by an engine at the rear exists on those lines, and whether 
it has ever been found to be attended with danger, or inconvenience. 

I learn that on the Liverpool and Manchester Railway the system is in daily use, and that 
it has never been found to be attended with dangerous consequences ; on the contrary, it is con- 
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sidered safer with a long train to assist up an inclined plane by an engine behind the train 
rather than in front. 

On the Grand Junction Railway, the assistant engine is behind in assisting up short and 
steep inclines ; but elsewhere the assistant engine, if required for heavy or late trains, takes the 
lead. Hitherto neither inconvenience nor danger has resulted from the practice, which is pro- 
hibited except on inclined planes. 

On the London and Birmingham Railway, pushing a train on the line is only allowed in 
cases where the power cannot be applied in any other way. 

I am, &c. 

Charles Hutton Gregory, Resident Engineer. 
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No, 19. 
BOLTON AND LEIGH RAILWAY. 



No. 19. 
Bolton and Leigh. 



Sir, 



Bolton, October 25, 1841. 



In reply to your circular of the Uth instant, I beg to make the following return : — 
1st. Mr. Hargreaves, the lessee of the Bolton and Leigh Railway, has 13 locomotive 
engines ; but he finds his own power for the conveyance of merchandize, &c. on the Liverpool 
and Manchester, North Union and Lancaster, and Preston Railways, and the greater number 
of his engines are employed upon those lines. 

2 and 3. The names of the makers, and construction of his engines, are as follows, viz, : — 



Utilit • • • • 

Victoria • • . 

Cattle* • . • 
Harams of Donro 

Pandora • . • 

WeHiogton . • 

Soho • • • • 

P^l*. . . . 

Clarence* . • 

Nelson* • • • 

St David . • 

Vetertn* . . . 

Liverpool. • • 



Makerf. 



Mr. Hargreaves • • . • 

Ditto 

Ditto ' 

Messrs. C. Taylenr and Co. • 

Ditto 

Ditto 

Messrs. B. Hiek and Son . • 
Mr. Edward Bury . . • • 

Ditto 

Messrs. R. Stephenson and Co. 
Messrs. Bourne, Bartley, and Co. 
Mr. William Dean. • • . 
Ditto • • . • • • 



I 



I 



! 



II 



Ft. In. 
4 8 



1 



1^ 



Ft. In. 
2 9 



'Si 



1 



Tns.Cwt 
15 5 
14 10 

14 15 

15 10 
15 10 
14 
14 10 
12 
12 
12 5 

10 15 
12 

11 



Tns.Cwt 
6 



I 



U 



strength 
of Journal. 



'in 



Inches. 
5 
5 
6 



54 

'4J 



5 
4| 



Q 

s ^ 



Inches. 






Straight axle, coupled. 

Ditto. 

Ditto. 

Crank axle, coupled. 

Ditto. 

Ditto. 

Ditto. 

Crank axle, uncoupled. 

Crank axle> coupled. 

Crank axle, uncoupled. 

Ditt ). 

Crank axle, coup'ed. 

Ditto. 



NoTB. — The engines marked thus * have been altered from four to six wheels. 

4. From practical experience of various descriptions of locomotive engines, Mr. Hargreaves 
prefers a six-wheeled engine with straight axles and outside cylinders, mere being much less 
Uability of an axle of this description breaking than a crank axle ; this kind of engine is also 
kept in repair at less cost than engines with cranked axles, the working parts being got at with 

Sreater facility, and any slight derangement of the working parts being much sooner 
etected. 

5. Mr. Hargreaves has not found any particular description of engine peculiarly dan- 
gerous. 

6 and 7. The practice of attaching extra engines to the passenger-trains is seldom resorted 
to, the trains not being so heavy as to require it ; but when an extra engine is required, it is 
attached indiscriminately to the front or back of the train, as may be found most convenient 
at the time. 

8. As no accident has ever happened in propelling trains on the Bolton and Leigh Rail- 
way, Mr. Hargreaves has not found the system objectionable in practice. 

9. Engines are allowed to run tender foremost on this railway. 

I am, &c. 

Henry Bradshaw, 
Principal Clerk to John Hargreaves^ jun., Esq. the Lessee of the said Railway. 
S. Laing, Esq., 
&c. &c. 



Sa, 



No. 20. 

LIVERPOOL AND MANCHESTER RAILWAY. 

Lime Street Station, Liverpool, October 26, 1841. 

We are instructed by the Directors to transmit you replies to the several queries con- 
tained in your communication of the 11th instant. 

1. The number of locomotive engines employed on the Liverpool and Machester Railway 
19 34. 

2. The engines are all support^ on six wheels. The coaching-engines have each one pair of 

2 E 
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drivittg^wheels five feet diftmeter, 6ne pair flr6tit whe^^ls three feet six inches diameter, and one 
pair hind wheels three feet or three feet six inches diameter. The goods-engines ha?e meh 
two pahr of five^-feet wheels coupled together, and one pair of three^feet or threcMfeet-rix-inch 
hind wheels. 
The ^feigfat of our engines is about fourteen tons, atld id thus dfcrtiibuted >-^ 

Ton8.CNrtQm. 
Front pair of wheels • • « • 5 
Driving-wheels ••••••700 

Hind wheels 2 



Total 



14 



The journals of the axles are outside the wheels, and run in brasses, accurately fitted into 
guards, bolted on to an outside framine^ such brasses being constructed to slide vertically in 
tne axle-guards to an extent equal to me play of the springs. 

The standard dimensions of the mde-jottmals are as follows >-« 

For five-feet wheels, six inches long by three inches and a half diameter. 

For three-feet-«ix, and Ibree-feet wheels, six inches long by three inches and a quarter 
diameter. 

The ONMik Mleaof ottT enginds of most modimi coostnictioo liaine» in.«dditim to the outside 
bettrbigs/bearings also inside Ae wheels, upon which inside bearioes part of the weight of the 
engine 18 dktributid tiirough the mediam of springs. 1%e joanMus for the inside bearings 
are three inches and a half long by five inches and a quarter diameter* 

3. Hie nameii of the makers are-^ 

For the Liverpool ckod Manchester Sailway -Company : 

Messrs. CSiarles Tayleur and Co., Warrington. 

Messrs. Mather, Dixon, and Co., Liverpool. 
For the Haigh Foundir Company, Wigan : 

Messrs. Benjamin Hick and Son, Bolton. 

Messrs. Rotnwell and Co. Bolton. 

Messrs. Hawthorne and Co., Newcastle-upon-Tyne. 

Mr. Banks, Manchester. 

Messrs. Todd, Kitson, and Laird, Leeds. 

4. The Directors made use originally of four-wheeled engines, but observing that a consi-* 
derable pitching and sinuous motion took place, especially where the road was at all out of 
order, or when the speed of the train was great (an evil increased peiliaps by the circum- 
stance of the rails at that time being too weak for the traffic to which they were subjected), 
and which was injurious to the rails as well as objectionable on other grounds, they gmluaUy 
introduced a third pair of wheels to each engine to carry part of the overhanging w^ht of 
the fire-b(»c, and so resist the action of any irregular force tending to elevate the front wheels 
or depress ihe driving-wheels. 

The alteration has, they conceive, conduced to the safety of the travelling on this railway, 
and has been attended with benefit to both the engines and the roads, an increased steadiness 
of motion having invariably followed the appKcattonof the third pair of wheels. 

5. The Directors do not consider any description of engine of whose working they have had 
experience to be peculiarly dangerous. 

6. Extra engines are occasionally used for drawing trains on the Liverpool and Manchester 
Railway. 

7. No en^ne is allowed to propel before it a train of carriages or waggons, but must in all 
cases draw me same after it, except when assisting up the inclined planes, the inclination of 
which varies from one in eighty- nine to one in ninety-six, or in case of an engine being disabled 
on the road, when the succeeding engine may propel the train slowly as far as the next shunt 
or turn-out, at which place the said propelling-engine must take the lead. 

8. The Directors do not consider the use of an extra engine in front to be attended with 
danger. They consider the use of an extra engine behind as an additional source of danger, 
except in the cases described in answer to question 7, that of prilling at a moderate sj^ed 
up the inclined planes; and the unavoidable one arises from the engine in front being 
disabled. 

9. This Company's aigines are not allowed to run with passenger-trains tender foremost ; coal 
or ballast-engines run occasionally tender foremost, but the load is invariably placed bdiiind. 

We are &c 

Henry Booth, Treasurer. 
S. Laing, Esq* Edward Woods, Prinapal Engineer. 

&c. &c. 



No. 21. 

£dinbiiiigh ind 
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No. 21. 
EDINBURGH AND GLASGOW RAILWAY. 
Sir, Edinburgh, October 25, 1841. 

The Secretary received your letter to him of the 11th instant, and I am instructed by 
the Directors to return the following answers to your questions >*— 

1. The line not being opened, there are no engines employed on trtiiBc. The DireeMrs 
have contracted for twenty engines to work'the hne, seventeen of which have been delivered. 

2. The engines have all cylinders thirteen inches diameter and IS-inch stroke. Tew of 
them are according to Mr. Bury*s plan, viz., four wheels, cra^oked driving axle, «nd msMe 
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bearings; thiee of these engines are ooupled* having five feet driving-wheels^ and seven of 
them single or passenger-engines with five feet and a half driving-wheels ; tbev are nmde by 
Mr. Bury, and strictly on hia plan* The other teaeagines are on what may he termed Mr. 
Stephenson's plan, visB., six wheels, cranked driving a^> and outside bearings. The crank 
axles are five inohes and a half diameter at the crank-pins^ All the outside Imrin^ are three 
inches and a half diameter* and five inches and a half long ; the front and hind axles are four 
inches and a half diameter. Thvee- of these nx^whaelea engines are coupled^ having the 
driving and hindp-wheels five feet diameter ; and the other seven are single en£rines> having the 
driving-whe^ five ieet and a half djyameter. The front wheels of the coupled engines and 
feent and hind .wheels of the single enffines are three feet and a half diameter. The weighing- 
machines are not yet fitted \xf on the line so as to ascertain the exact weight of the engines ; 
it is presumed that the coupled six-wheeled engines will be about twelve tons^ and the single 
six-wneeled engines about eleven tons and a luOf ; the weight on the front wheels has not yet 
Ibeen adjusted, but it will be about three tons and a half or four tons. 

3. Mr. Bury, of Liverpool, made the ten engines, which are on his plan ; and MessrSi Haw« 
thome, of Newcastle, made the ten six-wheelea engines* 

4. The Directors have not yet had any experience of their engines. They were inclined to 
order both forms of engine in consequence of the high reconuaandation which each received^ 
and the difficulty of aseertaininff to which form the preference ought to be given. 

5. The Directors not having nad any experience of their engines^ cannot give any-answer to 
this question. 

6i 7> 8, and 9. The line not being opened, answers cannot be given to these questions* 

I have« &c. 
S. Laing. Esq., J. Miller, Engineer. 

&c. &c. 
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No. 22. 

NORTHERN AND EASTERN RAILWAY. 

Office, High Street, Shoreditch, October 26, 1841. 

1. The number of enffines is eight. 

2. The engines are aU six-wheeled, with outside frames and bearings. Seven engines have 
m feet drivmg-wheels, and four feet leading and trailing, wheels, with 14-inch cylinder, 
and 18-inch stroke ; one engine has five feet six inches driving- wheels, and three feet six 
inches leading and trailing ; in all other respects similar to the ouer engines. Weight eighteen 
tons, including coke and water ; or, eight tons on the driving-wheelst six tons on the leading 
wheels, and four tons on the trailing wheels. 

3. Makers : — Robert Stephenson and Co., C. Tayleur and Co., Longridge and Co. 

4. The Northern and Eastern line of railway, though generally very level, yet having 
numy stations, and subject to very heavy passenger-trains, requires a high rate of speed to be 
maintained : hence a powerful class ofengine is required, and those on account of their size 
and weight could not be placed on four wheels with safety. 

5. No other class of engines than those named above, all with six wheels and outside 
bearings, having been used by the Northern and Eastern Railway, the Directors have no 
experience to enable t^em to form a comparative judgment upmi engines of other construction, 
but with the view of ensuring the sa&ty of the public, they have adopted all six-wheeled pas» 
senger-carriages, and they bave every reascm to be satisfied with the result. 

6. Yes, on extraordioayry occasbns. 

7. Always in front. 

8. The use of an extra engine is thought uodesinbles, but the Direetors have had no proof 
of any dancer firomtheir usob 

9. Yes^ out under special inatmetions as to speed, vie., twealy-five miles per hour; or, a 
weU**8eaaoned poiwer, fifiten mUea per honri on a new road, the usual speed of tk^ trains being 
fortv miksjMr houi. 

N. B.^ — The tembrsiafe also on tax wheeby otherwise rwnning tender fereoMMt would not 
he ptfmijtted al alL 
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No. 23. 

MANCHESTER, BOLTON, AND BURY CANAL NAVIGATION AND 

RAILWAY. 

Office, New Bailey Street, Salford, 
Sir, October 27, 1841. 

In renly to the ousstions contained in your conununtcation of the llth io$tant, I have 
been directed to forward the following information : — 
h This Comnany have ten locomotive engines. 

2. Eight of their engines ase on Mr. Bury*s plan, with four wheels of equal sixe, five feet 
in diameter, and coupled togpther, with inside bearings; the other two were made by Mr. For* 
rester : they have four wheels^ not cowled; tbe^ driving wheels are fivet feet» the fore wheels 
four feet, in diam^er. The weigbl;, in jBury*8 eacjUie^ is neatly equally diq^osed on the fore 
andhittdwheel^^ being 97 cwt. on the first and ^ cwt« wtht second. In Mr. Forrester's 

2E2 
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No. 24. 
Birmingham and 
Derby Jmiction. 



engines there is 1 16 cwt. on the driving wheeb and 85 cwt. on the fore wheels : these engines 
have outside bearings. 

3. Four of the eight engines on Mr. Bury's plan were made by himself, the other four by 
Mr. Fairbairn, of Manchester. Mr. Forrester, of liverpool, made the other two engines. 

4. The Committee of Management have every reason to be satisfied with both descriptions 
of engine in their possession ; and, without laying much stress on '' preference,*' since their 
experience has been confined to two kinds only, they conceive that by this experience they 
would be induced, did they require additional engines, to obtain others similar to those made 
by Mr. Bury in their possession. They consider the fact of their having used these engines 
three years and a half without injury to any passenger, and without an engine running off the 
rails, except in a case daused by switches being wrong placed, to be more expressive on the 
subject than much matter of mere opinion. 

5. The Committee are not aware of any dangeous form of engine. 

6. Extra engines have not been employed more than three or four times since the opening 
of the railway. 

7. Such extra engines were sent behind on these occasions from necessity. 

8. The Committee, on their line, would prefer dividing the trains, generally, to sending 
extra engines either before or behind. 

9. Engines never run tender foremost, except in the case of the engine exclusively employed 
in picking up coal-waggons a few miles up the line. 

I have, &c. 
S. Laing, Esq. John Hawkshaw. 

&c. &c. 



No. 24. 
BIRMINGHAM AND DERBY JUNCTION RAILWAY. 

October 19, 1841. 

Answers to Inquiries made by the Board of Trade respecting Locomotive Engines : — 

1. What number of engines are employed upon the Birmingham and Derby Junction 
Railway? — ^Twelve passenger-engines and two goods-engines. 

2. What is the construction of such engines, specifying the number of wheels and their 
diameter, the weight of the engine, the weight on the front wheels, the construction of the 
axles and bearings, and any other particulars bearing upon the question of safety ? — ^The 
passenger-engines are constructed with six wheels, the driving-wheels being five feet six inches 
in diameter and the small wheels three feet six inches in diameter. The goods-engines are 
similarly constructed, except the front and driving-wheels are five feet in diameter, coupled by 
outside connecting rods. The weights in working state are as follow : — 



Passenger-engines 
Goods-engines » 



7o(al weight. 


Weight on the front 
wheels. 


Tom. Cwt». Qrs. 


Ton.. Cwt*. Qit> 


14 11 2 . 


. 4 13 


13 10 . 


.400 


13 16 . 


.470 


13 15 . 


.450 


. 15 10 . 


.500 



Derwent, Trent, and Dove • . 
Anker, Tame, and Blythe 
Tam worth. Barton, and Hampton 
Derby, Burton, and Birmingham . 
Kingsbury and Willington . about 

The axles of the drivinff-wheels are cranked, with inside bearings five inches and a half in 
diameter, and the outside bearings three inches and a half in diameter. The axles of the 
small wheels of the engines and of the wheels of the tenders are four inches and three quarters 
in diameter, with outside bearings three inches and a half in diameter. The driving wheels 
were all originally withoirt flanges, but those subsequently retired have flanges. 

3. What are the names of the makers of such engines ? — Messrs. Sharp, Roberts, and Co.* 
makers of the first, second, and third ; P. R. and W. Hawthorne, of the fourth, fifth, and 
sixth ; Mather, Dixon, and Co. of the seventh, eighth, and ninth ; Charles Tayleur and Co. of 
the tenth, eleventh, and twelfth ; and Thompson and. Cole of the thirteenth and fourteenth. 

4. What description of engines have the Directors been led by their experience to prefer, 
and for what reasons ? — The Directors have adopted six- wheeled engines on the recommenda- 
tion of their engineers, who believe them to be safer than four-wheeled engines, and less 
injurious to the road. 

5. Have the Directors been led by their experience to consider any particular description 
Nof engines as peculiarly dangerous, and if so, for what reasons? — The Directors have not tried 

any other description of engines. 

6. Are extra engines ever employed on the Birmingham and Derby Railway in propelling 
trains ? — ^Yes. 

7. If so, is the extra engine applied in the front of the train or behind? — ^In front, unless ia 
case of accident, when the assistant engine, in order to avoid running on the wrong line, is 
applied behind, and proceeds slow until tiie train arrives at the nearest station, when it is 
placed in front. 

8. Have the Directors been led by their experience to consider the use of an extra engine 
in front or behind as an additional source of danger ? — ^The Directors consider the use of an. 
extra engine objectionable, but they have no experience on their own line as to the danger of 
the practice, no accident or inconvenience having resulted from it. 

9. Are engines ever aQowed to run tender foremost upon the Birmingham and Derby^ 
Junction Railway? — >Not with passenger trains on the Birmingham and Derby Railway^ 



Digitized by 



Google 



and RETURNS relaimg ia LOCOMOTIVE ENGINES. 



209 



except when used as pilot engines. On the London and Birmingham Railway the engines of 
the Birmingham and Derby Junction Railway Company run tender foremost with some of 
the trains> in consequence of the turn tables on the Birmingham station not being suflSciently 
large to turn six-wheeled engines. This practice will be discontinued in the course of a few 
months, when the new line into Birmingham will be opened. 

John C. Birkinshaw. 



Appendix. 

vT 

Returns relating 

to Locomotiye 

Engines. 



No. 25. 
NORTH MIDLAND RAILWAY. 



Derby, 28th October, 1841. 

1. What number of engines are employed upon the North Midland Railway? — ^The 
number of engines 40. 

2. What is the construction of such engines, specifying the number of wheels and their 
diameter, the weight of the engine, the weight on the front wheels, the construction of the 
axles and bearings, and any other particulars bearing upon the question of ^ety ? — ^The 
engines are all six wheeled, with outside frames and bearings : — 

17 engines have six feet driving wheels, and four feet leading and trailing wheels, with 

14-inch cylinders, 18-incn stroke; weight, eighteen tons, including coke and water, 

or eight tons on the driving wheel, six tons on the leading wheel, and four tons 

on the trailing wheel. 
3 engines are exactly similar to the above, except with wheels six inches smaller in 

diameter. 
10 engines have five feet leading and driving wheels, coupled together, and three feet six 

mches trailing wheels, and similar to me former in the other particulars. 
10 engines have five feet six inches driving wheels, and three feet six inches leading and 

trailing wheels, with 13-inch cylinders, 18-inch stroke^; weight, fifleen tons total, 

distributed in a similar proportion to the above. 

40 

3. What are the names of the makers of such engines? — ^The makers' names are : R. Ste- 
phenson and Co. ; Fenton, Murray, and Jackson ; R. and W. Hawthorne ; C. Tayleur and 
Co. ; Longridge and Co. ; Thompson and Cole ; Laird and Kitson ; Mather and Dixon ; 
and Shepherd and Todd. 

4. What description of engines have the Directors been led by their experience to prefer, 
and for what reasons ? — ^The North Midland being a line with prevailing gradients of sixteen 
feet per mile, and on account of its numerous junctions being obliged to run more carriages 
than is usual in proportion to the number of passengers, the most powerful class of engines 
named above are preferred, and those, on account of their size and weight, are considered to 
require placing upon six wheels. 

5. Have tlie Directors been led by their experience to consider any particular description of 
engine as pecidiarly dangerous ; and if so, for what reasons ? — No other class of engines than 
those named above, all with six wheels and outside bearings having been used by the North 
Midland Railway, the Directors have no experience to enable them to forward a comparative 
judgment upon engines of other constructions. 

6. Are extra engines ever employed upon the North Midland Railway in propelling trains ? 
^Yes ; but as the exception, and then generally for only a short distance. 

7. If so, is the extra engine applied in front of the train or behind? — In front; an engine 
being never allowed to push a train beyond the nearest shunt. 

8. Have the Directors been led by their experience to consider the use of an extra engine, 
either in front or behind, as an additional source of danger? — ^The use of pji extra engine is 
considered objectionable ; but the Directors have no experience which would lead them to 
characterize if as a source of danger. 

9. Are engines ever allowed to run tender foremost upon the North Midland Railway ? — 
Never, when it can be avoided ; except in the case of a single mineral train, which conveys 
empty waggons at a moderate speed. 

H. Patteson, Secretary. 



No. 26. 
MIDLAND COUNTIES RAILWAY. 



1. The number of engines constituting the present working stock is thirty-seven, which 
number comprises twenty-nine passenger engines, six for merchandise, and two ballast engines. 

2. Of the above number, thirty-five are four wheeled, and two of the goods-engines six 
wheeled : the particulars of each are fully detailed in the accompanying tabk. 

3. Eighteen were made by Mr. Edward Bury, of Liverpool ; nine by Messrs. Hick and 
Son, of Rolton ; five by Messrs. Nasmyths and Gaskill, of Manchester ; one by Messrs. 
Jones, Turner, and Evans, of Newton; two by the Butterly Company; and two ballast 
engines by Mr. Fairbum, of Manchester* 
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210 REPORTS to the COMMITTEE of PRIVY COUNCIL, 

Appeodix. 4. This inquiry involving, at it does, one of the most difficult questions that have lateljF 

occupied the attention of scientific men, many of which act not matters of fact, but merely of 

RshirmP kfina opinion^ requires that several effects should be taken into consideration in order to ansmrer it 

toIxMMDftotive ^lyr which effects are only made evident by the actual woridng of the engine on the line. 

EogmcK Every engine, whilst in a state of progreasbn, is subject to several peculiar motions or aetiona 

• — on the raSs, which actions vary in effect on four-wheeled and six-wheeled engines. The chief 

M*dlMid C^nties ^^ these are a rocking or rolling motion, caused by a difference in the level of the two rails, 

and which may be said nearly equally to affiect all engines. 

Then there is an oscillating motion, horizontally and transversely to the line of rails, which 
may be produced by change in the direction of the road, which causes the flange of either 
wheel to strike against the rail, and as the conical form of the periphery of the wheels is con- 
stantly counteracting or correcting the effects of this action, tne engine naturally receives a 
lateral vibratory motion, which is maintained for a greater or less period, according to the 
existing circumstances of the line or the correctness of the gua^e of the rails. The effects of 
this action is more sensibly felt by six-wheeled than by four-wheeled engines, owing to their 
greater length and number of bearings on the rail, and the consequent strain on the whole 
system or body of the engine much greater. There is also a perpendicular or jumping motioi^ 
whichis in some degree produced by the effects of the actions above named, also by any de- 
flection of the railis, or by any irre^arity at the junctions of the rails. This motion affects 
engines in different degrees under aifferent circumstances ; but, inasmuch as it is produced by 
the two above-named, and especially by the latter-named motion, it will be more sensibly felt 
by six-wheeled engines on curved lines, while on straight lines it may po6sU>ly affect four- 
wheeled engines the most, owin^ to their short bearing on the rails. 

The strain upon the a?des (which, as regards their safety, is one of the chief points for con- 
sideration in the construction of locomotives) caused by these different actions is far greater in 
six- wheeled than in four-wheeled engines, owing to the great difference in the distance between 
the extreme points of support, and consequently the lismility to- break their axles is greater in 
proportion to the former than in the latter-named ; and this point has been fuUv and prac- 
tically proved by the number of broken axles which have occurred and are constantly occurring 
in six-wheeled engines, whilst in four-wheeled such fractures have been of very rare occurrence, 
and these few, as the cases have shown, have invariably been from imperfect workmanship in 
their construction. During the two years and a half this Company nave been working four 
'* wheeled engines, they have never had an instance of a broken engine axle. The peculiar 

lightness of the four-wheeled engines is another argument in their fevour, as they cause leas 
wear and tear to the road on this aacount than the six wheeled, those of the most recent 
manufacture of the latter class, by the first houses of the day, being nearly 50 per cent, heavier 
than the former. In going through the points and crossings, also, the shortness of the four- 
wheeled engine is of very great advantage, as it enables the engine to adjust itself much more 
readily to the form of the road than the six wheeled, and consequentlv diminishes the liability 
to derangement both of engine and road. The whole weight of the after part of the engine, in 
the case of four wheels, being thrown directly on the driving wheels, mves them a better and 
much more uniform adhesion to the rails, and consequently diminishes the liability to slipping i 
and this affects under many circumstances the locomotion of a much more considerable load. 

These reasons, aided by their own eiqperience, both as regards economy and safety^ have 
confirmed the Directors in the opinion they were originally led to entertain, more especially as 
the practical working of other extensive lines has fully corroborated these results in favour of 
four wheeled engines. 

5. No ; when the engines are properly constructed. 

6 and 7. Extra engines are never used for propelling trains, except for short distances in 

cases of great emergency or assisting to start a heavy load. In cases of emereeney, when an 

* -engine is obliged from locality to propel for a short distance, she invariably taixes the lead at 

the first sideins or shunt. Extra engmes are firequently used in front, assisting other engines 

with heavy trains. 

8» Do not consider that there is any danger in using extra engines in front, but rather that 
it is a very advantageous distribution or application of power, and better than dividing the 
train into two, and safer ; inasmuch as one train is regular and expected, and two would be 
irregular, and consequently create a degree of risk : one train could also better maintain 
punctuality, and punctuality is highly essential to safety. There would, however, be a 
•degree of danger in applying extra engines behind, as the latter engineman has no means of 
communication with tne one in front, and could not consequently be warned of any danger in 
advance; there would also be a considerable degree^- EidE^^pecially on curved lines, of the 
carriages being thrown off the line at that part of the train where the motive force was 
changed from traction to propulsion, as the forces would communicate motion to the train by 
different actions, and consequently in different directions, and the leading propelled carriage 
would be liable, on curves, to be forced or lifted off the rails< 

9. Engines are on no account allowed to run tender first on the Midland Counties Rail- 
way, except in cases of extreme emerg^icy, and then in as short a distance as possible. 
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Nmnberof 
' SDgioes 
oftliis 
^eseHptios 


Diftaeter 

of 
Cyliaden. 


Stroke. 


Biae 

of Driving 

Wheels. 


Site 

of Leading 

Wheels. 


ToialWei^t 

of 

Engine. 


W^pht 
Forepart. 


After part. 


Weight of 

Leading 

WheebalHl 

Axle. 


17 
11 

4 
1 


Inehes. 
12 
13 
13 
11 


Inehes. 
18 
18 
18 
16 


Fert. Inehes. 

6 6 

15 6 

* 5 

5 


Feet 
4 

4 
5 

• • 


TVms. Cwt. 

11 1 

12 4 
12 6 

9 H 


Tons. Cwt 
4 6 

4 17 

5 7 
3 12 


Tons. Cwt 

6 IS 

7 7 
6 19 
6 18 


tywis. Cwt. 

17 

18 

1 6 
16 


Huttberdf 
Beecriptioo. 


Weight of 
DriTilg 

Wheels and 
Axle. 


Weight on 

Leading 

Axle. 


Wei|UeQ 
Axte/ ' 


Diametwof 
Ba«m« 


Length of Dianieter 

Be^iinge«f of Be«rii«t 

iMidi&g of'DrifiiM; 

Axle. Axle. 


Xen0hof 
Betfiin 

Axle. 


Piittaace 

Centaeior 

Wfaeels. 


17 

11 

4 
1 


SbM.Cwi. 

1 9 

1 12 

1 9 
1 8 


TbiM. Owt 
3 9 

3 19 

4 1 
2 17 


Tons. Gwt 
5 6 

5 15 

6 10 
4 10 




ittclws. 

7 

7 
7 


lodMs. 

5 

5 

5 

4i 


iMdws. 

7 

7 

7 
5 


Feet In. 
6 6 

r 6 

< And 
i 6 3 
5 9 
4 11 



YL 



The above are all four-wheeled engines, and with the exception of the lastnamed, have dl 
oronked^ asdes, and have the bearing^ inside the wheels. The last named has outside bearings 
wnd the power applied externally to cranked arms outside liie *«? heels. 



Number of 
Sngmesofthb 


Diameter 
of Cylinders. 


Length 
of Stroke. 


Sixe 

of Driving 

Wheels. 


Size 
of Leading 

Wheels. 


Total Weight 
of Engine. 


Weight on 
Leading 
WheeUC 


Wwhton 
Drwing 
WheehL 


1 

1 


Inches. 
14 

13 


Inches. 
18 

18 


Feet Inches. 

5 e 

5 6 


Feet. Inches. 
3 6 

3 9 


Tons. Cwt 
14 18 

14 18 


Tons. Cwt 
4 8 

3 18 


Tons. Cwt 
6 

5 10 


'Number of 

Engines of this 

Description. 


Weight on 
TrailingWheels. 


Diameter of 

Bearings of 

LeediogAiEle. 


Len|;thof 
Beanogs of 


Diameter of 

Bearings of 

•firiiFifig Axle. 


Length of 

Bearings of 

Drding Axles. 


Extreme Points 
of Support. 


1 
1 


Tons. Cwt 
1 10 

1 19 

• 


Inches. 
3i 


^ Inches. 
4f 


Inches. 


Inches. 


Fest Inches. 

10 6 

11 



Both of these en^pnes have six wheels^ the former has outside bearings aad a cranked axle» 
and the hitter outside bearings, and cnrliuders outade the frames : power applied to crank 
arms outside the wheels ; the weights given are the actual weight on the axles, that k» exclusive 
of the axle and wheels : the trailing wheels are the same dimensions as the leading wheels. 

All the weights are given with water and fire in, and steam up ready for worL It is not 
thought necessary to enter into detail of the ballast engines, save that tkey have inside bearings 
and cranked axles^ and construction similar to the first named. 



No. 27. 
GRAND JUNCTION RAILWAY. 



SlB, Liverpool, October 28, 1841. 

In reply to your circular, under date 1 1th October, I am desired by the Board of 
Directors to send for your information the following answers to your questions : — 

1. What number of engines are employed upon the Grand Junction Railway? — 67 engines. 

2. What is the e<Histruction of such engines, specifying the number of wheels, and their 
diameter; the weight of the engines; the weight on the front wheels; the construction of the 
axles and bearings ; and any other particulars bearing upon the question of safety ? — ^They are 
all placed on six wheels ; 25 engines have five feet driving wheels, and three and a half feet 
front and hind-wheels, and are about 13 tons weight. All the rest have five and a half feet 
driving-wheels, and have boilers and cylinders a little larger than the former. They are, 
however, similar to them in other respects, and weigh about 14 tons. These latter engines 
being more powerful than the former, are now chiefly iised in running the passenger and mail- 
trains. The weight on the front axle is five tons ; driving^^axle six and a half tons; and hind- 
axle two and a half tons, or thereabouts. The axks have all outside bearings, and two 
additional bearings with springs have recently been placed on the driving axle, near to the 
wheel. The driving-axle is cranked, and is six and a quarter inches diameter in the thickest 
part, and five and a half inches in the smallest part. The Company has three engines with 
straight driving-axles and outside cylinders. One of them, unlike any of the others, has bear- 
ings on the inside only of the driving-wheels, but on the fore and hind-wheels the bearings are 
outside. 

3. What are the names of the makers of >uch en g hi e s ?— Messrs. Sharp, Rogers, and Co. ; 
Rothwell and Co. ; Haigh Foundry Company ; Stephenson and Co. ; Hawthorne and Co. ; 
Mather Dixon and Co. ; Forrester and Co. ; Tayleur and Co.; Jones and Co. 
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4. What description of engines have the Directors been led by their experience to prefer, 
and for what reasons? — The Directors have been influenced in their choice of engines by the 
advice of their engineer-in -chief, whose has invariably preferred those on six wheels as being 
safer, steadier, and less destructive to the road. His opinions and reports on this subject 
before the railway was completed fully satisfied the Directors of the propriety of the course they 
pursued, and subsequent experience has not in the least degree shaken their faith in the 
soundness of the advice on which they acted. It has often been alleged that with engines 
placed on four wheels there was a great economy in the working arising from the greater light- 
ness of those engines, and in some supposed advantage of construction ; but the Directors of this 
Company, having come to the conclusion that an engine on six wheels was steadier and safer 
than one placed on four, determined, even though there might be some apparent pecuniary 
sacrifice, to persevere in the \ise of engines on six wheels. 

5. Have the Directors been led by their experience to consider any particular description of 
engines as peculiarly dangerous, and if so, for what reasons ? — ^I'he Directors do not wish it to 
be understood that tney consider the four-wheeled engines unsafe, for they have not collectively 
any e^merience of their use ; they, moreover, believe that they have been used on an adjoin- 
ing railway safely and successfully. 

6. Are extra engines ever employed upon the Grand Junction Railway in propelling trains? 
— Extra engines are employed. 

7. If «o, is the extra engine applied in front of the train or behind ? — ^They are used in 
front of t he engine. 

.8. Have the Directors been led by their experience to consider the use of an extra engine 
either in front or behind as an additional source of danger ? — The Directors have not con- 
sidered the use of an extra engine in front an additional source of danger, but they do not 
permit any engine to push a train excepting under extraordinay circumstances, and then only 
at a reduced speed. 

9. Are engines ever allowed to run tender formost upon the Grand Junction Railway ? — 
Engines are not allowed to run tender foremost with the trains. An extra engine assisting a 
train for a short distance is allowed to return tender foremost. Under no other ordinary cir- 
cumstances is it allowed. 

I am, &c. 
S. Laing, Esq., Mark Huish, Secretary. 

&c. &c. 



No. 28. 

London and 

South-Westem. 



No. 28. 
LONDON AND SOUTH-WESTERN RAILWAY. 

1. Forty-eight engines. 

2. All the engines on this line (with the exception of four) are placed on six wheels, the 
front and hind-wneels being three and a half feet diameter, and the driving-wheels five and a 
half feet diameter. The driving-axle is cranked, and is provided with an inside bearing, as 
well as one outside ; the bearings on the front and hind -wheels are outside. The weignt is 
about fourteen and a half tons ; viz. five on the front-axle, seven on the driving, and two and a 
half on the hind-axle. A few of the six- wheeled engines are used for carrying goods, and have 
the front and driving-wheels coupled together. These wheels are four and a half feet 
diameter. In other respects they are similar to those above described. The four engines on 
four wheels are constructed with inside bearings. The diameter of the front wheels is four feet, 
and the driving-wheels five and a half feet. 

3. Messrs. Sharpe, Roberts, and Co. ; Fenton, Murray, and Jackson ; Rothwell and Co. ; 
Tayleur and Co. ; G. and J. Rennie ; Jones and Co. ; Bury, Nasmyth, Gaskell, and Co. 

4. The Directors have been influenced in their choice by the advice of their engineer->in- 
chief, who has invariably recommended engines on six wheek, as running steadier on the rails, 
and doing less injury to the road. The introduction of four engines on four wheels occurred at 
a time when it was believed that some advantage might be expected from them. It never 
occurred to the Directors that these engines were unsafe, and the experience they have had 
with them, although confined to the short trains between London and Woking is not such as 
to induce that belief, for there is no instance of an accident arising from any peculiarity of their 
construction. 

5. The Directors do not consider that any of the engines used on this line are '' peculiarly 
dangerous," hence they have not had any accident which could be attributed to the construction 
of either description of engine. 

6. Extra engines are sometimes employed on this railway. 

7. They are used in front of the train. 

8. The Directors have not considered the use of an extra engine as an additional source of 
danger. They do not permit an engine to push a train, excepting imder extraordinary cir- 
cumstances, and then only at a reduced speed. 

9. En^nes with trains are not allowed to run tender formost. An extra engine, after assist- 
ing a tram, is allowed to return tender foremost : under no other ordinary circumstances is it 
auowed. 
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SlR> 



October 27, 1841. 



I HAVE the honour to acknowledge receipt of a letter, under date the 1 Ith instant, from 
the Lords of the Privy Council for Trade, requesting returns to several questions relative to 
the locomotive engines employed on this railway, and the mode of working. 
I have been unable from press of business to reply at an earlier date. 
I now beg to hand you for the information of their Lordships the questions proposed, with 
replies thereto. 

I am, &c. 
G. R. Porter, Esq., T. P. Bbrgin. 

&o. &c. 
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Returns relating 

to Locomotive 

Engines. 

No. 29. 
Dublin and 
Kingstown. 



1. What number of engines are employed on the Dublin and Kingstown Railway ? — ^Ten, 

2. What is the construction of such engines, specifying the number of wheels, and their 
diameter, the weight of the engines, the weight on the front-wheels, the construction of the 
axles and bearings, and any other particulars bearing upon the question of safety? — ^At the 
outset this Company adopted as the fundamental principle of their engines that they should 
have straight driving axles, the result of their inquiries leading them totally to reject the 
cranked axle, and the result has (uUy justified this decision, as there has never been a broken 
driving-axle on the railway. 

Their original stock of engines was six, all with four wheels. Three of them had horizontal 
cylinders, outside bearings, and driven by ordinary cranks on the ends of the axles. The 
other three had vertical cylinders, with a bill crank motion, inside bearings for the driving- 
wheels, which were driven by a crank pin in the nave of the wheel ; and outside bearings for 
the smaller or bearing-wheels, all with five feet driving-wheels, three feet bearing-wheels, and 
having tenders. Immediately aAer opening, it was manifest that the tender was a cause of 
material delay at the end of each trip, so much so as to render it difficult to be ready in time 
for the return journey, and it being found necessary to have two additional engines, they were 
ordered with horizontal cylinders, and in all respects similar to the former, except that pro- 
vision was made for carrying supplies of coke and water without having a tender, and the 
front or bearing-wheels were mcreased to three feet six inches in diameter. The performance 
of these was so satisfactory that the original three horizontal engines had water tanks and coke 
stages added as soon as practicable. The vertical engines did not admit of being so altered. 
About this period, it was observed that the rails, the heaviest by several pounds per yard 
which had then been used, were getting seriously bent between the chains by which they were 
supported ; there was some reason to believe that at all events a portion of this efiect was 
attributable to the increased weight of the engines, which, with their tanks, weighed each 
about fourteen tons. The vertical engines were also believed to bear their part in this bending 
operation ; the peculiar action of the bell crank motion causing a portion of the pressure on 
the piston to act directly in pressing one part of the machine downwards against the rails, 
causing at the same time a vibrating or rocking motion in the whole engine, extremely 
injurious to itself, and exciting considerable doubts as to its security. As a remedy for both 
these evils, the increased weight of the horizpntal en^ne and the vibrating action of the vertical 
ones, it was determined to add a third pair of wheels, which has been done in every instance 
but two. 

Within the last year the Company have built two locomotives in their own shops, making 
the whole number ten. These have six wheels, horizontal cylinders, straight axles, outside 
bearings, and water tanks ; and there are at present three more precisely similar engines in 
progress. The original four-wheeled engines, with their boilers filled, weigh about eleven tons, 
of which about seven was on the driving axle. The two first four-wheeled tank engines, with 
their boilers and tanks full, weigh about fourteen tons, of which about nine rested on the 
driving-wheels. 

I am not able to say what is the distribution of weight since the third pair of wheels has 
been added ; certauily it has decreased the weight on large wheels, the desirable proportion of 
which is determined experimentally in the first instance by varying the length of the spring 
pins till such proportion of the weight is thrown on those .wheels as trial proves to be most 
efiScacious. As to the question of safety, in case of a broken axle, our experience does not 
enable me to give any opinion. I have already said we have never broken a driving axle ; we 
have frequently broken front axles, but such accidents have never been attended with any 
serious consequences, the engines not falling. Once only have we had a broken wheel, (not a 
driving one) ; this occurred with a six-wheeled engine, and it was the only instance in which 
from any accident to wheels or axles we have had an engine turned absolutely upside down. 
In the absence of experience on this subject, I would say my own impression is that on straight 
lines or curves of long radii (sav a mile) the six-wheeled engine is the safest, inasmuch as there 
is less weight, and of course less strain on each axle : idso in the event of a wheel or axle 
breaking there still remains at least four points of support, consequently there is comparatively 
little danger of the engine tipping over; but with curves of short radii, the increased 
distance between the front and hind-wheels unquestionably increases the tendency to get off 
the rails. 

This it is true has never occurred on this railway, from whence we may infer that with 
ciures of half a mile radius, and a distance between front and hind-wheels not exceedine 
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No. 30. 
TaffVale. 



twelve and a half feet, the tendency I refer to is to be counteracted by proper coning of the 
wheels, and an adequate amount of side play in the axles. 

3. What are the names dH the makers of such ei^es? — The three original horizontal 
engines with tenders, and the two first with tanks, were built by George Forrester and Co., of 
Liverpool ; the three vertical engines by Sharp, Roberts, and Co., of Manchester ; the two 
new six-wheeled tank engines have been built in the Company's own establishment ; and three 
others precisely similar are now in progress. 

4. What description of engines have the Directors been led by their experience to prefer, 
and for what reasons ? — Similar to the two already built, and to those in progress in their 
own workships ; namely, straight axles, five feet driving wheels, three feet six incites and three 
feet bearing-wheels, outside bearings, and furnished with water tanks and coke stage so as to 
dispense with tender. 

In consequence of the weight it is deemed advisable to use six wheels, experience having 
shown that any objection arising from curves, such as are on this line, is more than counter- 
balanced by the diminished action on the road, the maintaining of which in good order is so 
conducive to the safety of the trains. 

6. Have the Directors been led by their expeiieuce to consider any particular description of 
^Igine peculiarly dangerous, and if so, for what reason? — ^The experience of the Directors 
lead them to think there is not any difference in this respect amoagst the various engines on 
this railwi^. 

6. Are extra engines ever employed <hi the Dublin and Kingstown Railway in propelling 
trains? 

7. If so, 16 the extra engine applied in front of the train or behind ? 

8. Have the Directors been led by their experience to consider the use of an extra engine 
either in front or behind as an additicmal source of danger ? 

Answer to 6, 7, and 8.— Extra engines are never employed on this railway. 
There are not any inclines to require their aid, and if more passengers offer than can be 
taken by one engine they must wait till the next train. 

9. Are engines ever allowed to run tender foremost upon the Dublin and Kingstown Rail- 
way ? — ^A« a general rule, never, not even when returning to the engine station after the 
amval of the last train. Or a few occasions, when from various causes it has been im- 
practicable to turn the engine, those with tanks have (as far as possible) alone been used, it 
being indifferent which end of them runs foremost. 

T. F. Bergin. 

No. 30. 
TAFF VALE RAILWAY. 



Number 

of 
Engine. 


Name of Maker. 


Number 
of 

Wheels. 


Number 
ofWheels 
Coupled. 


Diameter 

of Driving 

Wheels. 


Diameter 
of Front 
Wheels. 


Diameter 
of Hind 
Wheels. 


Diameter 

of 
Gjlinder. 


Stroke. 


Weight of 

Engine with 

Steam op. 


Weight OB 

Front 
Wheela. 


2 
•2 
4 


Sharp, Roberts, k Co.« 

Ditto 

Hawthorn • • . « 


6 
6 
6 

amployed 


• • 
4 
4 


ft. in. 
5 6 
4 6 
4 6 


ft. in. 

3 6 

4 6 
4 6 


ft. in. 
3 6 
3 6 
3 6 


in. 
13 
14 
14 


in. 
18 
18 
18 


tona. cwt. 

14 16 
17 .. 

15 5 


tons. cwt. 

4 14 

5 15 
5 10 


8 T 


otal Number of Snginee 





Bstra Eng^s aro not employed in propelling Trains. 

Kngitifis aie'aUowed to run occasionally tender foremost, with empty coal waggons. 

Joseph Ball, Secretary. 



No. 3). 

Dundee and 

Arbroath. 



No. 31. 
DUNDEE AND ARBROATH RAILWAY. 



Sir, 



Dundee, October 30, 1841. 



Ik compliance with the request contained in your letter to me of the 11th current, 
I now beg leave to send you the following returns to the questions therein asked : — 

1. Six locomotive engines are employed on this line of railway. 

2. Our engines are sill six-wheeled, with outside cyUnders. Three of them have driving 
wheels of five feet diameter, leading and travelling wheels three feet six inches diameter ; and 
the other three have driving wheels of five feet six inches diameter, with leading and travel- 
ling wheels three feet six inches diameter. The gross weight of each of the three with small 
driving wheels is twelve tons when charged, and the weight on the leading wheels three tofis 
sixteen hundred weights ; the weight of those with large driving wheds is twelve tons thirteen 
hundred weights, and the weight upon the leading wheels four tons eleven hundred weights ; 
the driving axles of the whole of them are straight, and they have all inside bearings. 

3. The whole of this Company's engines were made by Messrs. Kinmond, Hutton, and 
Steel, of the Wallace foundry, Dundee, under the directions of the Company's consulting 
engineer, Mr. Millar, of Messrs. Grainger and Millar, Edinburgh. 

4. The Directors have had no experience of any other descriptioir of engines than the above, 
and they were induced by their engineer, Mr. Millar, to prefer them with outside cylinders, 
inside bearings, and straight axles, as being of the safest construction; and they have, after 
three years' experience, had no reason to regret following his advice, as no accident has ever 
occurred from the peculiarity of their construction, nor have any of them ever run off the rails. 
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5. Having no engines constructed otherwise than the above, the Directors cannot speak from 
their own experience of the danger to be apprehended from engines made upon a different 
principle. 

6. Extfaengiaes have been employed to propel trains on two or three occasions^ not oftener. 

7. Extra engines have always been applied behind the trains. 

8- The Directors from their own practical experience are not aware that the danger is 
increased from applying an extra engine either in front or behind ; but there can be no doubt 
that the danger is increased^ especially when the extra engine is placed behind the train. 

9. No engines are allowed to run tender foremost on this line. 

G. R. Porter, Esq.^ 

&e. &c. «_«i-«_— ^_—i^— 

No. 32. 

MARYPORT AND CARLISLE RAILWAY. 

Answiers to the Questions sent by the Railway Department, Board of Trade, respecting the 
Engines employed on the Railway above named. 

1. Two engines are employed on eight miles of railway, principally for carriage of coal for 
shipment at Maryport ; the remainder of the line to Carlisle, twenty miles, not being yet 
completed, but in the course of execution. 

2. No. 1 engine. Six wheels, — ^two driving wheels of five feet, and four end wheels of 
three feet six inches diameter; 12-iuch cylinders, 18-inch stroke, ten tons' weight; weight on 
front wheels four tons. 

No. 2 engine. Six wheels, four feet six^ inches each ; 14-inch cylinder, 18-inch stroke, 
twelve tons' weight ; weight on front wheels four tons fifteen hundred weights. 

The construction of the axles and bearing are the same as a great majority of engines now 
made with outside frames. They run steadily and safe. 

3. ITie names of the makers of both engines are Messrs. Tulk and Ley, Iron Works, near 
Workington. 

The engines answer the present purpose; but some of different construction will probably 
be adopted wh^i the line is opened throughout. 
The Directors have had no experience in dangerous engines on their line. 
Extra engines have not yet been employed. 
The engines do not run tender foremost, excepting occasionally in the yard. 

G. R. Porter, Esq., 
&c. &c. 
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No. 33. 

ARBROATH AND FORFAR RAILWAY. 

Return to Circular from the Railway Department, Board of Trade, dated October II, 1841. 

Arbroath and Forfar Railway Office, Arbroath, 
November 2, 1841. 

1. What number of engines adre eraployted upon the Arbroath and Forfar Railway? Fiv© 

locomotive engines. 

2. What is the construction of such engines, specifying the number of wheels and their 
diameter, the weight of the engine, the weight oa the front wheels, the construetion of the 
axles and bemngs, and any other particulars bearing upon the question of safety ? — ^These 
engines have all six wheels. Driving wheels four feet six inches and five feet ; leading and 
carrying wheels three feet six inches and three feet. The bearings are all inside of wneeb. 
The engines are from twelve to fourteen tons' weight. The weight upon the leading wheels 
is about five tons. Tlus Company's engines have all straight axles^ except one whick has a 
cranked shaft; but the Directors have not yet had sufficient experience to determine which is 
best as regards the question of safety. 

3. What are the names of the makers of such engines ? — James Stirling for the Dundee 
Foundry Company, Dundee. 

4. What description of engines have the Directors been led by their experience to prrfer, 
and for what reasons? — The Directors have had no experience, except in si^-wheel engines. 

5. Have the Directors been led by their experience to consider any particular description 
of en^ne as peculiarly dangerous, and if so for what reasons? — ^The Directors have had no 
experience bearing on this point. 

6. Are extra engines- ever emjployed upon the Arbroath and Foriar Railway in propelling 
trains? — Extra engines are employed, but they are so very rarely. 

7. If so, is the extra engine applied in front of the train or behind ? — ^The extra en<nne 
Mr ttnfays praced behiuilh the Fiviu. 

8. Have\he Directors b^en led by their experience to consider the use of an extra engine, 
either in front or behind, as an additional source of danger ? — The Directors have never had 
reason to consider an extra engine as an additional source of danger, because they never 
permit an extra engine unless with a heavy train of goods, and going up an incline of 1 in 200 
at a moderate speed. 

9. Are engines ever allowed to run tender foremost upon the Arbroath and Forfar Rail- 
way ? — ^The tenders are now invanabij pkeed behind the engmes on this railway. 

G. R Porter, Esq., John Macdonald, Secretary. 

&c. &c. 
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No. 34. 

NEWCASTLE-UPON-TYNE AND CARLISLE RAILWAY. 

Answers to the Questions sent by the Railway Departnient» Board of Trade, respecting the 

Engines employed en tne Railway. 

Newcastle-upon-Tyne, November 4, 1841. 

I. Twenty-six engines are employed. 

2 and 3. The subjoined list (A.) will give the diameter of the wheels and number. The 
engines from 1 to 3, weigh nine tons ; Nos. 8, 9, 10, and \2, weigh about ten tons, and the 
remainder, eleven and a naif to twelve. The weight on the front wheels of the six- wheeled 
engines is about two- fifths: it varies in each engine, but it has never been accurately ascer- 
tained, the engines running steadily, and the greatest weight being thrown on the driving 
wheels. All the engines, excepting two and three, have outside frames, under which the 
guides suid boxes are attached to receive the axle ends, the wheels being inside the frame- 
work. The form of the axles* ends are as simple as possible, and vary a uttle in diameter in 
different engines. The only recommendation that can be offered with respect to safety is, 
that the axles and tires of wheels should be made of the best materials, and if possible that 
some enactment should be passed holding the makers of bad articles of that description 
responsible for the dangers and daipa^es the railwav companies sustain by imperfect axles. 

4. To the engines with 14-inch cylinders, 18-inch stroke, and six wheels, four of four feet 
nme inches each, and two of three feet six inches each. The preference is given to this kind 
of engine because a considerable speed can be maintained and considerable weights carried 
when required; and it is the best adapted to the Newcastle and Carlisle line. The six wheels 
are also more safe in the event of brealcages about the engine or obstructions on the rail. 

5. The engines on the Newcastle and Carlisle Railway are all safe engines, and the 
Directors have, fortunately for themselves and the public, not had any experience in dangerous 
engines. 

6 and 7. Extra engines are sometimes, but not often, employed upon the Newcastle and 
Carlisle Railway, and almost exclusively on the heavy coal and merchandize trains, (being 
very seldom used to the passenger trains). It is generally used to propel the train up a part 
of the line steeper than the rest, and is applied to propel behind the train for the convenience 
of being disengaged when done with without delaying the train. 

8. No injury has ever been sustained on the ^fewcastle and Carl'isle Railway by the use of 
an extra engine, either in front or behind. 

9. No engine is ever allowed to run tender foremost with passengers or merchandize ; but 
the mineral trains sometimes have the tender foremost with empty waggons, bat their speed 
is never great. 

(A.) 

List of Locomotive Engines on the Newcastle and Carlisle Railway. 



No. 



1 

2 

3 

4 

5 

6 

7 

8 

9 

10 

11 

12 

13 

14 

15 

16 

17 

18 

19 

20 

21 

22 

23 

24 

25 

26 



Name of EogioiB. 



Rapid • . • 

Comet • . • 

Meteor* • • • 

Hercules • . • 
Samaon ... 

Goliah. • • . 

Atlas '• . . . 

Tyne • . . . 
J£deu .... 

Lightning . • « 

Newcastle • • . 

Carlisle « • • 

Victoria . • . 

Welliogton • • 

Nelnon. • . • 

Northnmberland • 

Cumberland . . 

Durham • • • 
Matthew Plummer 

Adelaide . • • 

Sun • • • • 

Star . . • • 

uars « , • • • 

Jupiter « • • 

Venus . • . • 

Saturn • • • • 



By whom Built. 



R. Stephenson and Company . 
R. andfW. Hawthorn . . . 
Edward Bury, Liverpool • . 
R. Stephenson and Company < 
R. and W. Hawthorn • • , 

Ditto , 

R. Stephenson and Company . 
R. and W. Hawthorn • . . 
R. Stephenson and Company. 
Hawlu, Thompion, and Ca , 
R. and W. Hawthorn . . , 
Hawks, Thompson, and Co. . 

Ditto , 

R. and W. Hawthorn . . . 

Ditto • 

Ditto , 

Ditto ......•< 

Ditto 

Thompson, Brothers • • . 

Ditto 

R. and W. Hawthorn • • . 

Ditto 

Thompson, Brothers • • . 

Ditto 

Ditto 

Ditto 



Site of 


Length of 


Nnmberof 


Cylinder. 


Stroke. 


Wheels. 


Inches. 


Inches. 




12 


16 


4 


12 


16 


4 


12 


16 


4 


14 


18 


6 


14 


18 


6 


14 


18 


6 


14 


18 


6 


14 


15 


4 


14 


15 


4 


14 


15 


4 


14 


18 


6 


14 


15 


4 


14 


18 


6 


14 


18 


6 


14 


18 


6 


14 


18 


6 


14 


18 


6 


14 


18 


6 


14 


18 


6 


14 


18 


6 


14 


18 


6. 


14 


18 


6 


14 


18 


6 


14 


18 


6 


14 


18 


6 


14 


18 


6 



Diameter of Wheels. 



Feet • 

4 

4 

4 

4'of44,2of3|. 

4of4|,2of34. 

4 



? 



4 of 5, 2 of 3i. 
4of 5,2ot 3}. 
4 of 5, 2 of 31. 
4 of 5, 2 of 34. 
4of5,2of3L 

4 

4 

4 

4of4 ft. 9 in., 2 of 31 ft. 
4of4ft.9in.,2of31ft. 

4of4a9in.,2of31ft. 
4of4ft.9in.,2of34ft. 
4i 



John Adamson, Secretary to the t^irectors. 
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No. 35, 

HULL AND SELBY RAILWAY. 

Answers to the Questions proposed by the Railway Department oF the Board of Trade, 
London, in a letter from S. Laino> Esq., to the Secretary of the Hull and Selby Railway 
Company. 

Railway Office, Hull, November 9, 1841. 

1. What number of engines are employed upon the Hull and Selby Railway?— We have 
twelve six-wheeled locomotive engines on this railway at present, and two others nearly com- 
pleted, also having six wheels, which will be coupled. 

2. What is the construction of such engines, specifying the number of wheels and their 
diameter, the weight of the engine, the weight on tne front wheels, the construction of the 
axles and bearings, and any other particulars bearing upon the question of safety? — Six of 
the engines have outside framing round the entire engines; the front and hind wheels are three 
feet and a half, and the driving wheels on the crank axle are five feet and a half in diameter ; 
the engines are made with an apparatus for lifting the hind wheels from the rails, but this is 
never used with a passenger train, and very rarely with a goods* train ; their weight is sup- 
ported by bearings outside the wheels. Each engine weighs fourteen tons and three quarters 
when in proper working order, including the fuel and water ; the front wheels carrying about 
four tons and three quarters when the six wheels bear upon the rails, but only two tons and 
three quarters when they are upon four wheels. In the event of any casualty with the front 
or hind pair of wheels and axles, there are flanges on the whole of the engine wheels, although 
it is only on the wheels of the engines just described that it is necessary to have them on the 
large wheels when the hinder pair are lifted up from the rails. The other six engines have 
also an outside frame round them; their' front and hind wheels are also three feet and a half^ 
but those on the crank axle are six feet in diameter ; their weight is also suppoiled by 
bearings outside the wheels on the front and hind axles, but upon bearings inside the wheels 
on the crank axle. These engines weigh fifteen tons and a quarter each, with fuel and water 
in proper working t>rder, the front wheels always carrying six tons and a quarter ; they have 
also outside journals on the crank shaft to preserve its parallelism in the event of any failure 
in the crank, but there is no weight upon them. 

3. What are the names of the makers of such engines? — The class of engines first referred 
to Were made by Messrs. Fe^ton, Murray, and Jackson, of Leeds ; and the latter, from the 
plans of our locomotive superintendent, by Messrs. Shepherd and Todd, of Leeds. 

4. What description of engines have the Directors been led by their experience to prefer, 
and for what reasons ? — The last class of engines are preferred ; they differ considerably in 
their arrangements from the former, and the construction is deemed to be the best for securing 
safety and efficiency ; they combine the principal advantages of the London and Birmingham 
Railway en^nes with those of the common six-wheeled engines, the former being made on the 
plan formerly called the '* Inside System,'* the weight resting on inside bearings to distinguish 
them from the class of engines having their bearings outside the wheels and called the 
''Outside System." Our new engines have only two inside stay frames and bearings to the 
crank shaft, previous experience having proved the "Inside System" more favourable to the 
durability of railway axles generally, and a greater safeguard against the accidents which 
(we are informed) have occasionally attended the failure of the crank axle, both in four and 
six- wheeled engines when upon the '' Outside System, altbough the cranks had only been a 
short time at work ; they even gave way when a portion of the weight was supported upon 
inside bearings, and when the axles were soundly made, whilst their breakage was of very 
rare occurrence where the entire weight on the crank was supported within the wheels as in 
*' Bury's Engines;" and, in consequence of which, (as far as the crank is concerned,) they can 
work with about three-quarters of an inch less diameter with greater safety. But to avoid the 
pitching and serpentine motion which always arise when the axles are only about five feet and 
a half from each other, our front and hind axles are therefore eleven feet asunder, so that the 
amount of play in wheels has less effect in deranging the parallelism of the engine with the 
railway, whilst the front and hind springs, being at double the distance, have an ample com- 
mand over the pitching motions of the engine, which are in consequence reduced to a mere 
trifle. The old " Inside System" of bearings is equally well known to cause the rocking 
motion of that class of engines, from the cross distance of all their springs beins only about 
three feet eight inches ; we, therefore, project the front and hind axles to a width of six feet 
and a half for the action of the springs : hence the proportionate breadth and length indis- 
pensable to their ease and safety are fully obtained, that property is more especially required 
when violent acnons take place through the slipping of the engine wheels. However, with 
such a foundation as we have for the stability of the engine and the wheels balanced, we con- 
sider them free from dangerous motions under any sort of slipping and at any speed of 
travelling. These engines have also an arrangement of gearing for working the steam 
expansively ; and while the diminished consumption of fuel requires less attention, there are 
fewer interruptions to a good look-out, and the consequent greater durability of the boiler 
subjects them to less risk of delay from that quarter. The tubes are made of sheet-iron, and 
not one has been burst in those engines up to the present time. 

5. Have the Directors been led by their experience to consider any particular description 
of engine as peculiarly dangerous, and if so, for what reason ? — A very little experience has 
led us to consider that there are certain constructions of engines peculiarly dangerous, if run 
beyond a limited speed. The engines we first described were prepared (as previously stated) 
to have their hind wheels lided when a deficiency of adhesion might be experienced ; but by 
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thus making them into a short four-wheeled engine, the pitching and serpentine motion are so 
very much increased that we do not consider it prudent to work them on four wheels, except 
when at a very slow speed, for we neither consider them safe or economical at our usual 
speed with passengers. With such trains we, of course, never attempt it, and but rarely with 
any others, such being the opinion entertained. Four-wheeled engines having the protection 
of outside bearings against a rocking motion, a still less favourable opinion would have been 
entertained of them if they were constructed with inside bearings. 

6. Are extra engines ever employed upon the Hull and Selby Railway in propelling 
trains ? — We have extra engines almost every day with our goods' trains, and occasionally 
with passenger trains. 

7. If so, is the extra engine applied in front of the train or behind ? — ^The extra engines are 
placed in front of the train ; but when part of the load is going through, and the remainder 
for the different stations, the train is occasionally separated, one ensrine taking the fomer, and 
another the latter part of the load ; but when all are going through we send both engines in 
front. 

8. Have the Directors by their experience been led to consider the use of an extra engine, 
either in front or behind, as an additional source of danger? — ^An extra engine in front is not 
considered to be an additional source of danger ; but it is not deemed safe to employ one to 
push a train behind, unless the speed be very moderate. We also find large trains to move 
much steadier under the heavier pull of two engines than they do when each takes a separate 
portion of the train, and it is not uncommon with moderate loads for the momentum of the 
reciprocating machinery to affect the regular pulling of the engine at every revolution of the 
driving wheels ; and, for a similar reason, the lighter pull on the last carriages generally 
makes them more uneasy than those nearer the engine. 

The engine-drivers have never misunderstood each other when two or three engines haye 
been together, whistling, or other signals being used ; and in the event of any casualty taking 
place there is a stronger force at hand, either for steam power or manual assistance. Should 
any of the enginemen be so stupid as to disregard a signal to stop, we consider they could do 
the same if alone with a separate portion of the train, and they would then be more likely to 
do mischief than when under the control of the brake and steam of an accompanying engine; 
hence, we have no apprehensions of danger from an extra engine being placed in front of a 
train, but rather the reverse. 

It is impossible always to avoid pushing when about the stations, and occasionally in short 
trips on the main line ; but from its awkwardness we never exceed a very moderate speed to 
ensure safety, and it is very rarely practised. 

9. Are engines ever allowed to run tender foremost upon the Hull and Selby Railway? — 
We occasionally run our engines tender foremost in one direction on short trips ; our tender^ 
axles, however, are four inches diameter in the middle, and four inches and a half diameter 
through the wheels. Morepver, the principle of an enlarged base is also applied to the tender, 
which secures their steady motion whether the engine or tender be foremost ; but, notwith- 
standing this, we constantly turn them at Hull and at Selby, and pull under all practicable 
circumstances. 

George Lockiko, Secretary. 
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No. 36. 
CLARENCE RAILWAY, 

Questions put by the Board of Trade. 

1. What number of engines are employed ujpon the Clarence Railway ? — ^Thirteen by the 
Company, and three by the lessee of the coach department ; besides engines belonging to the 
Stockton and Hartlepool Company, to whom we beg to refer the Board for information. 

2. What is the 'construction of such engines, specifying the number of wheels and their 
diameter, the weight of the engine ; the weight on the front wheels ; the construction of the 
axles and bearings, and any other particulars besffing upon the question of safety ? — ^The 13 
engines belonging to the Company are adapted for, and used in coal hauling, and their rate 
of travelling is limited to eight miles an hour; they all have their cylinders outside the crank, 
axles, driven by means of cranks on the wheels. Wheels overhang the bearings^ which are 
generally cast iron, embracing 12 inches each of the axle. 
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Number of Engine. 


Number 0^ 
Wheels. 


Diameter. 


Weiglitof 
Engine. 


Weight on 
front wheel. 


Position of Cy- 
linder. 


Maken' Names. 






ft. in. 


Tons. 


Tons. 






1 


6 


4 


12 


4 


Vertical. . . 


T. Uackworth and Co. 


2 


4 


4 


9 


41 


Oblique • » • 


Ditto. 


3 


4 


4 


10 


f» 


Ditto . . • 


Ditto. 


4 


6 


4 


12 


5 


Ditto . . . 


Ditto. 


5 


6 


4 


12 


4 


Vertical . . . 


Neahaw and Welsh. 


6 


6 


4 


12i 


4 


Ditto . • • 


W. Lister. 


7 


6 


4 


12i 


H 


Horizontal . . 


T. Hackworth and Co. 


8 


6 


4 


11 


4 


Vertical . . . 


Kitching and Co. 


9 


6 


4 


12 


4 


Oblique. . . 


T. Hadcworth and Co. 


10 


6 


4 


12 


4 


Ditto • • • 


Ditto. 


11 


4 


5 


9 


^ 


Horisontal • • 


Braithwaite and Co. 


13 


6 


4 


12 


4 


Oblique . . . 


T. Hackworth and Co. 



Particulars of 2 Engines belongii^g to the Lessee of the Coaching Department, and one let to him by the Company ; 

bought of Greenwich Railway Company. 



Thames (12) Com- 
pany's engine. 
Victoria. • . • 
Norton .... 



5 6 

4 6 
4 



9 
12 



Equal 
Ditto 



Horisontal. 

Vertical. • . 
Slightly oblique 



W. Lister. 
Hawthorn and Co. 
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Sir, 
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The Norton has crank axle, inside bearings, and 4 wheels coupled. 

3. What are the names of the makers of such engines? — Vide answer No. 2. 

4. What description of engines have the Directors been led by their experience to prefer, 
and for what reasons? — ^The Company has used the common coal enmne, with returned tube, 
^ad have not turned their attention to the kind of engine used in rapid travelling. * 

5. Have the Directors been led]by their experience to consider any particular description of 
engine peculiarly dangerous, and if so, for what reason ? — Answered by No. 4. 

6. Are any extra engines ever e m ployed upon the Clarence Railway in propelling trains ? 
—No. 

7. If so, is the extra engine applied in front of the train or behind ? — Vide No. 6. 

8. Have the Directors been led by their experience to consider the use of an extra engine, 
either in front or behind, as an additional source of danger? — They have i>ever incurred the 
risk, but should consider it highly dangerous, under either mode, but more so at propelling 
than drawing. 

9. Are engines ever allowed to run tender foremost upon the Clarence Railway ? — ^The 
Company's engines, all of which are employed in hauling coals, have (with two exceptions 
stated below) two tenders, one with fuel and one with water ; consequently there is always one 
in front. 

The exception is as regards 2 and 3 ; these being light engines on four wheels* have only 
one tender; therefore, as they are not turned, they go one journey with tender in front, and 
one with it in the rear. 



No. 37. 
Preiton and Wyro. 



Fleetwood, November 11, 1841. 
Your letter of the 1 1th October, containing various questions concerning the respective 
merits of four and six-wheel engines, &c., was sent to me for reply by the Directors, and I 
should have sent you the required information some time ago, had I not waited for the result 
of some trials we have been making on the subject. I will reply tx> your questions seriatim as 
they are put in your letter. 

1. We have onlv two engines employed (constantly at work) on this l^ilway-— one largesix- 
wheel engine for tne goods traffic^ and one small four-wheel engine for ballasting, light goods, 
and extra trains; our passenger train engines being hired from the North Union Railway. 

2, 3. The six-wheel engine has wheels of five feet diameter, and weighs 17 tons. The 
weight on the front wheels is six tons. It is constructed on the same principles as those of the 
North- Eastern Railway, and Manchester and Leeds. It was made by Messrs. C. Tayleure 
and Co., Vulcan Foundry, near Warrington, 

The four-wheel engine is fitted with wheels of four and a half feet diameter. The total 
weight is eight and ^ half tons, and three and a half tons on the front wheels. The axles are 
four and a quarter inches in diameter, and it has an iron frame. Makers,] Messrs. Forrester 
and Co. Vauxhall Foundry, Liverpool. 

4, 5. The six-wheel engine is thought to wear and disturb the rails and line generally much 
less than the several four-wheel which are also used upon this railway. The former is found 
to go more steadily, and to occasion less sinking and disturbance when any part of the line 
becomes a little soft from continued wet weather ; although the six-wheel engine is much 
larger; heavier, and more powerfiil (being a thirteen-inch cylinder) than the four-wheel, which 
have only cylinders of ten, eleven, or twelve inches diameter. Increased safety would be sure 
to follow from the foregoing properties of the six-wheel engines. 

I must, however, add, that this is the opinion'only of the officers and servants of this Company, 
and that the drivers of the engines which we hire from the North Union Railway Company 
are of the contrary opinion as far as the injury to the rails, shaking and disturbing soft places, 
&c. The only inconvenience, or greater danger, which we find from six-wheel engines, is 
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their tendency to get off the line in going round very sharp curves, and in some of such 
curves (in stations and sidings,) the six^wheel engines cannot go at all, tvhile our small four- 
wheel engine does so without difficulty But I have recently seen upon another railway a 
very successful mode of obviating this, where the two middle wheels are flanged, which oitf's 
are not. It is by giving a play of one or two inches to the front wheels, which is said to 
enable the engine to go round the sharpest curves without ever getting off the line. 

6, 7. 8. An extra engine has not been used more than three or four times upon this railway, 
and I think it was once or twice in front of the train, and on the other occasions behind, as the 
extra engine happened to be placed, opinions being so divided as to which was the best mode 
of using It. There can be no doubt, however, of the increased necessity for care, and of the 
greater danger in case of carelessness or of any mishap, in using an additional engine instead 
of onlyone for each train. 

9. The engine-drivers are strictly forbidden to run tender foremost, but they have some- 
times been detected in doing so, to save the trouble and delay of turning their engines before 
returning, when rather pressed for time. 

I am, &C., 

John Power, Secretary. 
S. Laing, Esq., 

&c. &c. 
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No. 38. 

BRANDLING JUNCTION RAILWAY. 
Answer to Queries by Board of Trade. 

November 19, 1841. 
1. Ten engines. 
2 and 3. The following table will give the answer to these queries in a tabular form:— 



Nos. 



Name of Eogine. 



By whom BuUt 



I i 
6* 



n 






Diameter of Wheelf . 



Diameter 

•of 

Axlef. 



Wei|;ht 

of 
Ro^ne. 



Weight OQ 



Front 
Wheels. 



Middle 
Wheels. 



Back 

Wheda. 



Toos« 

2 
2 
2 
2 



2 
3 
3 

2 
2 



6 

7 

8 

9 

10 



Wear . . 
Tyne . . 
Mountain • 
Wellington . 

Newcastle • 

Sunderland • 
Shields • • 
Nelson . • 
Brandling . 
Gateshead • 



Messrs. Hawthorn • • • 

Ditto 

Ditto 

Ditto 

Messrs. Longridge and Co. 

Ditto 

Messrs. Hawthorn • • • 

Ditto 

Messrs. Lungridge and Co. 
Ditto 



14 
14 
14 
14 

12 

124 

14 

14 

14 

14 



18 

18 
18 
18 

18 

18 
18 
18 
18 
18 



[2 front, 4 feet; 4) 
[ back, 5 feet. J 

Ditto. 
4 front, 4ifc^; 21 
> back, 34 feet, j 

Ditto. 
[2 front & 2 back,] 
' 3^ fiset; middle, > 
[ 5 feet J 

Ditto. 
6 wheels, 4 feet 

Ditto. 

Ditto. 
6 wheels, 4^ feeL 



Outside 
Journals. 
Inches. 

3f 

3f 

H 






Tons. 
IS 
15 
15 
15 

13 

13 
16 
16 
17 
17 



Tons. 
7 
7 
7 

7 



Tons. 
6 
6 
6 
6 



Being all six-wheel engines, they are considered much safer than engines with four wheel?, 
as in case of an axle breaking the remaining four wheels support the engine. Every care is 
taken to ensure good materials in the construction. 

4. What description of engines have the Directors been led by their experience to prefer, 
and for what reasons? — ^The Directors have been led to prefer engines with six wheels in pre* 
ference to those with four wheels, on account of their greater steadiness in travelling, and being 
otherwise more safe, as previously explained. 

5. Have the Directors been led by their experience to consider any particular descrtptioti of 
engine as peculiarly dangerous, and if so, for what reasons ? — The Directors can only answer 
this question comparatively ; they consider engines with six wheels more safe than engines with 
four wheels. 

6. Are extra engines ever employed upon the Brandling Junction Railway in propping 
trains ? 

7. If so, is the extra engine applied in front of the train, or behind ? 

Answer to 6 and 7. No extra engines are ever used on the Brandling Junction Railway. 
The engines being very powerful and the wheels not of large diameter, they are capable of 
taking the trains in all states of the weather, except on extraordinary occ^ons, in whion latter 
case the still more powerful engines. No. 7, 8, 9, and 10, are employed, which having small 
wheels, are capable of taking any weight of trains required. 

8. Have the Directors been led by their experience to consider the use of an extra engine, 
either in front or behind, as an additional source of danger ? — ^The Directors prefer employing 
engines of additional power in extraordinary cases to employing extra engines, consequently the 
latter mode is not resorted to. 

9. Are engines ever allowed to run tender foremost upon the Brandling Junction Railway ? 
— Upon a short branch of three miles an engine runs with the tender forward down the 
descending line of direction ; but the rate of speed is restricted to 15 miles per hour. And no 
tendency has ever been observed of the tender appearing to run off the rails. 

John Rswoastlb, Clerk to the Company. 
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No. 39. 

LONDON AND BIRMINGHAM RAILWAY. 

Replies to Circular of the Uth October, relative to Locomotive Engines, &c. 

1. What number of engines are employed upon the London and Birmingham Railway? — 
In the whole 90, viz. ; — 

42 with cylinders twelve inches in diameter. 
18 with cylinders thirteen indies in diameter. 

60 for the passenger traffic. 

30 with cylinders thirteen inches diameter for the goods traffic. 

90 
The engines are used indiflTerently for both descriptions of traffic when the exigencies of the 
^service require it. 

2. What is the construction of such engines? specifying the number of wheels and their 
diameter ; the weight of the engine ; the weight on the front wheels ; the construction of the 
axles and bearings, and any other particulars bearing upon the question of safety? — ^The 
construction of me engine is as follows ; — ^The engines are all on four wheels, the passenger 
engines have one pair, (viz. the driving wheels) five feet six inches diameter, the other pair 
/viz. front wheels) four feet diameter, and the framing and journals are inside the wheels. 

The total weight, water and fire included, of the smaller 

passenger engine, or with cylinders twelve inches diameter is 9 15 

On the driving wheels 5 18 

On the front wheels 3 17 

The total weight of the larger, or 13-inch cylinder, passenger 

engine with water and ftiel included is 11 10 

On the driving wheels 6 11 

On the front wheels 4 19 

The engines for the goods traffic have both pairs of wheels 
five feet in diameter and coupled. The total weight of these 

engines with water and fuel, is 11 13 1 

One the crank wheels 6 10 3 

On the front wheels 5 2 2 

3. What are the names of the makers of such engines ? — ^The engines have been all made 
to drawings furnished by the Company to the following manufacturers : — 

Messrs. Maudslay, Sons, and Field. 
Messrs. Peter Rothwell and Co. 
Messrs. Benjamin Hick and Co. 
The Haigh Foundry Company. 
Messrs. Mather, Dixon and C5o. 
Messrs. R. and W. Hawthorn. 
Mr. Edward Bury. 

4. What description of engines have the Directors been led by their experience to prefer ? 
and for what reason ? — ^The Directors, after maturely considering the description of engine 
which it would be most advisable to use on the London and Binningham Ra'dway, were led 
to prefer that which is known as " Bury's four-wheeled engine," and which (with the 
exception of one of six wheels) has been alone used upon the line since its opening. 

The arguments adduced by Mr. Bury in support of this preference (so far as regards the 
important question of safety) and which guided the Directors in a decision which an extended 
experience has given them the highest reason to be satisfied with, are subjoined in Mr. Bury's 
own words. 

*' There is nothing in the construction of a locomotive engine which has so great a tendency 
to secure its safety and stability, and consequent exemption from derangement and repairs, 
as the firm connexion of all the parts by a strong and well arranged framing, so that they 
shall retain their relative positions when the engine is in motion, and that it shall receive 
and bear the strain and the concussion to which every part is subject. The inside framing 
possesses a great superioritv in this respect over the outside framing, as it forms a stronger 
and more direct connexion between the cylinder, the cranked axle, and all the moving parts, 
and it bears all the strain of the engine without throwing any portion of it on the boiler, as is 
the case with the outside framing, 

'' These advantages are best described by comparing it with the ordinary outside framing 
when submitted to the principal strains which it has to resist 

'^ The most important is that caused by the whole power of the engine acting as a direct 
strain upon the crank as it passes over either centre. With the inside framing the centre 
line of the connecting rod is only ten inches distant from the centre line of the frame, and the 
total distance between the bearings is forty-three inches and a half; but where the framing is 
outside the wheeb, these dimensions are necessarily twenty inches, and seventy-two inches 
respectively, and the effect of the strain on the crank in this case would be to its effect with 
the inside framing as fourteen is to eight. For this reason, when the principal frame is placed 
outside the wheek it becomes necessary to have an additional inside framing to prevent the 
fracture of the axle, these additional inside frames not only cause an increase of friction on the 
bearings of the cranked axle, but also throw a considerable strain on the boiler, which then 
becomes the medium of connexion between the inside and outside frames, the inside frames 

2 6 
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being fixed at one end to the bottom of the sBMke box, and at the other end to the fire-box, 
while the principal frame is attached by long brackets to the body of the boiler. 

^' Another important feature is the strain to -which locomotive engines are liable from the 

tressing or striking of the flanges of the wheels against the rail when' travellii^ on a curve, 
n engines with the bearings inside the wheels, the weight of the boiler has a tendency to 



engines witti the bearings 
bend the axle down in the centre, while the pressure of the flange against the rail acts npoa 
it in a contrary direction, and thus one strain counteracts the effect of the other. If the 
bearing is outside the wheel, the weight of the boiler tends to bend the axle upwards, and a 
strain on the flange of the wheel acts in the same direction, and in addition to it. The positic»i 
of the bearing inside the wheels is of great practical advantage in case of the fracture of the 
cranked axle, as the weight on the bearings presses the flange of the wheel against the rails, 
and assists the length of the journal rn keeping it from being thrown off the rails. In the few 
instances which have occurred on the London and Birmingham Railway, when an axle has 
broken, not only have the wheels remained on the rails, but the driver has been enabled to 
proceed -With the train to theiiearest station. The use of six wheels originated in the necessity 
of supporting the large and heavy fire-box of the engine, which was not suffidently balanced 
by the smoke^box end,tio such necessity exists in the locomotives of the London and Bir- 
mingham RaSiwav, as rtie 'weight is neany equally distributed on the front and hind wheels, 
and not only would two additional-wheeh be useless, but they would be pretudicial, especially 
^ t**i6n engines are travelling trpon curves. A four-wheeled engine travelling upon a carve 
is driven by the direct application of the tnoving power towards the outside of the curve, but 
as the wbeels are rather conical, the larger diameter of the cone will ride on the outside rail 
while the smaller diameter of the opposite wheel will bear on the inside rail, and this 
difierence (as the outside, rail is longer than the inside •one) will allow both the wheels to 
revolve without slipping or grinding, 

" With an engine upon six wheels if the two leading wheels assume this position the 
others would necessarily be dragged after them, but what is of still more importance, the angle 
which the centre line of the locomotive forms wiih the tangent of the curve in which it 
is caused to move, is much greater with six wheels than with four, so that the flange presses 
more against the rail with the former than with the latter en^ne. The. pressure against the 
outside rail, arising from this cause will be in direct proportion to the distance between the 
front and hind axle of either engine, so that it will be nearly as ten to six. TIhs pressure, 
and consequent friction is further increased by the action of the middle wheel, which has a 
tendency to ride on the same curve as the front and hind wheels, but is prevented ffom doing 
so by being in a straight line between the two, and is thus forced to move laterally between 
the chord and the circumference of the curve. The four-wheeled engine is consequently 
subject to much less friction than the six-wheeled engine when travelling on curves, and hence 
it has less tendency to be thrown off the rails.** 

5. Have the Directors been led by their experience to consider any particular description 
of engine as peculiarly dangerous, and if so for what reasons? — ^The distance passed over 
by the engines of the London and Birmingham Railway up to this period, is upwards of three 
millions of miles, and the very few accidents that have occurred to engines have, with one 
single exception, arisen from collision or from getting off the line when me points which were 
then, but are no longer in use, had been left wrong. The one exception referred to occurred 
soon afler the opening of the line in 1837, and is supposed to have arisen from the train having 
been driven at too great velocity over a portion of unsound gpround. But no such aocident 
has subsequently occurred. 

6. Are extra engines ever employed upon the London and Birmingham Railway? — 
Frequently. 

7. If so, is the extra engine applied in front of the train, or b^nd? — The rule is, fbr the 
extra engine to be applied in front. 

8. Have the Directors been led by their experience to consider the use of an extra engine 
either in front or behind, as an additional source of danger? — No accident has ever resulted 

< from having two or more engines in the front of any train. It is considered that more danger 
arises from trains being out of time than from any other cause. Hence assistant engines by 
placing trains so circumstanced in their proper place relatively to succeeding trains, are 
essentially necessary for the prevention of accidents. 

9. Are engines ever allowed to run tender foremost on the London and Birmingham 
Railway ? — Unly when very peculiar circumstances make the exception to a general rule 
unavoiaable. 

By Order, 

R. Cr££D, Secretary. 
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No. 40. 
LONDON AND BRIGHTON RAILWAY. 

Sir, 10, Angel Court, Throgmortoo Stjreet, Neveniber 23, 1841. 

I HAVE the honoor to forward, as requested by the Lords of the Committee of Privy 
Coundl, the following answers to the queries contained in your favour of the 1 1th tilt, ana 
whibh the Directors hope may prove satisfactory. 

Replies *o the three -first questions are contained in the following table .— 
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iNames of tiM Maker*. 



t 



II 

2; 



Turner, Jonet , 
and Bvani • • 



•{ 



Heiszs. G. & J. Bennie. 

ICesm* Sharp* Bubwli^j 
and Co. • • • •] 

Hr. S. Buiy • • • • 

Mr. Faiibaim • • • 



In. 

1 

1 

2 

1 

13 

6 



In. 

13 

14 
12 

14 
14 

14 



Description of the Axles 

of the Drivini^, Wheels and 

Bearings. 



r Doable cranked axle> out 
\ tide bearing • • . 
(Double cranked axle, [in-l 
( side bearing . . ' • / 



rDlOttblecca&ked axlo^oot- 



ditto 



^1 



side bearing 
Ditto. ditto 



Ditto ditto. 
I Double cranked aale» in^ 
\ side bearing 
(Double cranked axle, out-) 
\ side bcooring • . • . | 



:} 



I 
I 

a, % 



It 

.5 
Coopped. 

4 
3* 



be 
c 

•c 

O 

•** 



ft. 



.2 
I 

'If 



ft. 
34 

3* 

3* 

noue 
3* 



Weight eMithe 
Front Whcaka 



T. ewt.qn«lbs< 

4 7 a a 

4 10 

5 a a 

This i» a ballas 
obtained. 

6 6 0' 

5 13. 
4 16 



Weight on 

the Diiviag 

Wheels. 



T. cwtjqrs».(lbs. 

5 18 3 

6 10 3. 

8 
t engine, the 'vr 

8 9 
8* 16 0< 

8 17 



Weight on the 
pind Wheels. 



To«al-W»ight 

of Engine with 

Coke and 

Water. 



T.cwt.qr8.lbs. 
2 17 

a 9 1 

2 1» 
iight of which 

1 5. 
none 

2 5 



T.cwt.qrs.lbf. 
13 2 3 

13 10 * 

15 18 
has not been 

14 19 

14 9 

15 18 



It watt be Men fimn the.alK>«e'taUetket tbepresoDt stock of loconotiveeaginea 
on the line ai« • . • . 

Tvro moreenginea, with Hrinch cylinders, IS-iach stroke, 5J^ fe«t didviag wheels, 
are ordered from Messrs Sharp and Co. • • 

Hiree more of san^ sixe fronif Mr. Bairbaira . • • • . ». • . «. • 

Otoe from Mcssn. G. aodJ. Ronnie of same size . • • . 



25 

2 
3 

I 

31 



This will be the stock of engines in January, 1842. 

The weight of all the engines have beea furnished by the makers, as the Company have not 
at present a weighing machine capable of weighing so great a weight. 

To queries 4 and 0. The experience which the Directors have had of the working of the 
above eneine^has been too limited to enable them to form a decided opinion of their respective 
merits. The alarm occasioned in the public mind at Brighton by the lamentable accident 
which occurred within a few days after the entire opening of the line, directed as it was by the 
verdict of the coroner's jury to the four-wheeled engines then in use, made it imperative on 
them to discontinue at once the use of the latter in deference to the feelings so excited. They 
beg distinctly to state that the resolution so adopted was solelv on this ground, and not from 
any conviction they entertaisfd of the danger df using folil^ wheeled engines, which they are 
aware have been some time in use on other railways, and the safety of which they have no 
ground for impugning. 

To'croeries^G, 7, and &. Baclra tngioes ateibequenfly used on the London and Brighton Rail- 
way. Theplaa adopted is t#plaoe Uie assistant engine ioiftoal of.thetrain, wfaiobthey c<Misider 
in genera) the safest mode when there islktle ornoaseeni; buton the ineliae* near New Cross, 
where the gradient is considerable, viz., about 1 in 100, they -ere of opinion the assistant engine 
may be used with perfect safety to propel the train, which is the mode adopted in this instance 
as being, under the circumstances, the most convenient. They regard the system of using two 
engmes for a heavytrain as safar than dividug the train into two portions. 

To query 9. The*engines are not used ten&r foremost on the London and Brighton Rail- 
way, except imder particular cireumstances. 

I have, &c. 
S. Laing, Esq. Taos. WooPy Sec r e t ary. 

&c. &C. 
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No. 40. 

London and 

Brighton. 



No. 41. 

GLASGOW, PAISLEY, AND GREENOCK RAILWAY. 

Memoranjduh in reply to the letter of the Board of Trade of the 11th October; 1841. 

Greenock, October 27, 1841. 

1. There are 12 engines employed on this railway. 

2. These engines are alt on six wheels ; the diameter of the leading and trailing wheels is 
three feet six inches, and of the driving wheels five feet. The average weight of these engmes 
is twelve tons ; the weight on the front wheels is from two to three tons. The constmctioa of 
the axles and bearings is as follows : — The diameter of the crank axle- at the bearings is three 
inches and a half by five inches, and a half in length; diameter at the centre five inches and a 
quarter; the diameters of the leading and trailing axles at the bearings three inches and a half 
by five inches and a half long ; at the centre four inches and a quarter. 

No axle has been broken or strained, nor has there been any approach to accident from the 
construction of the engines. They run with great steadiness and take shavp curves very 
eaaly. 

3. The following is a list of the engines, with the makers' names :-*- 

2G2 



No. 11. 

Glasgow, Paisley, 

and Greenock. 
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No. 41. 

Glasgow, Pkislejr, 

and Greenock. 



No, 



1 

2 

3 

4 

5 

6 

7 

8 

9 

10 

11 

12 



« Lucifer" 
" Hecate" 
" Zamiel" 
" Eagle". 
" Falcon" 
" Petrel". . 
" Curlew" , 
" Hawk" . 
" Witch" . 
" Phantom" . 
"Greenock". 
Glasgow" . 



;} 



Messrs. Peter Rothwell and Co.^ Bolton-le-Moors. 



Messrs. Sharp and Roberts, Manchester. 

Messrs. Barr and Macnab> Paisley. 
Messrs. Charles Tayleure and Co., Vulcan Foundry, 
Warrmgton. 

Messrs. Caird and Co., Greenock. 



4. Of these engines, by fiar the most efficient are the four made by Messrs. Sharp and 
Roberts. The^ have run altogether now 61,281 miles without any accident, and scarcely & 
detention, runmng the 22jf miles with some of the trains, including four stoppages, frequently 
in 55 minutes. The Directors have no experience of four-wheeled engines, but their engineer, 
who has recently travelled on most of the English lines, prefers the six-wheeled engine; and 
they have no intention, therefore, of changing their present style of engine. 

5. Answered in No. 4. 

6. Extra engines are employed occasionally in propelling trains. 

7. The extra engine is always employed in front, except when from slipping, or stormy 
weather, the assistance is found to be required after the train has started. Coupled engines are 
the rule ; the power applied behind the exception. Indeed, it has only twice been resorted to. 

8. The Directors have no reason to regard the use of an extra engine, either before or behind, 
as an additional source of danger when properly managed ; and to secure this the superinten- 
dent himself, or frequently the engineer, accompanies the extra engine. 

They consider that the caution demanded from the jSreman in rule No. 1, as to his attention 
to signals, is of great advantage. The rule No. 6 also is of service, but especially the latter 
part of rule 16. The Directors consider that, when from want of power, slipping on the rails, 
or other causes^ a train is retarded or likely to be retarded, it is far less dangerous to apply the 
extra power either before or behind, than to have the train out of time. 

9. Engines are never allowed to leave the terminal stations tender first ; but they are of 
necessity allowed to return tender first after assisting a train. 

We are, &c 

J. E. Errington, Manager. 
S. Laing, Esq. Wyndham Hardimo, l^retary. 

&c. &c. 



No. 42. 
London and 
Greenwich. 



No. 42. 
LONDON AND GREENWICH RAILWAY. 

Sir, London Terminus, November 30, 1841. 

I AM instructed by the Directors of this Company to forward to you the following' 
replies to the questions contained in your letter of the 1 1th of October last, and to express the 
willingness of the Directors at all times to communicate with the Board of Trade on any 
matter tending to the safety of the public. 



Nos. 1, 2, 3. 
















No. of 
Engine. 


Name of Maker. 


Number 

of 
Wheels. 


Diameter of Wheels. 


Total 
,Weight. 

About 


Weight 

on Front 

Wheels. 

About 


Bearings. 


Front. 


Driving. 


Trailing. 








Ft In. 


Ft. In. 


Ft. In. 


Tons. 


Tons. 




1 


ManhaUandCo.,Wa1saU 




3 9 


5 


,, 


9 


3 


Outside. 


2 


Ditto 




3 9 


4 


• . 


9 


3 


Ditto. 


3 


Ditto 




3 6 


5 


3 6 


lOi 


3 


Ditto. 


4 


Ditto 




3 9 


5 


• • 


9 


3 


Ditto. 


5 


Forreiter and Co.. • • 




4 


5 


3 


"1 
111 


4 


Ditto. 


6 


Ditto 




4 


5 


. . 


4 


Ditto. 


7 


Summers and Co.. • • 


6 


3 6 


5 


3 6 


11 


3 


Outside and inside. 


8 


Hawthorn 


6 


4 


5 6 


4 


12 


4 


Ditto. 


9 


Robert Stephenson • • 


6 


4 


6 


4 


12J 


4 


Ditto. 



4 and 5. The Du-ectors have not been led by their experience to give a universal preference 
to any description of engine, which must vary with different drcunistances ; and they find dif- 
ferent sorts adapted to a varying traffic such as they have to provide for. At first they had 
only the smaller engines, which are sufficiently powerful for the daily working of their line ; 
but they found it necessary to have the larger ones for the Sunday and holiday traffic. They 
have had both four-wheel and six-wheel engines in constant use for five several years, and 
they are happy to say that though they have conveyed nearly 200,000 trains of passen^rs 
along their railway, they have had no accident to the life or limb of any passenger; and they 
have never had any engine on their line which they consider at all dangerous. 

6, 7, and 8. Assistant-engines are not used on the London and Greenwich Railway. 
When there is a large influx of passengers additional trains are started at shorter intervals^ 
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which is the most convenient and a perfectly safe mode> as there is no chance of one train 
coming 1^ with another. 

9. Engines are> and always have been, daily used, tender foremost, on the London and 
Greenwidi Railway, and without experiencing any objection on the ground of safety ; but the 
Directors are providing the means for turning the engine and tender at the end of each 
journey, which they have already the means of doing at Greenwich; and will have at London 
so soon as their new station is built, as they find passengers do not like to be nearer the engine 
than is unavoidable. 

I have, &c. 

J. T. Akerman, Secretary. 



Sir, 



( 
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No. 42. 
London aad 
Greenwich* 



Na43. 
GREAT WESTERN RAILWAY. 

Princes StreeJ, Bank, December 9, 1841. 

I AM desired by the Board of Directors of this Company to acquaint you, in reply to 
your circular letter of the 11th October last, that they have given their best attention to the 
subject, and herewith transmit the required information for the Lords of the Committee of 
Privy Council for Trade. 

There are about eighty-six locomotive engines in use by this Company, of these all are six- 
wheeled engines, and all except five have outside frames or bearings outside the wheels. The 
crank axles have also bearings, and supporting springs inside the wheels ; the total weights 
of the engines vary from seventeen to twenty-one tons, of this about eight tons are on the 
pair of driving-wheels, and the rest nearly equally divided on the leading and trailing- wheels; 
the driving-wheels are therefore nearly under the centre of gravity of the whole, and the others 
are about equal distances, and as much as 13 '6, apart rendering the engines very steady at 
the highest speeds. 

The diameters of the driving-wheels vary from five to seven feet, and of the small wheels 
from three feet six to four feet. 
The makers of these engines are — 

Messrs. Stephens and Co., Newcastle. 
Messrs. Fenton, Murray, and Jackson, Leeds. 
Messrs. Hawthorn, Newcastle. 
Messrs. Sharp, Roberts, and Co., Manchester. 
Messrs. Jones, Turner, and Evans, Newton. 
Messrs. Nasmyth, Gaskell, and Co., Manchester. 
Messrs. Tayleure and Co., Warrino^ton. 
Messrs. Mather, Dixon, and Co., Liverpool. 
Messrs. Rothwell and Co. 
The Haigh Foundry Company, Wigan. 
Messrs. Rennie and Co.^ London. 
Messrs. Stothert and Co., Bristol. 
No other description of engines has been used upon this line than those referred to above ; 
the results of the experience gained by the working of these engines appears to be that with 
three pair of wheels nearly equally loaded the strain upon the axles is much more equal and 
constant than with two pair ; that the probability of fracture is diminished, and the conse- 
quences of such fracture much less serious, while the steadiness and stability of engines upon 
SIX wheels with the weight distributed over a considerable length and breadth of base adds 
▼ery much to the safety of the trains ; that in the event of any violent concussion or stoppage 
they are less easQy thrown off the line, and consequently less likely to cause injury to the car- 
riages ; and when followed by a six-wheeled tender, on which plan nearly all the tenders on 
the Great Western Railway are constructed, there is very little probability of any damage 
being done even to the front carriage or waggon in the worst cases of accident. 

Extra engines are occasionally used with the trains, and always in ascending the inclined 
plane at Box. 

The extra engine is applied in front, when intended to go on the whole journey or any con- 
siderable distance with the train ; otherwise it is applied before or behind, as circumstances 
may render most convenient; at the inclined plaro it is generally applied behind. As a 
general rule engines are not allowed to be run tender foremost, except on the four miles of 
branch of the Cirencester and Swindon line, and where the tenders are provided with guards 
similar to those of the engines. 

Circumstances will occur, and there are cases in which the engines cannot be turned, but 
with the long six-wheeled tenders used on this line no inconvenience has been felt. 

In conclusion, I beg to say that the Directors have not from their experience been led to 
conclude that the use of an extra engine, either before or behind, when judiciously and care- 
fuUy applied, is attended with danger. They consider it quite indispensable for the purposes 
of carrying on with regularity and punctuality any considerable railway traffic, materially 
varying, as it must, in weight and resistance, from hour to hour, and from station to station, 
affected more or less by every change of wind and weather, and subject to the chances of 
occasional unforeseen defects in the numerous parts of mechanism of an engine. 

I have, &c. 
S. Laing, Esq., Charles A. Saunders, Secretary, 

&c. &c. 



* No. 43. 
Great Western* 
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Passengers. 



No. 1. 
North Midland. 



No. 1. 
NORTH MIDLAND RAILWAY. 

Answers to Questions from the Board of Trade, January 1, 1842. 

Superintendent's Ofice, Derby, January 4, 1842. 

L. By four trains each way. 
21 The down trains start at — 

9. 15 A.M. taking^ 4^ hoars 
12. 45 P.M. „ 3i „ 
4. „ „ 4j „ 
6. „ „ 3} „ 
The up trains start at»— 

6. A.Bffv taking 4| hours 

7. 30 „ „ 3 J ,^ 
1: P.M. „ 8i „ 

The average speed is 25 nriles per mile up^ll^ and 35 nSes down-hiU, in aB eases. 

Construction of Carriages. 

1. Yes. 

2. Open. . 

3. Two feet 8 inches from the floor. 

4. None. 

5. About 40. 

6. Yes. Round the carriage> and two seats, back to back,. lengthwise in the carriage, 
leavin|r a clear road across, between doors, and all round the carriage. 

7. Luffgage waggons only go by one passenger train^ which conveys carnages of each class, 
and in this case the luggage is always put next to the engine. 

R. Frost, Esq. 
&c. &c. 



No. 2. 

Arbroath and 

Forfar. 



No. 2. 
ARBROATH AND PORPAR RAILWAY. 

Arbroatk and Forfar RaHM^ Oflice^ 
Sir, AriMwaOi^ 20di:Jaaoai7/l»^. 

Ik answer to your circular of the 1st instant^ I beg to state that on the Atbroath and 
and Forfar Railway,*— 

1. Hiird-class passengers are taken by four trains from each' terminus, and. all these 
trains carry goods, and all classes of passengers. 

2. These trains start as foUows.— From Forfar at 7' p.m., at a quarter past 10 A.Bfe, at 
half-past 1 P.M., and at a quarter past 4 p.m. ; andyrom Arbroath at iialP-past 8 a.m., 
at a quarter before 12 A.M., at 3 p.bc, and at half-past 5 p.m. The trains yl-om Forfar 
at 7 A.M. and half-past 1 p.m., and the trains /rom Arbtoath at a quarter before 
12 A.M. and half-past 5 p.m., are called goods' trains, and travel at -r sp^ of 15 miles 
an hour, llie other train* are called passenger trains^ and travel at a speed of 20 
miles an hour. Goods* trains perform their journeys in one hour and a quarter, and 
passenger trains in one hour ; the length of the Une being 15 miles. 

3. The construction of third-class carriages is as follows: — 

1. Most of them are provided with springs and spring buffers, the same as other 
.passenger carriages, and those that are not, are being altered as quickly as possible. 

2. Some of them are dosed, and some of them are open. 

3. In the open carriages the framing or pannelHng at ends and sides is three and a-half 
feet in height above the floor. 

4. There are two partitions cross-seated, three and a-half feet in height. 

5. Each carriage is constructed to carry 30 passengers. 

6. There are seats for the passengers, which are arranged for their sitting back to 
back. 

7. The third-class passenger carriages are always placed behind the luggage waggons, 
and this position is never altered. 

I may mention tnat on this line the comfort of the third-class passengers has been an object 
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of particular attention with the Directors, it being found that a veiy great proportion of those 
who travel by our trains cannot aflTord to go by any other class. Two of the third-class car- 
riages for winter or bad weather arc covered in, and the passengers are protected from ex- 
posure nearly the same as in the firsi-K^ass carriages. 

I am, &c. 
S. Laing, Esq. Jobn Macdohald,' Secretary. 

&c. &c. 
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Arimntth and 
Forfar. 



No. 3. 
STOCKTON AND DARLINGTON RAILWAY. 

An«wbr8 ttf Queiiea in reference to Thtrd-Oiaas P a8HbHg cr s > 

Darliqgteii> January 18^ 1842. 

Third-class passengers are conveyed twice a-day each way ; viz., by merchandize train and 
by Quick train. 

Merchandize train starts from Darlington at a quarter before 8 o'clock in the tnomiq;, and 
returns from Stockton at a quarter before 7 in the evening ; it travels at the vate of 16 miles 

r)r hour, and performs the journey in one hour. The quick train leaves Stockton^at half-past 
o'clock in the raoming, and returns from Darlin^on at a quarter before 4 in the afternoon ; 
it travels at the rate of 24 miles per hour, and perrorms the journey in 40 minutes. 

Third-dlass carriages arc provided with springs as other carriages ; at present none of the 
Oompany's carriages sffe 'sttpplied'with spring bomrs : but the lifter are in preparations. The 
'greater part of the coaches have spiral drawing springs. 

Open, carriages railed at the sides and ends to the haght of 4 feet; width of railing 3 
inches. 

Two partitions the same height as the framing. 
Each carriage is adapted for the conveyance of 20 passengers. 

Tliere are seats for the third-class passengers, which are arranged as in the other-carriages, 
across, the passengers riding face to face. 

The third<>ela8s carriages, as well as all other owriages, invariably follow the luggage 
waggons. 

I ami &c. 

SiUBUVL Ba«k ARD, ^Secretary. 



No. 3. 
Stockton and 
Daiiington. 



No. 4. 
CLABENCE RAILWAY. 

. Railway. Department, Board of Trade, 
Sir, Whitehall, 1st January^ 1842. 

In consequence of the recent accident on the Great Western Railway, the Lords of 
the Cbftwii t lee of Privy Councit for Trade have thought it their daty^to ascertain whether 
proper precautions are taken to ensure the safety of the poorer class of passengers upon rail- 
ways generaHy. I am therefore directed by their Lordships to request that the Directors of 
the Clarence RaHwaiy Company will furnish them with<afiBwers to the foUowinff qvestbns : — 
i. Sy how maqr aiid what ^leseription of trams in the coarse of the incurs aiethM 

dase 'passengers taken 7 

2. At what hours do such trains stait, at what* speed rdo tfaey tnael, and how long do 
they take to perform the jotmiey ? ^ 

3. ¥rhat is the constmotion of thiid-'dass oaiviages f^-^ p ec ifyiag , 

L Whether provided with springs and spring boiers t£» aame as other passenger 

carriages ? 
2. Whetner closed, partly closed, or open ? 
3« 'Height of framiiig or paon^ing at en(ls and sides? 

4. Whetheriasy portilioBs in the body of the carriage,- and if so, Iheir hei^t and ' 
position ? 

5. How many passengers each carriage is constructed lo oarry ? 

6. Whether there are seats for tbo passengers, and if so, how arranged ? 

7. Where tfattd^olass, or othor paasBOger carriages go with trains partly ceMposed of 
luggagei«Bggons,tare9Qoh carriages placed befeie or hehind Ihekiggago wm^odb, 
ai^ is 'soch position invariaMy presemd, or is it ak et e d JMMOwhog to the wo^t of 
the tnmi|.aiid other drewnstaneea? 

I ami, &c« 
To the Secretary of the Clarence S. Laino. 

Railway Company. 

No third-class carriages used. Principally a coal line. 



No. 4. 
Clarence. 
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No. 5. 
Eistem Counties. 



Sir, 



No. 5. 

EASTERN COUNTIES RAILWAY. 

High Street, Shoreditch, London, 17th January, 1842. 
Referring to your letter of Ist instant, I beg leave to annex answers to the several 



questions stated therein as desired. 
S. Laing, Esq., 



I have, &c. 

Anthony Bulkelet, Secretary. 



1. By how many and what description of trains in the course of the 24 hours are third 
class carriages taken ? — Fourteen mixed trains. 

2. At what hours do such trains start, and what speed do they travel, and how lon^ do 
they take to perform the journey? — Down, half-past 8, 11, a.m.; 2, 3, half-past 4, 5, half- 
past 6. P.M. .Up, quarter to 9, quarter to 10, quarter to 11, a.m. ; half-past 12^ half-past 3, 
naif-past 5, half-past 6, p.m. Average speed 30 miles per hour; 47 minutes to perform the 
journey of 17J miles. 

3. What is the construction of third class carriages, and specifying — 

1. Whether provided with springs and spring buffers, the same as other passenger 

carriages r — ^With springs, draw-springs, and buffer-springs, the same as other pas- 
senger carriages. 

2. Whether closed, partly closed, or open ? — ^Two descriptions ; one with open rails, the 

other with solid pannelled sides, and no top covering. 

3. Height of framing or pannelling at end and sides ? — ^Three feet all round. 

4. Whether any partitions in the body of the cefcrriagee^ and if so, their height and 

position ? — Some with one, others with two, and others with three divisions, three 
feet in height, the greater part of them transversely, and a few longitudinally. 

5. How many passengers each carriage is constructed to carry ? — Some thirty, others 
forty. 

6. Whether there are seats for the passengers, and if so, how arranged ? — Seats to all ; 

those carrying thirty have seats in the centre, with side seats ; those carrying forty 
have eight transverse seats, face to face. 

7. Where third class, or other passenger carriages go with trains partly composed of 

lugS^g^ waggons, are such carriages placed before or behind the luggage waggons, 
and is such position invariably preserved, or is it altered to the weight of the train 
and other circumstances ? — ^A spring buffer truck on carriage springs, with draw- 
springs, is invariably placed next the engine and tender, to which is attached one- 
third class passenger carriage, then follow second and first class carriages, in the rear 
of which another third class carriage, with buffer springs, &c. as above ; then follow 
the coach or carriage trucks, as occasion may require, all with springs. Buffer and 
draw spring goods are rarely taken with the passenger trains, and then only with 
trucks having all the springs as above mentioned. 



No. 6. 
Preston and Wyre; 



No. 6. 
PRESTON AND WYRE RAILWAY, HARBOUR, AND DOCK COMPANY. 

Sir, Fleetwood, 14th January, 1842. 

In reply to your letter of the 1st instant, I be^ to inform you that we have only one 
description or passenger trains, the whole of them takmg first, second, and third class passen- 
gers, and no passenger carriages being conveyed by our goods' trains. I will, however, reply 
to your questions more at length as you have put them. 

1 and 2. All the passenger trains take third class passengers, namely, three trains each 
way per day in winter, and four or five each way per day in summer. The usual rate of speed 
is 24 or 25 miles per hour, taking about an hour and five minutes to perform the whole 
journey, 20 miles, including the stoppage at three intermediate stations. 

The third class carriages are constructed as follows : — 

1. The frames, springs, spring-buffers, and every other part of them but the bodies, are 
made as well and expensively, and are indeed precisely the same, as the first and second class 
carriages. 

2. The bodies are Quite open. 

3. The ends and siaes are composed of strong panelling three feet in height. 

4. They are partially divided by a strong rail let into the ends and the bottom, to prevent 
the pushing or pressure of the passengers against each other ; but this rail does not go quite 
from end to end, having an opening in the middle of two feet six inches, to enable the passen- 
gers from either side to go out or come in at the doors, one of which is situated in the centre 
of each side of the carriage. Thus — 

Door. 




Door. 
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5. They contain 60 passengers each, but more than 40 or 50 are seldom carried in one, as 
there are always from one or two, to three, four, or more, in each train^ according to the 
probability of passengers. 

6. Tliey contain no seats, on account of the shortness of the journey, and to make a greater 
diffennice betweai them and the first and second class, for even without seats great numbers 
of persons in affluent or comfortable circumstances so in them, and at all seasons. 

7. Passenger carriages are not conveyed by the luggage or goods' trains ; but, when too 
late for the luggage trains, and the goods have to be forwarded with speed, one or two loaded 
waggons are occasionally conveyed by a passenger train, in which case they are placed some- 
times before and sometimes behind the passenger carriages, according to the place where the 
train picks them up on the line, and where they have to be left. They are, however, more 
usually placed behind, to be able to attach them to, or detach them from, the train wherever 
they may be required. A loaded waggon weighing little or no more than a full carriage, the 
concussion, in case of a stoppage in front, would not be greater to the carriage next the 
engine from one or two waggons, than from the same number of full carriages, except as far 
as respects the advantage and effect of the spring-buffers in carriages. This last circumstance 
has induced this Company to think of having some waggons fitt^ up with spring-buffers to 
use occasionally in this way with passenger trains for goods requiring great despatch, and 
which may have missed the luggage trains. The third class carriages are not placed next 
the engine, but behind the first and second class carriages. 

I am, &c. 
S. Laing, Esq., John Power, Secretary. 

&c. &c. 



Appendix. 

VIL 

Returni relating 

to Third Class 

Pasaen^rs. 

No.6, 
Preston and Wyre. 



No. 7. 
DUNDEE AND NEWTYLE RAILWAY. 



Queries regarding Third Class Passei 
Dundee and Newtyle 



T3 and Carriages on the 
ailway. 



1. By how many and what description of trains in the course of the 24 hcTurs are third class 
passengers taken? — Third class passengers are taken by all the passenger trains on this rail- 
way> which are at present three from each end daily. 

2. At what hours do such trams start, at what speed do they travel, and how long do they 
take to perform the journey 7 — ^The present hours of starting are 8 and 11 o'clock A.M., and 
^ past 3 P.M. from each end ; average speed about 15 miles an hour; perform the journey in 
from an hour to an hour and ten minutes. 

8. What is the construction of third class carriages ? specifying 

1. Whether provided with springs and spring-buflbrs the same as other passenger car- 

riages ? — ^They are provided with springs, and with buffing and drawing springs, the 
same as all the other carriages. 

2. Whether closed, partly closed, or open ?— Covered with waterproof cloth on the lop 

and at both ends above the panelling, and one of the sides in the winter time, sup- 
ported by a wooden framing. 

3. Height of framing or panelling at ends and sides ?— Thirty-four inches. 
4. Whether any partitions m the body of the carriage, and if so, their heii 
►n? — ^Two partitions, dividing the body of the carriage into three compartn 



height and posi- 
tion? — ^Two partitions, dividing the body of the carriage into three compartments; bright 
34 inches. 

5. How many passengers each carriage is constructed to carry ? — ^Each carriage is con- 
structed to carry 30 pa^^sengers. 

6. Whether there are seats for the passengers, and if so, how arranged? ^There are 

seats for all the passengers, arranged in the ordinary way across the carriages, entering 
from the sides. 

7. Where third class, or other passenger carriages, go with the trains partly composed 
of luggage waggons, are such carriages placed before or behind the luggage waggons, and is 
such position mvariably preserved, or is it altered according to the weight of the train, and 
other circumstances ? — There are no luggage trains on this railway, and no passenger car- 
riages are taken with the goods' trains ; in Uie coach trains the different classes of carriages 
are arranged quite promiscuously. 



No. 7. 

Dandeeand 

Newtyle. 



Dundee and Newtyle Railway Office, 
Sir, Dundee, 15th January, 1842. 

In compliance with a reqyest from the Right Honourable the Lords of the Committee 
of Privy Council for Trade, dated the 1st instant, I beg to hand you the above answers to the 
questions contained in their communication. 

I am, &c. 

Jas. Stephen, Accountant 
G. R. Porter, Esq. 
&c. &c. 

2H 
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Appendix. No. 8. 

m BALLOCHNEY RAILWAY. 

to Third Class 9ni, Glasgow, I2th Januarj, 1842L 

Pa sseng eis. jj^ answer to your circular of the 1st instant, addressed to the Secretary of the 

No. 8. Ballochney Railway Company, allow me to report, that no third class carriages for the- coir«' 

Ballochney. veyance of passengers are used on the Ballochney Railway, neither are passenger carriages 
conveyed by luggage trains on that railway. 

r am, &c. 
S Laing, Esq. Jas. Mitchbll, Secretary. 

&c &c. 



No. 9. No. ». 

^^^iSgOT^^"** EDINBURGH AND GLASGOW RAILWAY^ 

Sib, Edinhm-gfa, 13th Jamiary, 1842. 

^ I AM instructed by the Directors of this Railway to acknowledge receipt of your letter 
of the. 1st instant, and to furnish the following answers to your questions : — 

1. It is proposed to send third-class passengers with both passenger trains (quick) and 
luggage tKsuas (slow), but the number of trains by which they will be sent has n«t yet 
been hxed. 

2. The hours of starting the third class passenger trains have not yet been fixed. The 
quick or passenger tTdk» wiU perfiorm the jourOfey (46 miles) in two hours and a 
quarter, and the slow or luggage trains in about three hours and a half. 

3. The construction of the third class carris^s is as follows : — 

1. They are provided with bearing springs and leather braces, and with buffer 
springs, precisely the same as a first dass carriage. 

2. They are altogether open above. 

3. The height of framing at sides and ends of the seated carriages is 3 feet, and the 
stand-up carriages have an iron railing standing 13 inches above the sides ; from 
the floor to the top of the iron railing is therefore 4 feet 1 inch. 

4. Each carriage is divided into four bodies; the divisions between the bodiw are the 
same height as the sides ; on the stand-up carnages the divisions have an inm railing 
the same height as already described ; the divisions stand across the carriage. 

5. Each carriage is divided into four bodies ; the seated carriages are calculated to hold 
8 in each body, or 32 in each carriage. In a very throng train the carriages will hold 
easily 40 passengers, that is> 10 in each body; the stand-up carriages are cakidoted 
to hold 12 in each body, or, in throng trains, 15 ; that is, 48 or 60 passengers to each 
carriage. 

6. In those canriage^ intended to be nw with the quick or passenger trains there are no 
seats; and in those to be run with slow or luggage trains there are seats, and the 
seats are across the carriage. 

7. As this line is not yet opened, there are no trains, but in all probability the third 
class carriages run with luggage trains wiU be placed behind. 

I have, &c, 
S. Laing, Esq., J. Miller. • 

&c. &c. 

No. 10. No. 10, 

NoXshUdt NEWCASTLE AND NORTH SHIELDS RAILWAY. 

Sir, Newcastle, 12th January, 1842. 

Your letter of the 1st January has now been laid before the Board of Diredors of t^ 
Railway, and I beg herewith to hand you the following reply to the questions therein 
contained : — 

1. There are no third class passengers upon this railway; the first and second class are 
carried in the same train and aU the Company's earriages have proper draw and 
buffer-springs of the same construction as the first class carriages on the London and 
Birmingham and Grand Junction Railways, excepting two, wm^, when used, are pnt 
in separate trains and placed between carriages having spring-buffers; these have 
proper draw springs, with buffers stufied with hair. 

2. NU. 

3. This line is used almost exclusively for the conveyance of passengers ; one waggon 
strongly built is placed between the passengers and the engine in every train, and into 
this are placed the goods usually conveyed ; if more goods are to be sent than this 
can contain, a second luggage waggon is placed behind the passenger carriages : this 
arrangement is invariably preserved. 

By the foregoing answers I trust your inquiries are sufficiently explained, but should further 
detad be required I shall be glad to give it. 

I remain, &a, 
S. Lamg, Esq., W. Swah, Clerk 

&c. &c. 
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No. 11. 
ULSTER RAILWAY. 



Belfast, 10th January, 1842. 
contained in your ^isoular of the 



Sir, 

I HAVE the honour to annex flrefdies to queatii 
Ist instant. 

1. Third class passengers are taSken by all the trains at present rumiing on this line' 

2. The hours of 0tar&i| from Belfast are— 7. 30; 10. 30; 1. 30; 5. Moat t^ Lisbum 
only 8t 9 and 3 o'dock. On Sund^, € A. if . ; and 4 p. m. 

Prom Lurgan— 9; 12; 3 ; 6. 30. . On Sunday, 9. 30 a. m. ; and 6. p. m. The <Ub- 
iance is ^ miles, and one hour is taken to perform the journey. The speedy exclusive 
of stoppages, is about 30 miles per hour. 

The construction of third class carriages is, — 

1. Under frambg frith bearing springs, &c., the same as first and second class; they 
have at present no buffer springs, but they are in hand, and will apeedily he 
applied. 

2. The thbd class carriages are closed at the sides with panelling, and qpen at the 
top. 

3. The height 6( the pai^lliog is about 4 feet. 

4. There are no partitions. 

5. About 40 persons can be safely conveyed in these carriages. 

6. There are no seats. 

7. There are seldom more than two luggage waggons with the train, and these only 
lightly loaded with passengers' luggage, &c. ; mey are placed one before and one 
behind the train, as the engine and tender only are turned at each end. When any 
quantity -of goods are «€<nweyMl, a special tram is provided for these alone. 

I have, &c., 
S. Laing, Esq., J. G. Smith, Secretary. 

&c. &c. 



VU. 

Returns relating 

to Thiid 01a« 

Passengen. 

No. 11. 
Ulster. 



No. 12. 

LIVERPOOL AND MANCHESTER RAILWAY. 

Sir, Liverpool, 11th January, 1842. 

I BEG to acknowledge the favour of your communication of the 1st instant, with 
sundry queries, respecting third class carriages and passengers. 

In reply, 1 am instructed to inform you that the Liverpool and Manchester Company do 
not run third class carriages. Their second class coaches are composed of three compart- 
ments, the seats bein^ arranged as in first class carriages. They are roofed, and boarded up 
close at each end ; and at the sides they are dosed as high as the elbows ; and they have 
buffer and draw springs, the same as first class carriages. 

It is not the practice of this Compai^ to run any passenger carriages with the goods' trains, 
the passenger trains and the luggage trains being kept quite distinct. 

I am,.6cc., 
S. Laing, Esq., H. Booth. 

&c. &c. 



No. 12. 

Liverpool and 

Manchester. 



No. 13. 

DURHAM JUNCTION RAILWAY. 

ISr, South Shields, lltb January, 1842. 

In reply to your communication dated 1st January, 1 am instructed to inform you 
that on the Durham Junction Railway there are no third class passengers; neither are any 
passenger carriages taken with luggage trains. 

1 remain, &c., 
S. Laing, Esq., T. E. Harrison. 

&o. &c. 



No. 13. 
Durham Junction. 



No. 14. 
SHEFFIELD AND ROTHERHAM RAILWAY. 

Sir, Sheffield, 1 lib January, 1842. 

In reply to your question respecting the trains and traffic on the Sheffield and 
Rotherham Railway, 1 beg to remark as fdllows : — 

1. Third class passengers daily go by every train, and nearly all are mixed trains between 
Sheffield and RotherhanL 

2. The trains start at every integral hour |from Rotherham, and at the half-past the hour 
from Sheffield, beginning at Sheffield at half-past 8 in the morning, and perform the distance 

2 H 2 
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No. 14. 
Sheffield and 
Rotherham. 



No. 15. 
BirminghMiD and 
Derby Junction. 



in 12, 15, to 20 minutes, depending whether they stop at one, or both intermediate stations, 
or don't stop at all. 

Rate of running, from 20 to 30 miles per hour. 

3. The third cmss carriages are all covered carriages, excepting two. 

1. Have all bearing springs, and a few have spnng-^uffers. 

2. Open at the sides, and two of them open at one end. 

3. Height of framing, some 2 feet 8 inches, others 3 feet. 

4. Two carriages are partitioned lengthway up the middle, and hold 36 to 40 paa oe nj^ers 
each or upwards, and the passengers get in at one end, having four seats longways, the sides 
being whole up to 2 feet 8 inches; the other third class carriages are partioned transversely, 
havin|; three compartments, and hold generally from 30 to 36, or sometimes 40 passengers, 
partitions in height as before. 

6. All have seats. 

All our trains are mixed trains, frequently having luggage waggons attached both before and 
behind, but generally before the passenger. 

I think the above will answer all your questions, and should have ereat pleasure in furnishing 
any further explanation. I am so partial to spring-bufTers that 1 would have them to every 
carriage, and have put them to a sheep carriage, which our Directors wished me to make. 

I am, &c. 

5. Laing, Esq. Thomas Pearson, Secretary. 
&c. &c. 



No. 15. 

BIRMINGHAM AND DERBY JUNCTION RAILWAY. 

Answers to Questions of the Board of Trade, respecting the Conveyance of Third Class 

Passengers, dated 1st January, 1842. 

Sir, Birmingham, 12th January, 1842. 

I am instructed to acknowledge the receipt of your letter of the 1st instant, requiring, 
for the information of the Board of Trade, answers to certain inquiries respecting the con- 
struction and use of the third class carriages on this line of Railway, and I am directed to 
transmit to you the inclosed Report from the Manager of the Company in reference thereta 

I am, &C. 

Thomas Kbll, Secretary. 



Q. 

1. By two trains from Birmingham to Derby every day, by three from Derby to 
Birmingham every day except Sunday, and by two on Sunday. In all cases by ordinary 
passenger trains carrying first and second class passengers. 

2. From Birmingham at b. 45 a.m., and 6. 30 p.m. everv week day, and on Sunday at 
6. 45 A.M. and 5. 30 p.m. F.rom Derby at 8. 25 a.m., 2. 15 p.m., and 4. 30 p.m. every 
week day, and at 8. a.m. and 5. 30 p.m. on Sunday. The average speed of these 
trains is about 28 miles per hour, exclusive of stoppages, and the average time of 
performing the journey is about two hours. 

3. The carriages are provided with springs and spring-buffers similar to those of the 
first and second class carriages. They are entirely open. The height of the framing 
or panelling at the ends and sides is 3 feet 6 inches. There are no partitions in the 
body of the carriage. Each carriage is constructed to carry about 35 persons sitting. 

A seat runs round the sides of the carriage, and others are placed lengthways in the middle 
of the carriage. Luggage waggons are occasionally sent by all the passenger trains. When 
more than two waggons are sent, they are placed in front of the pas^nger carriages ; when 
not more than two are sent they are placed either before or behind according to circumstances. 

S. Laing, Esq. John C. Birkinshaw. 

&c. &c. 



No. 16. 

Birminghnm and 

Gloucester. 



No. 16. 

BIRMINGHAM AND GLOUCESTER RAILWAY. 

Replies to Circular of Board of Trade of 1st January, 1842, in reference to Third 

Class Passengers. 

Birmingham, I3th January, 1842. 

1. By two goods' trains and two of the regular passenger trains each way ; being by one- 
half of the whole number of trains per day. 

Note. — The goods' trains stop not only at the regular passenger stations, but at the 
several Police Stations ; and a compound carriage for conveyance of first and second 
class passengers is, as well as the third class carriage, attached thereto for the 
accommodation of residents akmg the line. 

2. Passenger Trains : — 

Birmingham to Gloucester, 8f a.m. ; 6i p.m. Gloucester to Birmingham, 11} a.m. ; 5 p.m., 
performing the journey in three hours, including stoppages ; travelUng speed 20 miles per hour. 
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Goods' Trains: — Appendix. 

Birmingham to Gloucester, 10 a.m. ; 3} p.m. Gloucester to Birmingham, 9^ a.m. ; 3 p.m., rrr 

performing the journey in 4 J hours, including stoppages ; rate of speed 16 miles per hour. Returns relating 

1. Provided with bearing springs, but not with spring -buffers. (Hair stuffed ends.) to Third Clau' 

2. High sides and ends, no covering. Passengers. 

3. Ends and centre compartment (see next reply), 6 feet 6 inches high, sides 4 feet - — 
hiffb (from floor.) Birmin£hlm and 

4. Au the third class carriages are divided into three compartments, of which the centre Gloucester, 
is appropriated to passengers' luggage, with passenger trains ; to small parcels of goods, 

with goods' trains. 

5. About a dozen in each compartment, 24 per carriage. 

6. There are no seats. 

7. They invariably go behind the through goods, (or goods to Cheltenham, Gloucester, 
or Birmingham.) All other goods (which are comparatively trifling) are placed 
behind the passenger carriages. 

Georob King. 



No. 17. No. 17. 

BRANDLING JUNCTION RAILWAY. BrtadhngJunclkm, 

Circular from Railway Department, Board of Trade, dated 1st January, 1842, relative to 
the Conveyance of Third Class Passengers, and other Matters mentioned therein. 

Gateshead, 10th January, 1842. 

1. By how many, and what description of trains in the course of the twenty- four hours are 
third class passengers taken ? 

2. At what hour do such trains start, at what speed do they travel^ and how bng do they 
take to perform the journey ? 

3. What is the construction of third class carriages, specifying, — 

1. Whether provided with springs and spring43uffers, the same as other passenger 
carriages ? 

2. Whether closed, partly closed, or open ? 

3. Height of framing and panelling at ends and sides ? 

4. Whether any partitions in tlie body of the carriage, and if so, their height and position ? 

5. How many passengers each carriage is constructed to carry ? 

6. Whether mere are seats for the passengers, and if so how arranged ? 

Answers to 1, ^, 3, 4, 5, and 6. 
No third class passengers carried upon the Brandling Junction Railway. AU the passnger 
carriages, both first and second class, are of the same construction as to springs, having both 
buffer and drag^springs. 

7. Where third class or other passenger carriages go with trains partly composed of lug- 
gage waggons, are such carriages placed beibre or behind the lug|;age waggons, and is such 
position mvariably preserved, or is it altered according to the weight of the train and other 
circumstances ?— The general rule of the railway is, when goods are conveyed with passenger 
trains the goods' trucks are placed next to the engine and tender. On a portion of the line, 
one goods' truck is sent three times a day (there being eight passenger trains per day), and 
i^ placed in the middle of the train, viz. — between the train of carriages going to Sunderland 
and the train of carriages goine^ to Shields, both being taken by the same engine to the 
point where the said truck ana the latter train is disunited from the former; and on another 
part of the line one goods* truck is occasionally taken and placed at the end of the train 
to Shields ; but, as stated above, when more than one goods' truck is taken, they are placed 
next the tender. 

John Re^wcastle, Clerk to the Company. 



No. 18. No. 18. 

ST. HELEN'S AND RUNCORN-GAP RAILWAY. Ru?JJ£gS? 

Sir, St. Helen's, 11th January, 1842. 

I HAVE the honour to acknowledge the receipt of your circular of the 1st instant, and 
reply to the first six questions this company do not carry any third class passengers ; and, 
in answer to the seventh question, when goods are conveyed jointly with passengers, instruc- 
tions are issued that the passengers' carriage is invariably placed behind the goods. 

I am, &c. 
S. Laing, Esq., F. W. Jamks, Jun. 

&c. &c 
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No. 19. 
Midhmd Ooonities. 



No. 19. 
MIDLAND COUNTIES RAILWAY. 

Replies to a Letter received from the Board of Trade, 1st January, 1842. 

Leicester, 10th January, 1842. 

1. By how many and what description of trains in the course of the twenty-four hours are 
third class passengers taken ? — No. 2 up, and No. 3 down ; two each wi^ between Nottingham 
and Derby. 

2. At what hours do such trains start, at what speed do they travel, and how Ictig do they 
take to perform the journey ? — See annexed Time Bill. 

3. What is the construction of third class carriages, specifying — 

1. Wheflier provided with springs and spmig-buflfers, tne same as t>tber passenger 
carriages? — Yes. 

2. Whether closed, partly closed^ or open ? — Open. 

3. Height of framing or panelling at ends and sides? — Three feet nine inches. 

4. Whether any partitions in the body of the carriage, and if so their height and position?—- 
Divided by rails thus, 3 feet 8 inches high. 



5. How many passengers each carriage is constructed to isarry ? — About 60. 

6. Whether \h&re are seats for the passengers, and if so, how arranged? — No seats to 
, those runningonly between places on the Midland G)unties Railway; those connected with the 

London and Birmingham and North Midland have seats. 



1 



I 



J L 
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7. Where third class or other passenger carriages go with trains p&r% coniptBed of 
lugCB^ waggons, are such carriages placed before or behind the luggaee waggons, and is 
such position invariably preserved, or is it altered according to the weight sXtme Mmn, and 
other circumstances?— No .passengers are conveyed with the linage trains; but between 
Leicester and Nottingham, and Derby, luggage waggons are occasionally attached to pas- 
senger trains, but are invariably placed next the engine. 

J. T. Bell, Secretary. 



No. 20. 

Sheffield, Ashton- 

UDder-Lyne, and 

Manctoter. 



No. 20. 
SHEFFIELD, ASHTON-UNDER-LYNE, AND MANCHESTER RAILWAY. 

Sir, 15, Piccadilly, Manchester, 10th January, 1842. 

Agree ABLE to die request oontahied in your conmiunication of the 1st instant, I beg to 
hand you, for iibe information of the Lords of the Committee of Pcpry •Council for Trade, the 
ftflkrwinff answers to die queries therein asked : — 

1. Third class passengers are conveyed by all the trains, there being seven trains each waj 
in die 24 hours, and each train ^consists of first, second, and third class carriagies. 
^ 2. For times of starting see the inclosed Time Bill ; the speed, without stoppages, is 25 
miles per' hour; the time taken to perform the journey of eight miles, with four 
stoppages, is 33 minutes. 

3. As regards the construction of third class carriage^ — 

1 . They are provided with spring buffing and drawing apparatus, similar to the first and 
second class carriages. The bearing springs are not nung in leather braces, but the 
carriage rests directly upon them. 

2. They are quite open. 

3. The framing is 3 feet 3 inches high from the floor, with an iron railing of 8 inches, 
making the total height of the sides and ends 3 feet 11 inches. 

4. No partitions except two stays at the sides, 2 feet wide, same height as the sides. 

5. Each third class carriage is constructed to carry 40 passengers. 

6. They are not provided with seats. 

7. They are not attached to luggage trains. 
' Hoping these remarks will be satirfactory, 

I am, &c. 
S. Laing, Esq., J. Platford, Secretary. 

&c. &c. 
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No. 2L 

LONDON AND BIRMINGHAM RAILWAY. 

Answbbs to the Queries of the Board of Trade, addressed to the London and Birmingham 

Railway Company, 1st January, 1842. 
> OflSce, Euston Station, lOth January^ 1842. 

1. Third dass passengers are conveyed by a down passenger train daily, Sundays excepted, 
and by a corresponding train up. 

2. The down train leaves the Euston Station at 7 a.m., and arrives at Roade at 10. 40, 
remains there till 12. 30 p.bc., to allow time for the day mail and other fast trains to pass, and 
for the passengers to refresh themselves, and arrives at the Birmingham Station at 3. 15 p.m. 

The correspondinff up train leaves the Birmingham Station at 2. 15 p.m., arrives at Roade 
at 5. 30, and remains there till 6. 50 p.m. for the same purposes as the down train> and 
arrives at the Euston Station at 10 p.m. The average rate of speed of both trains while 
travelling is about 22 miles per hour. The Company have erected at Roade, for the exclusive 
use and comfort of the third class passengers, a spacious stone building where they may remain 
under shelter and obtain suitable refreshments. 

3* It is intended thai the carriages for the use of third class passengers shall all be assimi- 
lated ia construction to those in which the second class passengers are now conveyed, and shall 
also be fitted with spring-buffers. The carriages hitherto used, have 

1. Leather buffers stuflfed with hair. 

2. Are open. 

3. Have a framing on the sides 2 feet 8 inches from the floor, and at the ends and cona- 
partment divisions 2 feet 1 1 inches. 

4. Have three compartments made in panels of the same height as the enda, with double 
seats arranged as in the carriages for second class passengers. 

5. Each carriage contains 24 passengers. 

6. Each seat is arranged for 4 passengers. 

7. The trains are upon occasion used to convey horses and cattle, but for the most part 
only third class passengers, return empty carriages, and a break waggon (containmg passengers'- 
luggage) for the Guard. 

The carriages with passengers are placed behind any others which may be going through 
to the termini ; such of these carriages, however, as are to be left at intermetfiate stations are 
ranged from the rear of the train in the order in which it is required that they should be 
detached* 

The guard's break waggon is placed immediately behind the passenger carriages, except 
when particular circumstances require a partial change, but in no case is the regulation for 
placing the passenger carriages behind all other carriages or trucks going through ever de- 
parted from. 

R. Creed, Secretary. 
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No. 22. 
GRAND JUNCTION RAILWAY. 

Sir, Liverpool, 7th January, 1842. 

I HAVE the honour to acknowledge the receipt of your favour under date the 1st 
January, requesting answers to certain queries relative to the transmission of the poorer 
classes by railway, and I hare herewith sent them accordingly. 

1. By how many and what description of trains in the course of the 24 hours are third 
class passengers taken ? — ^Tliird class passengers are only carried by one train in the day, and 
this is a mixed one of first, second, and third class carriages. 

2. At what hours do such trains start, at what speed do they travel, and how long dd they 
take to perform the journey ? — ^This train starts from both termini at 6 a.m., and keeps second 
class time, or 17 miles an hour, performing the journey in 5j^ hours. 

3. What is the construction of third class carriages? specifying, 1st, Whether provided 
with springs and spring-bufiers, the same as other passenger carnages? 2nd, Whether closed^ 
partly closed,' or open ? .3rd, Height of framing or panelling at ends and sides? — ^The third 
class carriages are provided with the same springs and buffers as the better description ; they 
are seated, but open at the sides, and without covers. The height of framing is 33 in<jles at 
the ends, and 30| at the sides. 

4. Whether any partitions in the body of the carriage, and if so, their height and position ? 
— ^There are two partitions llj inches from the seat up flush with the framings or 
panelling. 

5. How many' passengers each carriage is constructed to carry? — 24. 

6. Whether there are seats for the passengers, and if so. how arranged ^ — ^Tbere are eight 
seats in each division of the carriage, which has three compartments ; two rows in each com- 
partment, facing each other. 

7. When third class, or other passenger carriages go with trains partly composed of luggage 
waggons, are such carriages placed before or behind the luggage waggons, and is such position 
invariably preserved, or is it altered according to the weight of the train and other circum- 
stances ? — We do not permit passengers to travel with luggage trains at all. ^ 

f have, &c. 
S. Laing^ Esq., Mark Huish, Secretary. 

8cc. &c. 



No. 22. 
Grand Junction. 
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No. 23. 

NORTH UNION RAILWAY. 
Sir, Preston, 8th January, 1842. * 

In reply to the circular of the Ist instant, relating to conveyance of the poorer class 
of passengers upon railways, &c., I am directed to inform you that this Company do not use 
third class carriages. The second class carriages, in which the class of passengers alluded to 
travel on this line, are invariably accompanied oy first class carriages, and it has always been 
the uniform rule of this Company not to mix carriages or waggons carrying goods with those 
conveying passengers. 

I am, &c. 
S, Laing, Esq., J. Chapman, Secretary. 

&c. &c. 



No. 24. 

London and South 

Western. 



No. 24. 
LONDON AND SOUTH WESTERN RAILWAY. 



Sir, 



Nine Elms Station, 8th January 1842. 

I AM directed to acknowledge the receipt of your communication of the 1st instant, 
requesting to be furnished, for the information of the Lords of the Committee of Privy 
Council for Trade, with particulars relative to the mode of transit of third class passengers 
upon this line of Railway. 

With reference to your several inquiries, I have the honour to acquaint you, 

1. That third class passengers are conveyed by the goods' day-trains, of which there are 
two, one being despatched from Nine Elms at noon, another from Southampton at 
9. 15 o'clock. 

2. The third class carriages are constructed with open frame and body of similar size and 
dimensions as second class carriages, with the like wheels, springs, and axles. 

1. Springs and bu£fer-springs of the same deteription as other passenger carriages. 

2. Open. 

Height of framing or panelling at ends and sides 2 feet 1 1 inches. 
With partitions which are framed. 
Capable of accommodating 24 passengers. 
The seats are transverse, as in the second-class carriages. 
The passengers' carriages are placed next to the goods* waggons destined for the 

distant terminus, the goods for the intervening stations being attached behind, and 
consequently, by this arrangement, which is not altered during the jouri^ey, the posi- 
tion of the third class passengers is central or nearly so. 
The question of the conveyance of third class passengers is under the consideration of the 
Directors, and they will have the honour of again communicating with the Lords of the Com- 
mittee of Privy Council for Trade thereon. 

I have, &c. 
S. Laing, Esq. Alfred Morgan, Secretary. 

&c. &c. 



3. 
4. 
5. 
6. 
7. 



No. 25. 

Manchester and 

Birmingham. 



No. 25. 

MANCHESTER AND BIRMINGHAM RAILWAY. 

. -Answers to Questions put by tlie Board of Trade in their Letter dated Whitehall, 

1st January, 1842. 

1. By hew many, and what description of trains, in the course of the 24 hours, are third 
class passengers taken ? — Twelve trains each way between Manchester and Stockport, and all 
carrying first, second, and third class passengers. 

2. At what hours do such trains start, at what speed do they travel, and how lon^ do they 
take to perform the journey ? — From Stockport at b, 9, 10, 11, and 12 a.m., and 1, 3, 4, 5, 6, 
7, and 8^ p.m.; from Manchester at 8^, 9^, 10^ 11^, and 12j^ a.m., and \^, Z\, 4^, % 6}, 
7j^, and 9 p.m. Time allowed for journey, 15 minutes ; speed 25 miles an hour. 

3. Are the third class carriages provided with springs and spring^buffers, the same as other 
passenger carriages ? — ^I'he third class carriaeres are provided with springs and buffers of the 
same description as the other passenger carnages. 

4. Whether closed, partly closed, or open ?— -Open. 

5. Height of framing or panelling at ends and sides ? — Height of panelling all round 
three feet three inches, with iron rails and supports one foot above that. 

6. Whether any partitions in the body of the carriage, and if so, their height and position ? 
—-Four partitions, three feet three inches in height, and placed as per annexed sketch :— 
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7. How many passengers each carriage is constructed to carry ? — Sixty. 

8. Whether there are seats for the passengers, and if so, how arranged ? — No seats. 

9. Where third class or other passenger carriages go with trains partly composed of lug- 
gage waggons^ are such carriages before or behind the luggage wageons ; and is such ppsition 
uivariably preserved, or is it sutered, according to the weight of the train and other circum- 
stances ? — ^No luggage trains. 

E. J. Clbathbr, General Superintendent. 



No. 26. 
NEWCASTLE-UPON-TYNE AND CARLISLE RAILWAY. 



Sir, 
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Newcastle-upon- 
Tyne and Carlisle. 



Newcasde-upon-Tyne^ 8th January, 1842. 

I AM desired to acknowledge the receipt of your letter dated the 1st instant, with 
reference to the conveyance of the poorer classes of passengers upon railways, and to inform 
you that there not being any third class trains by which passengers are carried upon this line. 
It only appears necessary to give a reply to the last query. 

The passenger carriages, when it is a mixed tram, are now invariably placed behind all 
heavy trucks or waggons, an experience of six years having taught the Directors to consider 
this to be infinitely Uie safest arrangement. 

I have, &c. 
S. Laing, Esq. John Adamson, Secretary. 

&c. &c. 



No. 27. 
DURHAM AND SUNDERLAND RAILWAY. . 

Sir, Durham, 8th January, 1842. 

I AM requested by the Directors of the Durham and Sunderlai^d Railway Company 
to acknowledge the receipt of your letter of the 1st instant, and to inform the Lords of the 
Conmiiittee of Privy Council for Trade that there are no third class passenger carriages run 
upon the Durham and Sunderland Railway ; and that in all cases where passenger carriages 
go with trains partly composed of luggage waggons, such carriages are placed behind the 
luggdg^ waggons ; and, further, that such position is invariably preserved. 

I am, &c. 
S, Laing, Esq. John Tiplady. 

&c. &c. 



No. 27. 
Durham and 
Sunderland. 



No. 28. 

LONDON AND CROYDON RAILWAY. 

London and Croydon Railway Company, 
Sir, 205. Tooley Street, 7th January, 1842. " 

Your letter of the 1st instant, which I had the honour to receive on the 4th. has been 
perused by the Board of Directors of this Company, and I am requested by them to com- 
municate to you the following particulars in conformity therewith : — 

1. The third class passengers on this railway are conveyed by all the regular passenger 
trains, and by them only. 

2. The trains start at the hours specified in the inclosed bill. The average speed is about 
20 miles per hour, including stoppages, the journey of 10^ miles occupying a litde more than 
30 minutes. 

3.— 

1. The third class carriages are provided with efficient bearing and buffing springs. 
' 2. Two of the carriages are open, the other two are covered at the top, and closed at the 
ends ; they are used alternately. 
3. The height of the panelled sides is 3 feet 8^ inches, and the ends of the open carriages 
the same. 

4. There are no solid partitions in the carriages; there is one bar running along the 
middle of the carriage endwise, and a similar one crossing it athwart the carriage at the 
height of the top of the panelled sides, to brace the panelling. 

5. They are calculated to carry 50 people. 

6. Tliere are no seats. 

7. The third class carriage is commonly in the middle of the passenger train. 

I am, &c. 
S. Laing, Esq., R. S. Young, Secretary. 

&c. &c. 



No. 28. 

London and 

Croydon. 
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No. 29. 

GREAT NORTH OF ENGLAND RAILWAY. 

Sir, DarlingtcHi, 6th January, 1842. 

In reply to your letter of the Ist instant, on tlie subject of third daas passengers and 
carriages, I beg to acquaint you as follow^ : — 

1. Third class passengers are conveyed by eight trains in the 24 hours ; that is, by every 
passenger train except the mail trains, and by no others. 

2. Trains conveying third class passengers— 



Leave DarlingtoD. 


Perfonn the 
Journey. 


Speed per Hour, 
including Stoppage 




Ho\m, 


Miles. 


6 15 a.m. 

9 15 A.K. 

12 15 p.m. 
6 30 p.m. 


2 
2i 
2i 
2i 


22i 
20 
20 
20 


Leave Tork. 






9 30 A.M. 

11 30 a.m. 
3 30 p.m. 
5 P.M. 


21 
2i 
2i 
2 


20 

20 
20 
22i 



The construction of third class carriages is as follows : — 

1. They are provided with springs and spring-buflFers the same as other passenger carriages. 

2. They have pannelled sides, and no roof. 

3. The height of the ends and sides above the flooring is 3 feet. 

4. There afre no partitions in the body of the carriage. 

5. The carriage is constructed to carry 30 passengers. 

6. There are seats placed lengthwise, — one along each side, and a double one, with a back 
to it, down the middle. 

7. The third class carriage is always placed in the rear of the other passenger carriages. 
Passenger carriages have never been sent with the merchandize trains. Merchandize waggons 
are taken occasionally by all the passenger trains ; tliey are placed either next to the engine, or 
behind the passeng^er carriages, but there is no invariable rule. 

The G>mpany have one third class carriage of a different construction. It carries 24 
persons; the seats are placed across, as in tne second class carriages; there are no spring- 
buffers, the traction rod in the centre being intended to act as a buflSng rod. 

1 am, &c., 
G. R. Porter, Esq., W. O'Brien, Secretary. 

&c. &c. 



No. 30. 
Chester and 
Birkenhead. 



Sir, 



No. 30. 

CHESTER AND BIRKENHEAD RAILWAY. 

Chester and Birkenhead Railway Company, 

Birkenhead, 6th jfanuary, 1842. 
In reply to your circular of the 1st instant, I beg to inform you that the Chester and 
Birkenhead Railway Company have for some months past been runningybt/r classes of car- 
riages, viz. — 

1. The first class similar to the Liverpool and Manchester Railway, Grand Junction, &&, 
8cc. ; the second class closed in and covered, similar to the Grand Junction Carriages ; the 
third class with seats, but no cover ; the fourth class* or '* stand-up," which are merely railed 
waggons without seats. These four classes are sent by all the trains, except the two mail 
trains, at present six times per day in each direction. 

2. The times of starting these mixed trains are as follows : — From Chester, 8.30 a.m., 
10.30 A.M., 12.30 P.M., 3.30 p.m., 6 p.m., and 7.30 p.m.; from Birkenhead, 8.20 a.m., 
10.20 A.M., 12.20 p.m., 2.20 p.m., 4 p.m., and 6.20 p.m. Rate of travelling 25 to 30 miles 
an hour when running, or exclusive of stoppages at the intermediate stations, of which there 
are four, or about 20 miles per hour including all stoppages. 

3. The construction of the third class carriages : — 

1. They are provided with springs and spring-buflfers, the same as the first and second 
class, but the fourth class, or " stand-ups," have no spring-buffers. 

2. The third class carriages are quite open. The fourth class carriages are also open. 

3. Height of framing or panelling, 3 feet 6 inches. 

The third class carriages have seats running longitudinally, with backs to them, which 
answer as partitions ; but the fourth class have had no partition hitherto, but the 

Directors have just given orders for some to be made. 

5. The third class carriages are capable of carrying about 50 passengers. The fourth 
about the same number. 

6. The seats of the third class carriages run lengthwise. See previous description. 

7. There are no trains exclusively for goods on this line; the small quantity carried, 
seldom exceeding half a waggon load, is sent with the passenger trains, and placed in front. 



4. 
also 
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or behind, according to ciroumstances; but the lowest description of passenger carriages are 
invariably placed in front of the train. 

But, in conclusion, I beg to state that the Company are just on the point of discontinuing 
one of the preceding class of carriages, viz,, tfie third, or open carriages with seats, and run- 
ning only first, second, and third class, the latter being uncovered, and without seats. 

I am, &c., 
S. Laing, Esq., John Dixon, the Company's Engineer. 

&c. &c. 
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No. 31. 
HARTLEPOOL DOCK AND RAILWAY. 

Sir, Hartlepool, 7th January, 1842. 

I HAVE to acknowledge the receipt of your letter of the 1st instant, conveying the 
request of the Lords of the Committee ot Privy Council for Trade, that a return should be 
made by the Hartlepool Dock and Railway Company to their Lordships, on the precautions 
taken to ensure the safety of the poorer dass of passengers travelling upon their railway. In 
reply to the several questions proposed, I beg to state that the Hartlepool Company do not 
run third class trains, nor do they run any coaches with their luggage or merchandize trains. 

I have, &c. 
S. Laing. Esq. Wm. Davison. 

&c. &c. 



No. 31. 
Hartlepool. 



No. 32. 
NORTHERN AND EASTERN RAILWAY. 

Sir, Office, High Street, Shoreditch, 6th January, 1842. 

I AM desired by the Directors of the Northern and Eastern Railway Company to 
acknowledge the receipt of your letter of the 1st instant, and to give the following replies to 
the questions therein asked ; viz., to Question — 

1 . Third class passengers are conveyed on the Northern and Eastern Railway by two 
trains each way, from London to Spelbitxrie and intermediate places, and from Spel- 
brook to London and intermediate places, with the usual passenger trains. 

2. They start at 8 a.m. and 7i p.m. from London, and from SpeiDrook at 8) a.m. and 
6|^ P.M., and on Sundays with all the trains; viz., at9| a.m., 2^, 3}, and 6^ p.m. from 
London, and from Spelbrook at 94 a.m., 14, 4, and 64 p.m. ; and they travel at the 
rate of about 20 to 25 miles per hour, and perform the whole journey in^ 1^ to 
14 hour. 

3. The third class carriages on tiiis railway have — 

1. Spring-bufiers. 

2. Are closed ail round. 

3. Th^ height of tt» side panel is 3 feet, with a rail 10 inches above that. 

4. Have no close partitions in the body of the carriage, but a transverse rail dividing 
the carriage into two compartments. 

5. They are coastruded to convey at one time 60 to 70 passengers «ach carriage. 

6. lliere ^le so teats. 

7. No goods or luggage (except passengers*) are conveyed yet on this railway. 

I have, &c. 
S. Laing, Esq. William Bourne, Secretary. 

&Q, &c. 



No. 33. 
MANCHESTER, BOLTON, AND BURY CANAL AND RAILWAY. 

Sir, Manchester, 6th January, 1842. 

In reply to the questions contained in your communication <rf the Iflt instant, I beg to 
state — 

1 • Third class passengers are taken by six passenger trains in the 24 hours, three trains 

each way. 

2. The trains conveying third class passengers start from Manchester at 7i a.m. and 
12J, 7i P.M., and from Bolton at 8 a,m. and 2i, 7| p.m. They run the 10 miles in 40 
minutes, stopping usually four times. 

3. The third class carriages have bearing springs, but no spring-buffers. 

1 . They are not closed, having no tops. 

2. They are closely boarded at ends and sides to a height of three feet, and they are 
surrounded by an iron railing one ibot above the top of the framing. 

3. There are no partitions in thie carriages. 

4. Each is constructod to carry 40 passengers. 

5. They have no seats. 

212 
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6. The whole of the passenger trains on this line have luggage attached to them, but 
not more than three or four waggons usually ; and the trains scarcely ever exceed 
nine carriages and waggons in the aggregate, so that the momentum of the whole 
train is not more than half that of many of the London and Birmingham passenger 
trains. 

7. The luggage is invariably placed behind the passenger carriages. 

I am, &c 
S. Laing, Esq. John Haukshaw. 

&c. &c. 



No. 34. 

Lancaster and 

Preston 

Junction. 



No. 34. 
LANCASTER AND PRESTON JUNCTION RAILWAY. 

S1R9 Ltocaster, 6th January, 1842. 

In reply to your letter of the 1st instant, I have to acquaint you : — 

1. Third-class passengers are taken by three trains from Lancaster daily, and return by 
two, such trains being ordinary trains of first, second, and third-class passenger. 

2. At 7. 10 A.M.; 1. 10 P.M. from Lancaster, and 11 a.m.; 5 p.m. from Preston. 
Speed 20 miles in one hour, including stoppages ; also at 5. 30 p.m. from Lancaster. 
Speed 20 miles in 47 minutes, including stoppages. 

3. The construction of third class carriages, are : — 

1. Provided with springs and one with spring-buffers^ the other with leather buffers. 

2. Some covered and some open. 

3. Height of framing and panels about 3 feet, which is the same height as the sides of 
the second class. 

4. No partiti<m except the seats. 

5. Calculated to carry from 30 to 40 passengers. 

6. Seats all round, and seats down the centre. 

7. No passengers are taken by luggage trains on this line. 

I am, &c. 
S. Laing, Esq. S. E. Boldbn, Secretary. 

&C. &c. 



No. 35. 

Gamkirk and 

Glasgow. 



No. 35. 
GARNKIRK AND GLASGOW RAILWAY. 

SiR> Glasgow, Sth January, 1842^ 

In answer to the inquiries in your circular jof the 1st current received this day, I 
presume it is only necessary for me to state, that there are no third class carriages on the 
Grarnkirk and Glasgow Railway. The first and second class carriages are always run in 
train together, without goods or luggage waggons. The second class carriages are covered 
on the top, at the ends, and on the weather sides. They have generally cushions on the seats, 
and are equally safely constructed with the first class carriages; and in fact only differ from 
them in not being lined with cloth, and in being ititbout glara. 

Ten years experience has confirmed us in the propriety and good policy of giving com* 
fortable and safe accommodation to every class, without aiming at splendour, which is not 
wanted by the mass of our passengers, and which our rates of fare (under one penny per 
mile) will not afford. 

If any further information is required I shall be happy to give it 

I am, &c. 
S. Laing, Esq. C. A. King, Secretary and Manager. 

&c &:c. 



No. 36. 

Glasgow, Psusley, 

Kilmarnock, and 

Ayr. 



Sir, 



No. 36. 
GLASGOW, PAISLEY, KILMARNOCK, AND AYR RAILWAY. 

Railway Office, Glasgow, 5th January, 1841. 
In answer to queries in your circular of date the 1st instant, I beg to state 



1 and 2. Four thorough passenger trains are started from each terminus in the course 
of the day ; and two additional passenger trains running between Johnston and 
Glasgow only ; also two luggage trains from each end ; and each start at the follow- 
ing hours, and have a description of carriages as under^: — 

Winter Arrangements. 
From Glaigow. 
^ past 7. — Passenger train to Ayr, with first, second, and third class carriages. 
^ ^^ 9. ,, Johnston, with first, second, and third class carriages. 

^ ,, 10. „ Ayr, with first and second class carriages; and third 

class to Johnston. 
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J past L Passenger train to Ayr, with first and second class carriages ; and third 

class to Johnston. 
i „ 4. „ Ayr, with first, second, and third class carriages. 

^ „ 6. „ Johnston, with first, second, and third class carriages. 

From Ayr. 

At 8 o'clock. — Passenger train to Glasgow, with first, second, and third class carriages. 
11 „ „ „ first and second class carriages ; and 

third class from Johnston. 
2 „ „ „ first and second class carriages ; and 

third class from Johnston. 
5 „ ,9 n first, second, and third class carriages. 

\ past 10 A. M. and \ past 7 p. m. from Johnston to Glasgow, passenger train, with first, 

second, and third class carriages. 
Time for journey of 40 miles, including stoppages, two hours. Speed, 25 miles an hour. 
3. The under frame work of the third class carriages. are as substantially fitted up as the 
first class, both as regards the style of workmanship and strength of material, &c ; 
and are constructed with — 

1. Drawing sprinp and bufifer-springs, same as on first class. 

2. Some of the third class carriages are covered on the top and partly closed at the 
sides, and others are neither. 

3. Height from rails to centre of bufier rod^ 3 feet 3 inches, which is also the centre 
of the bufier beam. 

4. All the carriages have divisions or partitions, height 3 feet 10 inches. 

5. Each carriage is intended to carry 35 passengers. 

6. Some of the carriages have seats, others have not. 

7* There being no passenger carriages sent with the luggage train, further answer is 
unnecessary. 

I am, &c., 
S. Laing, Esq., J. F. Smith, Secretary. 

&c. &c. 



Appendix. 

vn. 

Retams relating 

to Third Class 

Passengert. 

No. 36. 

Glasgow, Paisley, 

Kilmarnock, and 

Ayr. 



No. 37. 

MARYPORT AND CARLISLE RAILWAY. 

Sir, Carlisle, 5th January, 1842. 

We have no third class passengers. In descending from the country our passenger 
carriages are placed behind the laden goods* waggons or luggage. In ascending the line, the 
passengers* carriages are placed before the gc^ds* waggons, which are generally empty 
waggons returned to the coaleries. 

I am, &C., 
S. laing, Esq., William Mitchell. 

&c. &c. 



No. 37. 

Maryportand 

Carlisle. 



No. 38. 

MANCHESTER AND LEEDS RAILWAY. 

Superintendent's OflRce, Lees Street, Oldham Road, 
Sir, Manchester, 6th January, 1842. 

I NOW wait upon you, for the information of the Right Hon. the Lords of the Committee 
of Her Majesty's Privy Council, appointed for Trade and Poreiffu Plantations, with answers 
to certain questions proposed by you in your circular letter, dated the 1st January instant, so 
far as this railway is concerned : — 

1. By every train except those for general merchandize. 

2. For the information required, I inclose one of our time tables. 

3. For information on the construction of our third class carriages, I enclose a copy of 
specification. 

Carriages specifying I. See specification. 

2. See specification. 

3. See specification. 

4. See specification. 

5. About 40. 

6. See specification. 

7. They are placed sometimes before and sometimes behind, accord- 
ing to circumstances. 

In communicating which, 

I am, &c. 
S. Lauig, Esq., W. Robinson. 

&c. &c. 
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REPORTS h> the COMMITTEE of PRIVY COUNCIL, 
SPECIFICATION FOR A THIRD CLASS CARRIAGE. 



The Carriage to be the same in all respects as the Pattern Carriage^ to wliich reference 

must be bad. 

The accompanying drawing is a representation of the carriage wanted. Fig* 1 is the side 
view ; fig. 2 is the end view ; fig. 3 is the plan of the under frame. The wh<Me of the body 
and carnage is to be made of well-seasoned ash^ except the carriage sides^ which may be made 
of well-seasoned foreign oak» if more convenient than ash. The body is made separate from 
the carriage, or imder frame, and is bolted thereon. The length of carriage, including the 
buffers, is 19 feet 6 inches, the width is 6 feet 2 inches, all outside measure. The len^h of 
the body is 14 feet 6 inches, the width is 7 feet, the height is 3 feet, with a double raihng of 
iroa« 12 inches high, round the body ; — the foregoing dimensions are all outside measure 

The following are the dimensions of the timbers : — body, bottom sides, 6 inches wide, by 
2j inches thick ; end bottom bars, 3j[ inches wide by 2J inches thick ; the other bottom bars, 
seven in number, 2^ inches square ; four corner pillars, 3i inches wide at the foot, and light- 
ened to 2y inches square, thus, j 



ten other standing pHIars between, 3^ 



inches at the foot, and lightened to 1^ inch from the seat upwards. Stout corner plates are 
fixed to the foot of every pillar, likewise ash battens placed beneath each pillar. The middle 
rail on the side (A), 2^ inclies wide by 2^ inches thick. The top rail (B), 2^^ inches wide by 
l-J- inch thidc. Ten straight standing pillars 

The bottom boards run lengthwise of body, and are IJ inch diick, properly tongutd and 
grooved ; the bottom bars are framed the thickness of the boards below, and the bottom bars 
are let into the carriage sides for a support, the ends of which are neatly concealed with a 
moulding placed underneath the bottom sides, running from end to end of the carriage sides. 
The front protection board at ends of body (fig. 2 c) is composed of ten uprights 2J inches 
square, with six strong comer plates, extending the whole width of the platform, up the comer 
pillars, and the two centre pillars. The middle rails (d) 2^ inches square ; top rails (e) 2-^ 
inches wide by 1 J inch thick. Four doors, one at every corner of the body. Uoat pillars 2-{ 
inches wide by 1 J inch thick ; top of doors 2^ inches wide by 1^ inch thick ; door bottoms 
2 inches wide by IJ inches thick; middle rails 2^^ inches wide by 1^ inch thick; the doors 
to be provided with strong brass hinges, double joints, and with outside brass door handles, 
with spring catch, &c., and safety hooks, &c., as per pattern carriage. The whole of the 
panels to be of pine, very dry, ^ inch thick, firee from knots and shakes, to be well seasoned 
before put in, and properly canvassed when in. 

The Carriage, or Under-Frame. 

The sides of under-frame to be of one piece running the whole length, 10 inches deep by 3 
inches thick, the end bars of the same dimensions ; the crossbars in the centre 3 inches square; 
the upper bars, fig. 3 (a), on which two of the body bars rest, is framed 1 inch below the top 
of carnage side, to receive the bottom of the body ; these bars are 2J inches wide by 2 inches 
thick. The diagonal bars, and also the centre bars, are 3 inches square ; the diagonals are to 
be placed 6 inches from the carriage sides in the corner, to allow the wheels to work ; the 
block in the centre of the carriage 13 inches wide by 3 inches thick. The buffers, it will be 
seen, are composed of two pieces of ash, one of which is placed inMe, and the otiier outside of 
the carriage sides, and secured thereto with bolts; the diameter of the buffers is 10 inches; 
the cushion is a pad of leather 6 inches long, properly stuffed with horsehair, and secured to 
the buffer blocks with plates of iron screwed on. The draw spring is composed of 10 plates 
of J inch steel, 2 feet 10 inches long; the draw rods, plates, &c., connected therewith, to be 
the same as in the pattern carriage. The whole carriage to be fumished with axle guards, 
roUei* boxes, comer plates, steps^ bottom plates, &c. &c., precisely the same as in the pattern 
carriage ; the bearing springs the same length as in the pattern, composed of 11 plates of i 
inch steel 3 inches wide. The whole of the wood work« as well as the iron work, to be properly 
put together with good white lead, and properly secured. The painting to consist of two coats 
of lead colour, and two coats of dark olive green ; to be properly picked out, and to receive 
two coats of good varnish ; the inside to be painted with two coats of dark drab. 

The wheels, axles, axle boxes, &c., will be furnished by the Company ; which will have to. 
be put under and properly painted, Sec, by the contractor. 

'I'he whole of the materials, both timber, iron, steel, &c. to be of the best description, and 
the workmanship of the best kind ; and the whole to be finished in a neat and substantial 
manner, and to be subject to the approval of a person appointed by the Directors. 

Any particulars omitted in this specification, to be supplied on reference to the pattern 
carriage, which may now be seen at 

The carriages to be delivered at the Company's Station, , 

on or before 

Above are what is termed " stand-up carriages ;" they have no seats in them, but the sides 
bracetl together with a strong ash bar, placed in the centre, which reaches across from side to 
side. They have also a footboard along the outside reaching from end to end, placed so as to 
prevent a person from falling under, or in reach of the wheels. 
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Appendix. 



vir. 

Returns reUtin^^ 

to Third Class 

Passengers. 



Sib, Bolton, 4th January, 1842. 

In reply to your circular of the Ist instant, I beg to state — 

1. That there are four trains each way daily on this line, except on Sundays; that third No739. 
class carriages, as well as first and second, are attached to every train, and also a few waggons Bolton and Preston, 
loaded with coal one way, and a corresponding number of empty waggons the other. The 

Ime being only partially opened, the quantity of goods yet sent over the line is hardly worth 
mention, amounting to a few tons only in the course of a week. The business in coal, also, 
is only just getting into existence. The trains generally consist in whole of one first class 
carriage, one second ditto, one third ditto, and firom four to six waggons loaded or empty, as 
above stated, the latter only passing over about half the length of the line now opened, that 
is, about six miles out of M^. 

2. TTie trains leave Bolton at 8.45, 11.30, 5.45, and 6.30, and perform the distance 
between Bolton and Chorley, llj miles, in about 35 or 40 minutes. The engine and car- 
riages are turned round on their arrival at Chorley, and return without delay to Bolton ; with 
a trifling exception as to one train on Tuesday mornings only, there are never two engines or 
trains working on the line at the same time. 

3. All the carriages at present used on this line are hired from the Manchester and Bolton 
Railway Company, and their carriages are used indiscriminately upon both lines. 

The third class carriages — 

L Are provided with springs, but no buffers. 

2. TTiey are entirely open. 

3. The height of the framing or panelling is about four feet six. inches, both at the ends 

and sides. 

4. There are no partitions in the bodies. 

5. They are considered capable of accommodating about 50, but it is very seldom that 

there are so many in one carriage on this line. Occasionally, however, unexpected 
numbers have come to intermediate stations where no extra carriages are kept ; and, 
on New Year's Day, for instance, I understand that all the carriages of every class 
were loaded beyond their proper capacity ; this, however, is of very rare occurrence. 

6. There are no seats. 

7. The waggons already alluded to are placed in the rear of the train for the purpose of 
facilitating their being detached, which is of^en done while the train is going at speed 
by a breaksman, who remains upon the waggons when detached, and who stops them 
by the breaks at the coal staiths. 

On Suindays, first and second class carriages only are used, but all passengers in the second 
class carriages on that day are charged third class fare only. 

S. Laing, Esq. , I am, &c. 

&c. &c. Peter Sinclair. 



No. 40. 
BOLTON AND LEIGH RAILWAY. 

Bolton, 4th January, 1842. 

In reply to your circular of the 1st instant, I beg to inform you that no third class 
ssengers are, or ever have been, carried upon this line, 

I am, &c. 

S. Laing, Esq. Peter Sinclair, Treasurer. 

&C. &c. 



Sir, 



No. 41. 
LONDON AND BRIGHTON RAILWAY COMPANY. 

Sir, 4th January, 1842. 

I HAVE the honour to acknowledge your communication received this morning, making 
certain inquiries relative to the working of luggage trains, &c., and in reply beg to say, for 
the information of the Lords of the Committee of Privy Council for Trade, that this Com- 
pany are not yet in a position to carry goods on their line, nor do they carry any third class 
passengers. When either of those events take place they will have much pleasure in replying 
to your interrogatories. 

I am, &c. I 

S. Laing, Esq. CflAs. R. Mackenzie^ Sec pro tem. 

&c. &c. 



No. 40. 
Bolton and Leigh. 



No. 41. 

London and 

Brighton. 
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VIII.— BYE-LAWS, RULES, ORDERS, &c. 



Appendix. 

vin. 

Bye-Law8> Rules, 
Orderi, &e. 

No. 1. 
Binninsrhtm and 
Derby Junction. 



No.l. 
BIRMINGHAM AND DERBY JUNCTION RAILWAY. 



Amended Copy of the Bye-Laws^ Rules^ and Orders of the BirmiDgham and Derby 
Junction Railway Company, made in pursuance of the Act incorporating the said Com* 
pany, " """ 



6 WiU. IV., c. 35. 



1. No passenger will be allowed to take his seat in or upon any of the Company's carriages, 
or to travel therein upon the railway without having first booked his place and paid his hxe. 
Each passenger booking his ^lace will be considered as binding himself and agreeing to abide 
by and observe these bye-laws, orders, and regulations, so far as they concern himself. He 
inll on booking his place be furnished with a ticket, which he is to show when required by 
the guard in charge of the train, and to deliver up prior to his quitting the Company's pre- 
mises at the end of his journey, or at such other place as the Company or their jagent may 
appoint. Any passenger refusing to produce on request, or at the end of his journey, to give 
up his ticket, will be required to pay the fare from the place whence the train originally started^ 
or in default thereof is hereby made liable to a penalty of 40^., such penalty to be subject to 
reduction as hereinafter mentioned. 

2. Passengers riding in a carriage of a superior class, having paid the &re for one of an 
inferior class, will be required to pay the difference of fare from the place whence they were 
booked, and if they refuse to pay sucn difference, they are hereby made liable to a penalty of 
40^., subject to reduction as hereinafter mentioned. 

3. Smoking is strictly prohibited, both in or upon the carriages, and in any of the Com- 

Eany's stations. Any passenger presisting in smoking after being warned not to do so, is 
ereby subjected to a penalty of 10^., subject to reduction as hereinafter mentioned, and in 
case of his presisting after a second warning, he will immediately (or if travelling, at the first 
stopping place) be removed from the Company's premises and forfeit his fare. 

4. That all the penalties hereby imposed are and shall be subject to such reduction as 
the justice or justices before whom the same may be sought to be recovered shall think fit. 

Dated January 20th, 1841. Thomas Kell, Secretary. 



Letter sent to the Secretary of the Birmingham and Derby Railway Company in answer to 
their Letter of the 1st instant regarding Bye-Laws. 

Sir, Board of Trader 5th February, 1841. 

In reply to your letter of the 1st instant, I am directed by the Lords, &c. to inform 
you that they are pleased hereby to signify their allowance of the amended bye-laws of the 
Birmingham and Derby Railway Company. With reference to the first bye-law, which 
directs the ticket to be ffiven up '' at such place as the Company or their agent may appoint," 
their Lordships think that a specific notice of the time and place where the ticket will be 
demanded ought to be given to the public ; and they direct me to inquire whether this is the 
case, atid also what is the practice of the Company with regard to lost tickets. 

Their Lordships also direct me to add that their confirmation of these bye-laws must be 
taken without prejudice to any steps which they may hereafter think it their duty to take for 
the purpose of ensuring greater uniformity in the bye-laws of railway companies generally. 

I am^ &c. 
The Secretary to the Birmingham and S. Laino. 

Derby Junction Railway. 



Stating that the Company require the Tickets to be given up at the end of the Journey, or 

when demanded. 

Sir, Birmingham, 13th February, 1841. 

Referring to my letter of the 4th instant, I am instructed to inform you, that on 
any future issue of tickets the Directors will cause the following note to be printed thereon : — 
" This ticket to be given up when demanded at the end of the journey." 
The practice of the Company in cases in which tickets are said to be lost is to require pay- 
ment of the fare as if no ticket had been issued ; and if on investigation it appears that such 
ticket has been issued, the amount of fare is returned to the party. 

I have, &c. 
S. Laing, Esq., . Thomas Kell, Secretary. 

&c. &c 
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No. 2. 

HULL AND SELBy RAILWAY. 

Copt of the Bye-Laws of the Company. 

Sib, Trafalgar Hotel, Spring Gardens, London, March 9, 184L 

I BEG leave to send herewith a copy of the bye-laws of the Hull and Selby Railway 
Company, agreed to at a general meeting of the shareholders of the Company held on the 
27th ultimo ; and I shall feel obliged by your laying them before the Lords of the Committee 
of Trade, &c., and informing me as earfy as convenient whether they meet with their Lordships' 
approval. 

I have, &c. ^ 



R. Porter, Esq., 
&C. &c. 



Gbobok Locking, Secretary. 



Appendix. 

vm. 

Bye-Laws, Rules, 
Orders, &c. 

No. 2. 
Hull and Selby 



Btb-Laws, Rules, and Orders, made by the Hull and Selby Railway Company, by virtue of 
the Powers and Provisions of an Act of Parliament passed in the Sixth Year of the reign . 
of William the Fourth, intituled ** An Act for making a Railway from Kingston-upon-HuU 
to Selby." 

L No person shall be allowed to travel upon the said railway without having previously 

paid his or her fare, and obtained a ticket from the booking-office. 

2. If any passenger shall refuse to produce or deliver up his or her ticket when required so 
so do by the conductor, guard, or other officer of the Company attendant on the train, he or 
she shall be chargeable with the fare for the entire journey, and shall forfeit and pay a penalty 
not exceeding the sum of twenty shillings. 

3. Passengers at the road stations will only be booked conditionally, that is to say, in case 
there shall be room in the train for which they are booked ; and in case there shall not be 
room for all the passengers booked those booked for the longest distance shall have the 
preference, and those booked for the same distance shall have priority according to the order 
m which they are booked. 

4. Any person riding in a first-class carriage having paid his fare for a second-class 
clarriage only, or riding in a first or second-class carriage having paid his fare for a third-class 
carriage only, shall pay the difference in the respective fares as the case may be, and is also 
hereby made liable to a penalty not exceeding twenty shillings. 

5. Every passenger will be allowed one hundred and twelve pounds weight of luggage 
free of charge ; but the Company will not be responsible for the care of the same, unless 
booked and paid for accordingly. All surplus luggage, and merchandize of every description, 
will be charged for. The Company's porters will load and unload the luggage at the different 
stations free of charge. 

6. No dogs will be permitted to accompany passengers in the carriages, but they will be 
conveyed separately and charged for. 

7. Smoking fs strictly prohibited both in the carriages and in the Company's stations. 
Any passenger persisting in smoking ailer being warned not to do so, is hereby subjected to a 
penalty not exceeding forty shillings ; and in case of his persisting after a second warning, he 
will immediately, or, if travelling, at the first stopping place, be removed from the Company's 
premises and forfeit his fare. 

8. If any passenger conducts himself improperly, or shall be intoxicated to the annoyance 
of the passengers, or wilfully obstruct any of the Company's officers in the discharge of their 
duty, he shdl forfeit and pay any sum not exceeding the sum of forty shillings, and be 
immediately removed from the Company's premises or carriages, and shall forfeit any fare 
which he may have paid. " 

9. If any passenger shall wilfully damage any part of the Company's carriages, stations, or 
pther property, he shall forfeit and pay any sum not exceeding the sum of five pounds over 
and above the cost of repairing such damage, and all incidental damage shall be paid for by 
the party committing the same. 

10. If any passenger shall attempt to force his way into a carriage without having 
previously procured a ticket, or shall occupy (without permission) a superior class of carriage 
to that for which he has obtained a ticket, or shall continue his journey in the Company's 
carriages beyond the place for which he shall have paid his fare, he shall forfeit and pay a 
sum not exceeding the sum of forty shillings in addition to the full fare of the entire journey. 

11. No fee or gratuity is permitted to be taken by any guard, porter, or other servant of 
the Company, under pain of immediate dismissal. 

London, March 9, 1841. 
I HEREBY certify that the foregoing is a true copy of the bye-laws, rules, and orders of the 
Hull and Selby Railway Company, made at Uie Annual General Meeting of the said 
Company, held at the Town Hall in Kingston-upou-HuU, on Saturday the 27th day of 
February last. 

Gborgb LockinOj Secretary. 



2K 



Digitized by 



Google 



246 



REPORTS to the CX)MMITTEE of PRIVY COUNCIL, 



Appendix. 

vm. 

Bye-Laws, Rules, 
Orders, &c. 

No. 2. 

Hull and Selby. 



Letter sent to the HuU and Selby Railway Company relative to the Bye-Laws of the 

Company. 

Sir, Board of Trade, March 12, 1841. 

With reference to your letter of the 9th March, enclosing a copy of the bye-laws, &c., 
of the Hull and Selby Railway Company, agreed to at the general meeting of the 27th 
ultimo, and soliciting an early consideration of them, I am directed, &c., to inform you — 

1st. That the jurisdiction of the Board of Trade is confined to " Bye- Laws, &c, which 
impose penalties for the enforcement thereof upon persons other than servants of the 
Company." 

2nd. That the second bye-law is objectionable, inasmuch as it imposes a fine in addition to 
payment of the whole fare in cases in which fraud might not be intended. Instead of the 
words " and shall forfeit," the words " or in default of payment thereof shall forfeit" ought to 
be substituted, in accordance with the similar bye-law of the London and Birmingham, and 
other Companies. 

3rd. Bye-law four appears inconsistent with bye-law ten, in providing a difTerent penalty 
for the same offence, viz., that of occupying a superior class of carriage to that for which fare 
is paid, and omitting the words •' witliout permission," which are properly inserted in the 
latter bye-law. Subject to these exceptions I am directed to inform you that their Lordships 
approve of the bye-laws, &c., submitted to them. With regard to the second and fourth, if the 
Directors will frame regulations at their next meeting in accordance with the above suggestions, 
and transmit them to the Board of Trade, no time will be lost in conveying the approval 
which is necessary to give them validity. 

I am, 8lc. 
The Secretary of the Hull and Selby Railway Company. S. Laino. 



In Reply to Letter from this Office of the 12th instant, and transmitting Copy of the 

Bye-Laws of the Company. 

Sir, Railway Office, Hull; March 16, 184L 

1 B^o to acknowledge the receipt of your favour of the 12th instant, sufsesting altera- 
tions in the bye-laws submitted to the Lords of the Committee of Privy Council for Trade for 
their approval. 

The Directors of the Company were holding a meeting at the time your letter was received, 
and which I immediately laid before them, and the alterations suggested were immediately 
adopted ; and in accordance with a resolution of the Directors, another copy of the bye-laws 
was prepared, which I beg leave to enclose, and shall feel obliged by your laying them beficHre 
the Lords of the Committee of Privy Council for Trade, and transmitting me the decigion of 
their Lordships respecting them at your earliest convenience. 

I have, &c. 
S. Laing, Esq., Georgb Locking, Secretary. 

&c. &c 



Bte-Laws, Rules, and Orders, made by the HuU and Selby Railway Company by virtue of 
the Powers and Provisions of an Act of Parliament passed in the Sixth Year of the reign 
of King William the Fourth, intituled *' An Act for making a Railway from Kinfi^ston- 
upon-HuU to Selby." 

L No person shall be allowed to travel upon the said railway without having previously paid 
his or her fare, and obtained a ticket from the booking-office. 

2. If any passenger shall refuse to produce or deliver up his or her ticket when required so 
to do by the conductor, guard, or other officer of the Company attendant on the train, he or she 
shall be chargeable with the fare for the entire journey, or in default of payment thereof ^zil 
forfeit and pay a penalty not exceeding the sum of twenty shillings. 

3. Passengers at the road stations will only be booked conditionally, that is to say, in case 
there shall be room in the train for which they are booked ; and in case there shall not be 
room for all the passengers booked, those booked for the longest distance shall have the 
preference ; and those booked for the same distance shall have priority according to the order 
in which they are booked. 

4. Any person riding in a first-class carriage having paid his fare for a second-class 
carriage only, or riding in a first or second-class carriage having paid his (are for a third-class 
carriage only, {without permission,) shall pay the difference in the respective fares, as the case 
m^y be, and is also hereby made liable to a penalty not exceeding twenty shillings. 

5. Every-passenger will be allowed one hundred and twelve pounds weight of luggage free of 
charge ; but the Company will not be responsible for the care of the same, unless bo(»ied and 
paid for accordingly. All surplus luggage, and merchandize of every description, will be 
charged for. The Company's porters will load and unload the luggage at the different 
stations free of charge. 

6. No dogs will be permitted to accompany passengers in the carriages ; but they will be 
conveyed separately, and charged for. 

7. Smoking is strictly prohibited both in the carriages and in the Company's stations. Any 
passenger persisting in smoking, after being warned not to do so, is hereby subjected to a 
penalty not exceeding forty shillings ; and in case of his persisting after a second warning, he 
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will immediately^ or, if travelling, at the first stopping place, be removed from the Company's 
premises and forfeit his share. 

8. If any passenger conducts himself iniproperly, or shall be intoxicated to the annoyance 
of the passengers, or wilfully obstruct any of the Company's officers in the discharge of their 
duty, he shall forfeit and pay any sum not exceeding the sum of forty shillings, and be 
immediately removed from the Company's premises or carriages, and shall forfeit any fare 
which he may have paid. 

9. If any passenger shall wilfully damage any part of the Company's carriages, stations, or 
other property, he shall forfeit and pay any sum not exceeding the sum of five pounds over 
and above the cost of repairing such damage, and all incidental damage shall be paid for 
by the party committing the same. 

10. If any passenger shall attempt to force his way into a carriage without having previously 
procured a ticket, or shall occupy (without permission) a superior class of carriage to that for 
which he has obtained a ticket, or shall (without permission) continue his journey in the 
Company's carriages beyond the place for which he snail have paid his fare, he shall forfeit 
and pay a sum not exceeding the sum of twenty shillings in addition to the iuU fare qf the 
entire journey. 

11. No fee or gratuity is permitted to be taken by any guard, porter, or other servant of the 
Company, under pain of immediate dismissal. 



Lbttbr sent to the Hull and Selby Railway Company, approving of the Bye-Laws as 

amended 13th March. 

Sir, Board of Trade, March 1 7, 1 841 . 

I AM directed, &c., to inform you that their Lordships approve of the bye-laws ofthe 
Hull and Selby Railway Company^ as amended at the meeting of the Directors on the 13th 
of March. 

I am, &c. 
The Secretary of the Hull and Selby Railway Company. S. Laino. 



No. 3. 

NEWCASTLE AND CARLISLE RAILWAY. 

Copy ofthe Bye- Laws of the Company. 

Mr Lords, Newcastle-upon-Tyne, April 3, 1841. 

I HAVE the honour to transmit for the sanction of your Lordships the code of bye-laws 
which we made and agreed to at the Annual General Meeting of the Shareholders of the 
Newcastle-upon-Tyne and Carlisle Railway Company, held at Newcastle-upon-IVne on the 
26th day of March last. 

I have, &c. 
The Lords of the Committee of Privy John Adamsotv, 

Council for Trade. Clerk to the Company. 



Btb-Laws, Orders^ and Regulaticms 

Made in pursuance and exercise of the powers contained in an Act of Parliament passed 
in the tenth year of the reign of His Late Majesty King Geoi^e the Fourth, intituled 
" An Act for Making and Maintainin^r a Railway or Tram-road from the Town of New- 
castle-upon-Tyne, in the County of the Town of Newcastle-upon-Tyne, to the City of 
Carlisle, m the Q)imtv df Cumberland, with a branch thereout," at the Annual General 
Meeting ofthe Shareholders, held at the Assembly Rooms in Newcastle-upon-Tvne the 
26th day of March, 1841. ^ 

1. That no person shall be allowed to travel upon the Newcastle-upon-Tyne and Carlisle 
Railway, or any part thereof, without first having paid the proper fere, and received a ticket. 

2. That if any passenger shall refuse to produce or deliver up his ticket, when required so 
to do by the conductor, guard, or other servant of the Company, he shall be chargeable with 
the fare for the entire journey, and shall forfeit and pay the sum of 20f . 

3. That every passenger shall be allowed 84 pounds of luggage, free of charge ; but tJie 
Company will not be responsible for the care of the same, unless booked and paid for accord- 
ingly. And that all surplus luggage and merchandize of every description shaJl be charged 
for* 

2 K 2 
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NoTo. 
Hull and Selby. 



Hull, March 15, 1841. 
I HEREBY certify that the foregoing is a true copy of the Bye-Laws, Rules, and Orders of 
the Hull and Selby Railway Company, as amended pursuant to the suggestions of the Lords of 
the Committee of Privy Council for Trade, and agreed to at a meeting of the Directors of the 
said Company held at the Railway Office, in Kingston-upon-HuU, on Saturday the I3th day 
of March instant. 

George Locking^ Secretary. 



No. 3. 

Newcastle and 

Carlisle. 
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Newcastle and 
Carlisle. 



4. That no dogs shall be permitted to accompany passengers in the carriages ; but they 
shall be conveyed separately, and charged for. 

5. That no smoking shall be allowed in any of the carriages or stations of the Coinpany» and 
any person so offending shall forfeit and pay the sum of 5^.^ and be liable to be removed from 
the Company's premises or carriages. 

6. That if any passenger or passengers conduct themselves improperly, or shall be intoxi- 
cated, so as to cause annoyance, or shall wilfully obstruct any of the Company's officers in the 
discharge of their duty, tliey shall forfeit and pay the sum of 10.?., and be immediat^y 
remov^ from the Company's premises or carriages, and shall forfeit any fare which they may 
have paid. 

7. That any passenger who shall wilfully damage any part of the Company's carriages^ 
stations, or other property, shall forfeit and pay any sum not exceeding the sum of 20^., over 
and above the cost of repairing such damage, and all accidental damage shall be paid for by 
the party causing the same. 

8. That if any passenger or passengers shall attempt to force their way into a carriage with- 
out having previously procured a ticket, or shall occupy (without permission) a superior class 
to that for which he nas obtained a ticket, or shall continue his journey in the Company's 
carriages beyond the place for which he shall have paid his fare, he shall forfeit and pay the 
sum of 20^. in addition to the full fare of the entire journey. 

9. That no fee or gratuity shall be taken by any guard, porter, or other servant of the Com- 
pany, under pain of immediate dismissal. 

10. That all goods received by the Newcastle-upon-Tyne and Carlisle Railway Company 
are and shall be received on the following terms and conditions : viz., that they shall be subject 
to a general lien for money due to the Company, not only for. carriage of sqch good, and for 
wharfage and warehouse rent, but also for the general balance owing to the said Company. 
And in case such general lien is not satisfied within 21 days from the time the Company shall 
first receive the goods, the same may then be sold by auction or otherwise, and the proceeds 
applied to the satisfaction of such general lien and expenses. And the said Company will not 
be accountable for any loss or damage to any ^oods in their hands, as carriers, or in their 
warehouses, or upon their landing places, arising from 6 re, tempest, or civil commotion ; 
neither will they be responsible for goods packed in insufficient packages, or for leakage, 
arising from bad casks or bad cooperage, or for loss of aqua fortis, oil of vitriol, or any ardent 
spirit or dangerous article; and senders of such articles will be held accountable for any 
damage arising therefrom, unless the contents be described on the direction, that due care may 
be observed in loading. Nor will tlie Company be responsible for the loss of, or damage done 
to, money in cash or bills, or other valuable, or for damages done to hazardous or brittle articles, 
unless the same be ensured and paid for at the time of delivery. And the said Company shall 
not be liable for loss, damage, or deficiency of any sort, from whatever cause arising, unless 
notice in writing of the claim be given to the said Company within three days afler the delivery 
of the ffoods, or within three day afler notice shall have been given to the party to whom they 
are addressed of their arrival at any station of the Company. 



Letter sent to the Newcastle and Carlisle Railway Company, in reply to Letter of the 
3rd April, relative to the Bye-Laws of the Company. 

Sir, Board of Trade, Whitehall, 13th AprU, 1841. 

With reference to your letter of the 3rd April, &c., submitting a copy of bye-laws, &c., 
made at a general meeting of the Newcastle and Carlisle Railway Company, on the 26th of 
March, 1841, 1 am directed, &c., to make the following observations : — 

1st. The jurisdiction of their Lordships over the bye-laws of railway companies, under 
Lord Seymour's Act, 3 and 4 Vic, c 97, extends only to such bye-laws as " impose penalties 
for the enforcement thereof upon persons other than the servants of the said companies." 

2nd, The second bye-law subjects any passenger, failing to produce his ticket when re- 
quired by any servant of the Company, to payment of the entire fare and an additional fine 
v,Os. Their JLordships cannot allow a bye-law so much more stringent than that in force 
upon other railways for the same purpose, and which, if strictly enforced, might subject the 
public using the railway to oppression. The corresponding bye-law of the London and 
Birmingham Railway Company, which is in very general use upon other railways, is to the 
following effect: — ** That if any passenger shall refuse to produce his ticket when required 
by the guard in charge of the train, and to deliver it up prior to his quitting the Company's 
premises at the end of his journey, he shall be chargeable with the fare from the place where 
the train originally started, or in default thereof is hereby made liable to a penalty of ." 

If this bye-law should not appear to the Directors of the Newcastle and Carlisle Railway 
Company to be applicable to the circumstances of their line, their Lords, &c., must at any 
rate insist upon the proposed bye-law being modified so as to define the servant to whom the 
ticket is to be given up, as a servant *' properly authorized by the Company in that behalf;*' 
and upon the fine being made alternative, on refusal to pay the fare, instead of absolute. 
Their Lordships further wish me to call the attention of the Directors to the circumstance, . 
that upon the principal passenger-railways a discretionary power is giveti to some superior 
officer at each station to remit the payment required by this bye-law in cases in which he 
is satisfied that the ticket has been really lost, and that no intention to defraud exists. 

3rcl. Bye-law 5, instead of the words, " any person so ofTending," the words "any person 
persisting in smoking af^er being earned not to do so," ought to be used in conformity with 
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the gimilar bye-law usual upon other railways, unless the Directors can show some special 
reasons re dering the more stringent provision necessary in their /case. 

4th. Bye-law 6. The object of this bye-law is quite proper, but the language appears, 
in some respects, open to objection, especially with regam to the wilful obstruction of the 
Company's officers in the discharge of their duty, for wmch offence a specific punishment has 
been already provided by the legislature, 3 and 4 Vic, c. 97, s. 16, The following bye-law, 
framed upon that in general use upon other railways, is suggested as an improvement : — 
'' Any passenger in a state of intoxication committing any nuisance, or wilfully interfering with 
the comfort of other passengers, attempting to force his way into a carriage without having 
previously procured a ticket, or not attending to the directions of the Company's officers in 
cases in wluch the personal safety of himself or any of the passengers is concerned, will be 
removed from the Company's premises immediately, or as soon after the offence as conve* 
niently may be, and shall forfeit nis fare and a penalty of .*' 

Note. — by Lord Seymour's Act, 3 and 4 Vic. c. 97, s. 16, any person wilfully obstructing 
any officer of the Company in the " discharge of his duty, shall and may be apprehended 
forthwith and taken before a justice, and is uable , on conviction, to a fine not exceeding 5/., 
and, in default of payment, to imprisonment for a term not exceeding two calendar months." 

5lh. Bye-law 8. The first part, relating to attempts to force a way into carriages, has 
been transferred to bye-law 6, having more relation with the cases of criminal misconduct 
enumerated in that bye-law than with cases of fraud. The bye-law would then run thus : — 
That if any passenger " shall (without permbsion) occupy, &c., or continue, &c." The 
wordi>, without permission, ought of course to apply to both cases. 

Their Lordships direct me to state, that if the first nine bye laws are amended in con- 
formity with the above suggestions, and an amended copy submitted to them, no time will be 
lost in conveying their Lordships' confirmation so as to give them effect. 

With regard toTthe tenth bye-law, it does not appear to be one which requires their Lord- 
ships' confirmation, as it imposes no penalty. The legality, however, of such a bye-law under 
the Carriers' Act, and the provisions of the Company's Act of incorporation, which requires 
all bye-laws to be conformable to the law of the land, appears questionable. This point, 
however, involves too many legal questions for their Lordships to pronounce an opinion upon 
it without mature consideration, and they wish, in the first place, to be informed in what 
capacity the Newcastle and Carlisle Company act with regard to the carriage of goods, 
whether as common carriers, including delivery, &c„ or merely as proprietors of the railway 
and providers of locomotive power. 

I am, &c.. 
The Clerk of the Newcastle-upon-Tyne and Carlisle S. Laino. 

Railway Company. 
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Sir, 



Tkaksmitting Copy of the Bye-Laws, &c., of the Company. 

Newcastle-upon-Tyne and Carlisle Railway Office, 

Forth, Newcastle-upon-iyne, 10th May, 1841. 

I NOW enclose, for the sanction of their Lordships, the code of bye-laws as altered 
according to the suggestions contained in your letter of the 13th April, as far as the circum- 
stances will admits and which were, as so altered, agreed to at an adjournment of the meeting 
at which they were originally passed ; and I also send the copy which was before their I^ord- 
ships, that they may see what alterations have been made. 

The last bye-law, in consequence of the observations contained in your letter, has been with- 
drawn. 

I am desired to inform their Lordships, that our railway is different in several respects from 
others; that in consequence of a number of fairs taking place, hiring of servants, and the 
description of a great number of the passengers, added to the stations not being enclosed as 
is the case upon the railways in the South, it would be almost impossible for one person to 
see that all the tickets were collected. We have, therefore, inserted that the other person 
must be qualified ; and, should the law be permitted to stand as now put, a written authority 
to make the demand shall be given to the asostant of the agent at the station house. The 
fare for a person who would so conduct himself being very low, the punishment of paying the 
whole of it would not be too great. 

I am, &c., 
S. Laing, Esq., John Adamson, Clerk to the Company. 

&c. &C. 



Byk-Laws, Orders, and Regulations, made in pursuance and exercise of the powers con- 
tained in an Act of Parhament, passed in the tenth year of the reign of His late Majesty 
King George the Fourth, intituled " An Act for making and maintaining a Railway or 
Tram Road from the Town of Newcastle-upon-Tyne, in the County of the Town of 
Newcastle-upon-Tyne, to the City of Carlisle, in the County of Cumberland, with a 
Branch therout," at the Annual General Meeting of the Shareholders, held at the 
Assembly Rooms, in Newcastle-upon-Tyne, the 26th day of March, 1841 : — 

L That no person shall be allowed to travel upon the Newcastle-upon-Tyne and Carlisle 
Railway, or any part thereof, without first having paid the proper fare and received a ticket. 

2. That if any passenger shall refuse to procuice or deliver up his ticket, when required so 
to do by the conductor, guard, or other servant of the Company, authorized in that behalf. 
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he shall be chargeable with the fare for the entire journey, or shall forfeit and pay the sum 
of 20*., at the option of the Directors, for the time being, of the said Company. 

3. That every passenger shall be allowed 84 lbs. of luggage, free of charge, but the Com- 
pany will not be responsible for the care of tlie same unless booked and paid for accordingly. 
And that all surplus luggage, and merchandize of every description, shall be charged for. 

4. That no dogs shall be permitted to accompany passengers in the carriages, but they shall 
be conveyed separately and charged for, 

5. That no smoking shall be allowed in any of the carriages or stations of the Company, 
and any person persisting in smoking ofter being warned not to do so, shall forfeit and pay 
the sum of 5*., and be liable to be removed froYn the Company's premises or carriages. 

6. That if any passenger or passengers shall forcibly enter any of the Company's carriages 
without having obtained a proper ticket, or being intoxicated, or shall conduct himself so as 
to cause annoyance to his fellow passengers, or shall disobey the orders of the Company^s 
officers in casf s in which the personal safety of himself or his fellow passengers is concerned, 
shall forfeit and pay the sum of 10*. and be immediately removed from the Company's 
premises or carriages, and shall forfeit any fare which he may have paid. 

7. That any passenger who shall wilfully damage any part of the Company's carriages, 
stations, or other property, shall forfeit and pay any sum not exceeding the sum of 20*. over 
and above the cost of repairing such damage* and all accidental damage shall be paid for by 
the party causing the same. 

8. That if any passenger or passengers shall occupy (without permission) a superior class 
to that for which he has obtained a ticket, or shall (without permission) continue his journey 
in the Company's carriage beyond the place for which he shall have paid his fare, he shall 
forfeit and pay the sum of 20*. in addition to the full fare of the entire journey. 

9. That no fee or gratuity shall be taken by tny guard, porter, or other servant of the 
Company, under pain of immediate dismissal. 



Letter sent to the Newcastle and Carlisle Railway Company, approving the new Code of 

Bye-Laws of the Company. 

Sir, Board of Trade, Whitehall, I2th May, 1841. 

I AM directed, &c., to signify to you their Lordships' approval of the amended copy of 
bye-laws of the Newcastle-upon-Tyne and Carlisle Railway Company, enclosed in your letter 
of the 10th instant 

With reference to the second bye-law, their Lordships direct me to observe, that their con- 
firmation is given on the understanding, that the alternative of suing for the penalty is only 
meant to be enforced in cases where the intention to defraud is manifest. 

I am, &c., 
Newcastle-upon-Tyne and Carlisle S. Laino. 

Railway Company. 

No. 4. 

NORTHERN AND EASTERN RAILWAY. 

Transmitting Copy of the Bye-Laws of the Company. 

My Lords, Office, High Street, Shoreditch, June 17, 1841. 

I HAVE the honour to enclose herein, for your Lordships* approbation, the draft of a 
code of bye-laws agreed to at a special general meeting of the proprietors of this Company, 
held yesterday; and as some inconvenience will be felt by the Company till these bye-laws are 
allowed to come into force, the Directors will feel greatly obliged b^ th^ honour of your Lord- 
ships signifying your approbation thereof at the earliest possible period. 

I have, &c. 
To the Right Hon. the Lords of the Committee Wiluam Bourne, Secretary, 

of Privy Coimcil for Trade. 



Draft of Bye-Laws. 

No person shall travel on the railway without first having paid his fare and received 
a ticket, which is to be shown when required to the conductor or guard, or other attendant on 
the train, and to be delivered up before quitting the Company's premises at the end of the 
journey. And any person travelling without a ticket, or refusing to produce or deliver it up 
as above, or using without leave a carriage of a superior class to that for which he has been 
booked, or continuing his journey beyond the place for which he has been booked, shall be 
charged the full fare for the whole journey in addition to what he may have paid, and shall be 
liable also to a penalty not exceeding 40^. 

Any persons smoking, either in the carriages or stations, shall be subject to a penalty not 
exceeding 40^., and be liable t6 be removed from the stations or from the carriages on their 
arrival at any station. • 

Any person conducting himself improperly, or being intoxicated to the annoyance of the 
passengers, or obstructing any of the Company's officers or servants in the discharge of their 
duty, shall be immediately removed from the Company's premises or carriages, and be 
subject to a penalty not exceeding 40^. in addition to the forfeiture of any fare that may have 
been paid. 
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Any person wilfully damaging any part of the carriages, stations, or premises shall be 
liable to a penalty of 5/. in addition to the cost of repairing the damage done. 

All accidental damage to be paid for by the party causing the same. 

Dogs not to be permitted to accompany passengers in the carnages, but to be conveyed 
separately and charged for. 

Each first-class passenger to be allowed 112 lbs., and each second or third-class passenger 
661bs. of luggage free of charge, but the Company are not answerable for the care of luggage 
unless booked and paid for ; and all surplus luggage as well as merchandize of every decrip- 
tion to be charged for. 

At the intermediate stations passengers to be booked only conditionally on their being 
room in the carriages by the train. 

At a special general meeting of the proprietors of the Northern and Eastern Railway 
Company, held at the London Tavern Bishopsgate-street, on Wednesday, the 16th of June, 
1841, the foregoing Draft of Bye-laws were submitted, and unanimously agreed to, and 
resolved, that the 0)mpany's seal be attached thereto. 

WiLUAM Bourne, Secretary. 



Letter sent to the Northern and Eastern Railway Company in reply to their Letter of the 
17th, also confirming their Bye-Laws provisionally. 
Sir, Board of Trade, Whitehall, June 18, 1841. 

I AM directed, &c., to acknowledge the receipt of your letter of the 17th June, enclosine 
a draft of a copy of bye-laws agreed to at a meeting of the proprietors of the Northern and 
Eastern Railway Company, held on the 16th instant. 

I am directed by their Lordships to state that the first bye-law appears objectionable, inas- 
much as it subjects a passenger who may have lost his ticket to a fine in adaition to payment 
of the full fare. The fine in this case ought to be alternative on refusal to pay the fare, as is 
the case in the bye-laws of the London and Birmingham and other leading Companies. 

It is also usual with these Companies to empower some superior officer at each station to 
exercise a discretion in remitting the payment of the fare in cases in which he is satisfied that 
the ticket is really lost, and that no fraud is intended. 

Their Lordships also observe that the words " without leave," ought to be inserted between 
the words ** journey," and " beyond." 

The second bye-law against smoking is more severe than that usually adopted, which 
only imposes a penalty on persisting in smoking after having been requested to desist, and 
their Lordships think that tne usual form shoum be adopted unless there are some special 
reasons to render the other necessary. 

Subject to these remarks their Lordships see no objection to the code, and as it is stated 
to be an object to the Company to have it in force without delay they direct me to signify 
their confirmation, on condition of receiving an assurance from the Directors that the points 
above specified shall be amended at the earliest opportunity, and that in the mean time the 
suggestions above made, especially that relative to tost tickets, shall be attended to. 

I am, &c. 
The Secretary of the S. Laino. 

Northern and Eastern Railway Company. 
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In reply to Letter from this Office of the 18th June, and promising to comply with the 
Suggestions therein contained relative to the Bye-laws of the Company. 

Sib, Office, High Street, Shoreditcb, June 21, 1841. 

I HAVE had the honour to receive your letter of the 18th instant, stating that the Lords 
the Committee of Privy Council for Trade are pleased to confirm a code of bye-laws trans* 
mitted to them in my letter of the 17th instant, subject to certain suggestions contained in your 
said letter, and on the condition of receiving an assurance that they shall be amended at the 
earliest opportunity. And I am instructed by the Board of Directors of this Company to 
inform you, that they will rigidly adopt the suggestions made by their Lordships ; and that 
the code shall be amended in conformity therewith at the half-yearly meeting of the pro* 
prielors of the Company, which will take place in August next. 

I have, &c. 
S. Laing, Esq., William Bourne, Secretary. 

&c. &c. 



Transmitting Copy of the Bye-Laws of the Company ; also Copy of Instructions to the 

Servants of the Company. 

Mt Lords, Office, High Street, Shoreditcb, August 27, 1841. 

I HAVE the honour to enclose herein a copy of the bye-laws adopted at a half-yearly 
general meeling of the proprietors of this Company, held on the 12th instant. 

Your Lordships will be pleased to observe that the various amendn^nts required by your 
Lordships* letter of the 18th of June last have been introduced therein. 

I have, &c. 
To the Right Hon. the Lords of the Committee William Bourne, Secretary, 

of Privy Council for Trade. 
I likewise enclose a copy of the Company's instructions to their officers, in connexion with 
the bye-laws. 
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REPORTS i4> the COMMITTEE of PRIVY COUNCIL, 
Bte-Laws of the Northern and Eastern Railway* 



No person shall travel on the railway without first having paid his fare and received a 
ticket which is to be shown when required to the conductor, guard, or other attendant on the 
train, and to be delivered up before quitting the Company's premises at the end of the 
journey ; and any person travelling without a ticket, or refusing to produce or to deliver it up 
as above, or using without leave a superior carriage to that for which he has been booked, or 
continuing his journey without leave beyond the place for which he has been booked, shall be 
charged the full fare for the whole journey in addition to what he may have paid, and (except 
in cases of tickets shown to have been lost) be liable also to a penalty not exceeding 40^. 

Any person smoking either in the carriages or stations shall (on refusing to desist) be subject 
to a penalty not exceeding AQs., and be liable to be removed from the stations or from the 
carriages on arrival at any station. 

Any person conducting himself Improperly, or being intoxicated to the annoyance of the 
passengers, or obstructing any of the Company's officers or servants in the discharge of their 
duty, shall be immediately removed from tne Company's premises or carriages, and be subject 
to a penalty not exceeding 40^. in addition to the forfeiture of any fare that may have been 
paid. 

Any person wilfully damaging any part of the carriages, stations, or premises, shall be 
liable to a penalty of 5/. in addition to the cost of repairing the damage done. All acci- 
dental damage to be paid for by the party causing the same. 

Dogs not to be permitted to accompany passengers in the carriages, but to be conveyed 
separately and charged for. 

Each first-class passenger to be allowed 1 12 lbs., and each second and third-class passenger 
56 lbs. of luggage free of charge, but the Company will not be answerable for the care of 
luggage unless booked and paid for^ and all surplus luggage as well as merchandize of every 
description, to be charged for. 

At the intermediate stations passengers to be booked only conditionally on there being room 
in the carriages by the train. 



Copy of Instructions sent to the respective Stations' Clerks on the Line of the Northern 

and Eastern Railway. 



Sir, 



Office, High Street, Shoreditch, August 13, 1841. 



Herewith you will receive a copy of the bye-laws of this Company which have been 
sanctioned by the proper authorities. You will post this in the office, and there is a copy- 
written on a board to be placed conspicuously on the platform of the station under yoiu* 
charge. 

In carrying these laws into effect when necessary to have recourse to them you will attend 
to the following instructions, and you will also bear in mind generally that their main object 
is not the punishment of offending parties, but the protection on the one hand of fellow pas- 
sengers from annoyance, and on the other hand of tlie Company from the loss of custom that 
would follow such annoyance if permitted, as well as the more direct loss arising from imposi- 
tion or fraud. 

You will observe that penalties are attached in certain cases, but it is not intended that you 
should on any occasion enforce them. Should anything occur of such a nature as in your 
judgment to require such an extreme course, you will immediately report to me, and if 
approved, the necessary steps will be taken by the proper officer. 

In the case of tickets alleged to have been lost, you will exercise your discretion under the 
circumstances, and if you see good ground for believing that such has been the case, you will 
not enforce the charge again ; but I need not point out to you that this discretion must be 
exercised with great caution, as several instances of evasion in this way have been attempted 
and detected, and you will report to me in all cases when you have made the remission. So 
also with parties travelling further than they have been booked for, you will charge them an 
excess fare, sufficient only to make up the whole fare of the journey, unless from the recurrence 
of the irregularity with the same parties, or the practice becoming general, or otherwise you 
have reason to believe some imposition is intended, in which case you will exact the whole 
fare of the journey, without any abatement for what may have been paid on the short ticket ; 
but whenever practicable, you will communicate with me before having recourse to thi^ and 
when you do so on your own responsibility you will immediately report it. 

In case of determined opposition being offered to you in the discharge of your duty under 
the above directions, the remedy is the detention of the party; but this is tne last resource, 
and must never be had recourse to, if he be known to you, or be vouched for by any respectable 
person known to you^ or when you feel assured he will appear to meet any proceedings that 
may be taken against him. 

I have> &c. 
^ William Bourne, Secretary. 
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Sir, 



Letter sent to the Northern and Eastern Railway Comi)any confirming the Bye-Laws 

of the Company, &e. 

Board of Trade, Whitehall, August 30, 1841. 

I AH directed, &c* to signify their Lordships' approbation of the bye-laws, imposing 
penalties for the enforcement thereof upon persons other than servants of the Company, 
adopted at the half-yearly general meeting of the proprietors of the Northern and Eastern 
Railway Company, held on the 12th August. 

I am^ &c. 
The Secretary of the S. Laing. 

Northern and Eastern Railway Company. 



Thos. Wood, Secretary. 
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No. 5. 
LONDON AND BRIGHTON RAILWAY. 

Transmitting a Copy of the Bye Laws of the Company. 

Sir, 10, Angel Court, Throgmorton Street, July 16, 1841. 

I HAVE now to transmit to you a copy of the bye laws proposed for the regulation of 
the Company, and to which I shall be glad to have their Lordships* approval as early as 
possible. 

I have, &c. 

S. Laing, Esq. 
&c. &c. 



The Bye Laws of the London and Brighton Railway Company. 

1. No person will be allowed to travel upon the railway without first having paid his fare and 
received a ticket. 

2. If any passenger shall refuse to produce or deUver up his ticket when required so to do by 
the conductor, guard, or other attendant on the train, he shall be chargeable with the fare for 
the entire journey, and shall forfeit and pay a sum not exceeding the sum of forty shiUings. 

3. Every first-class passenger will be allowed 112 lbs. and every second-class passenger 
56 lbs. of luggage, free of charge ; but the Company will not be responsible for the care of the 
same unless booked and paid for accordingly. All surplus luggage and merchandize of every 
description will be charged for. The Company's porters will load and unload the luggage at 
the different stations free of charge. 

4. No dogs will be permitted to accompany passengers in the carriages ; but they will be 
conveved separately and charged for. 

5. No smoking will be allowed in any of the carriages or stations of the Company, and any 
person so offending shall forfeit and pay any sum not exceeding the sum of forty shillings, and 
be liable to be removed from the Company's premises or carriages. 

6. If any passenger conducts himself improperly, or shall be intoxicated to the annoyance 
of the passengers, or wilfully obstruct any of the officers in the discharge of their duty, he shall 
forfeit and pay any sum not exceeding the sum of forty shilUngs, and be immediately removed 
from the Company*s premises or carriages, and shall forfeit any fare which he may have paid. 

7. If any passenger shall wilfully damage any part of the Company's carriages, stations, or 
other property, he snail forfeit and pay any sum not exceeding the sum of five pounds over and 
above the cost of repairing such damage, and all accidental damage shall be paid for by the 
party committing the same. 

8. If any passenger shall attempt to force his way into a carriage, without having previously 

Erocured a ticket, or shall occupy (without permission) a superior class to that for which he 
as obtained a ticket, or shall continue his journey in the Company's carriages beyond the 
place for which he shall have paid his fare, he shall forfeit and pay a sum not exceeding the 
sum of forty shillings, in addition to the full fare of the entire journey. 

9. Every train is provided with guards and a conductor, who is responsible for the order and 
regularity of the journey. 

10. No fee or gratuity is permitted to be taken by atiy guard, porter, or other servant of the 
Company, under pain of immediate dismissal 

By Order, 

Thos. Wood, Secretary. 



Letter sent to the London and Brijjhton Railway Company, in reply to their Letter of the 
16th July, and confirming the Company's bye Laws provisionally. 

SiE, Board of Trade, July 31, 1841. 

I AM directed, &c., to signify their approval of the bye laws of the London and 
Brighton Railway Company, transmitted in your letter of the 16th July, subject to the fol- 
lowing remarks : — 

1st The second bye law would, if strictly construed, subject a passenger losing his ticket to 
a fine, in addition to payment of the entire fare. In the bye laws of the London and Bir- 
mingham, and other leading Railways, the fine is only imposed as a penalty on refusal to pay 

2 L 



No. 5. 

London and 

Brighton. 
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the fare^ if unable to produce a ticket; and their Lordships are of opinioa that this is the 
proper rule> and that the bye law in question should be altered by the substitution of the word 
'' or" for " and" before the words '* shall forfeit and pay, &c." Their Lordships also wish to 
call the attention of the Directors to the practice very properly observed upon other leading 
railwajrs of having a proper person at each station where tickets are collected, authorized to 
exercise a discretion in remitting the payment of fare required by this bye law in cases in which 
he is satisfi^ that the tidcet has been really lost, and that no intention to defraud exists. 

Their Lordships further observe that the words " or odier attendant on the train" are too 
indefinite, and they suggest the substitution of the words '* or other person duly authorized by 
the Company in that behalf." 

2nd. The fine on smoking is usually made alternative on refusing 'to desist when required. 
Their Lordships, however, will not disallow the proposed bye law if the Directors think it 
desirable, and if due notice against smoking is affixed conspicuously at the stations and in the 
carriages. 

3rd. Bye laws 6 and 8. The attempt to force a way into a carriage appears to belong more 
properly to the class of officers enumerated in bye law 6, than to those in bye law 8, which are 
cases of fraud. It should be traasferred to bye law 6, and a notice subjoined to that bye law 
that in case the obstruction or misconduct is such as to endanger safety, the penalties of Lord 
Seymour's Act, 3 and 4 Vic, c. 97, will apply, and will be strictly enforced. 

In bye law 8 the words " without permission" should be inserted after the word *' continue. ** 

If the alterations and suggestions above mentioned are compUed with, their Lordships have 
no objection to give their immediate confirmation to the bye laws of the Company. 

I am, &c. 
T. Wood, Esq. S. Laing. 

&c. &c 



Sir, 



Transmitting Copy of an amended Code of Bye Laws. 

10, Angel Court, Throgmorton Street, August 14, 1841. 

Agreeably with the suggestions of the Lords of the Committee of Privy Council for 
Trade, as communicated by your favour of 31st ult, the Board of Directors of this Company 
have amended the code of bye laws, as per copy, which I herewith transmit, and which they 
trust will meet the approval of their Lordbhips. 

I am, &c. 
S. Laing, Esq. Thos. Wood, Secretary. 

&c. &c. 



The Bye Laws of the London and Brighton Railway Company. 

1 . No person will be allowed to travel upon the i:ailway without first having paid his &re 
and received a ticket. 

2. If any passenger shall refuse to produce or deliver up his ticket, when required so to do 
by the conductor, guard, or other person duly authorized by the Company in their behalf, he 
shall be chargeable with the fare for the entire journey, or shall forfeit and pay a sum not ex- 
ceedii^ the sum of forty shillings. 

3. Every first-class passenger will be allowed 1 121bs. and every second-class passenger 56 lbs, 
of luggage, free of charge ; but the Company will not be responsible for the care of the same 
unless booked and paid for accordingly. AH surplus luggage and merchandize of every 
description will be charged for. The Compeuiy's porters wiU load and unload the luggage at 
the different stations free of charge. 

4. No dogs will be permitted to accompany passengers in the carriages, but they will be 
conveyed separately and charged for. 

5. No smoking will be allowed in any of the carriages or stations of the Company, and any 

Eerson so offendi^ shall forfeit and pay any sum not exceeding the sum of forty shillings, and 
e liable to be removed from the Company's premises or carnages. 

6. If any passenger conducts himself improperly, or shall attempt to force his way into a 
carriage without having previously procured a ticket, or shall be intoxicated to the annoyance 
of the passengers, or wdfully obstruct any of the officers in the discharge of their duty, he shall 
forfeit and pay any sum not exceeding the sum of forty shillings, and be immediately removed 
from the Company's premises or carriages, and shall forfeit any fare which he may have paid. 

7. If any passenger shall wilfully damage any part of the Company's carriages, stations, or 
other property, he snail forfeit and pay any sum not exceeding the sum of five pounds over and 
above the cost of repairing such damage, and all accidental damage shall be paid for by the 
party committing the same. 

8. If any passenger shall occupy (without permission) a superior class to that for which he 
has obtained a ticket, or shall continue (without permission) his jommey in the Compan]fs 
carriages beyond the place for which he shall have paid his fare, he shall forfeit and pay a sum 
not exceeding the sum of forty shillings, in addition to the full fare of the entire journey. 

9. Every train is provided with guards and a conductor^ who is responsible for the order and 
regularity of the journey. 

10. No fee or gratuity is permitted to be taken by any guard, porter, or other servant of the 
Company, under pain of immediate dismissal. 
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No. 6. 



SHEFFIELD, ASHTON-UNDERLYNE, AND MANCHESTER RAILWAY. 
Transmitting Copy of the Rules and Regulations of the Company. 

My Lords, Manchester, 12th November, 1841. 

As the clerks and solicitors of the Sheffield, Ashton-under-Lyne, and Manchester 
Railway Company, we, pursuant to the instructions of the Board of Directors, beg leave to lay 
before your Lordships a copy of the Orders and Regulations (whidi on the 3rd instant received 
the sanction of the Board) applicable to the travelling on the line of railway and which in 
certain cases impose penalties on persons not the servants of the Compaiqr* 

We have, &c. 

Baoshaw and Stevenson. 
The Lords of the Committee of Her Majesty's Privy Council 
for Trade and Foreign Plantations. 



App^idix. 

vim. 

Bye-Lawt, Rules* 
Ord«8,&c. 

No. 6. 

Sheffield, Asbton- 

under-Lyne, and 

Manchester* 



Rules and Regdlatioks. 



Bt virtue of the powers of an Act of Parliament passed in the seventh year of the reign of 
King William IV. intituled "An Act for making a Railway from SheflSeld, in the West 
Riding of the County of York, to Manchester, in the County of Lancaster," the following 
Orders and Regulations are made and passed : — 

1. No person will be allowed to travel upon the railway without first having paid his fare 
and received a ticket. 

Passengers at the intermediate or road stations will only be booked conditionally (that is to 
say) in case there shall be room in the train for which they riiall be booked; and in case there 
shall not be room, passengers booked for the lon^t distance will be allowed the preference, 
and passengers bodied for ue same distance will have priority according to the order in whidi 
they are booked. 

2. Any passenger may have conveyed along with him any quantity of luggage belonging to 
him not exceeding sixty pounds in weighty without paying any additional charge, but the 
usual rate will be charged for all luggage exceeding that weight. 

3. No dog will be permitted to accompany a passenger, but will be conveyed separately, 
and charged for. 

4. If any passenger refuse to produce or deliver up his ticket, when required to do so by 
the guard or other proper officer, he shall be chargeable with the fare from the place whence 
the train originally started, and, in addition thereto, shall be liable to a penalty not exceeding 
forty shillings. 

5. If any passenger shall be found in or upon any of the carriages, or shall force his way 
into a carriage without having previously obtained a ticket, or shall occupy (without permis- 
sion) a carriage of a superior class to that for which he has obtained a ticket, or shall continue 
his journey in the Company^s carriage beyond the place for which he shall have paid his fare, 
he shall be chargeable with the entire fare for the whole of his journey, and, in addition 
thereto, shall be liable to a penalty not exceeding forty shillings. 

6. Smoking is strictly prohibited, both in and upon any of the Company's carriages, and in 
or at any of their stations ; and any person persisting in smoking afler being warned not to do 
so, shall be liaUe to a penalty not exceeding forty shillings ; and any person so persisting, 
after being warned a second time, shall immediately, or if travelling at the time, then at the 
first stopping place, be removed from the Company*s premises, and shall also forfeit his fare. 

7. Any passenger being in a state of intoxication, or committing any nuisance, or wilfully 
interfering with the conduct of any other passenger, or obstructing any of the Company's 
servants in the discharge of his duty, or not attending to the directions of the guard trhenever 
the personal safety of himself or Bay of the passengers is concerned, shall immediately, or if 
travelling at the time, then at the first stopping place, be removed from the Company's 
premises, and sAiall also forfeit his fare» 

8. If anv passenger shall wilfully damage any carriage, station, or other property of the 
Company, ne shall be subject to a penalty not exceeding five pounds for every sucn offence, in 
addition to the c(»t of repairing such damage ; and every person committing any accidental 
damage s^all make good the same. 

9. No fee or gratuity will be permitted to be taken by any guard, porter, or other servant of 
the Company, under pain of immediate dismissal 

By ordOT of the Directors. 
3id November, 1841. 

Letter sent to Messrs. Bagshaw and Stevenson, SoUcitors to the Sheffield and Manchester 
Railway Company, in reply to their Letter of the 12th November, relative to the Rules 
and Regulations of the Company. 

Gentlemen, Board of Trade, 24th November, 1S41. 

In reply to your letter of the 12th November, inclosing a copy of Orders and Regula- 
tions of tl» Sheffield and Manchester Railway Company for the approval of the Lords, &c., 
under the Act 3 and 4 Vict c. 97, 1 am directed, &c. to mform you ths^ Regulations 4 and 5 
appear objectionable, inasmuch as they do not diffidently distinguish between cases of fi^ud 

2 L 2 
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Sheffield, Ashton- 

under-Lvne, and 
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and inability to produce tickets. Their Lordships do not object to a regulation obliging pas- 
sengers to take out tickets and making payment of the fare alternative on non-production of 
the ticket, although they would recommend this regulation not to be enforced with unne- 
cessary harshness; and that the practice usual on well reflated railways should be adopted, 
of giving a discretionary power to some officer at each station to remit the payment of the fare 
when there is no reason to doubt the truth of the statement that the ticket has been lost. Nor 
do their Lordships object to reasonable penalties for the prevention of fraud ; but, as the 
ticket system, which is adopted solely for the convenience of the Company, makea it inevitable 
that innocent persons should oflen be in the position of being imable to produce tickets, their 
Lor(i|hips think that the regulations should be so worded as to exclude the possibility of 
servants of the Company thmking it their duty to construe the non^production of the ticket, 
unaccompanied by other circumstances, as evidence of fraud. 

Their Lordships' objection would be obviated by striking out the words ''and in addition 
thereto shall be liable to a penalty not exceeding forty shillings" at the end of the 4th regula- 
tion, and the words " shall be found in or upon any of the carriages, or" in the 5th; or by 
any other alteration conformable to the principles above stated. 

In the 7th regulation, the words "conduct of any other passenger" are unintelligible; 
" comfort" is probably meant, which is the usual word in the similar regulations of other 
Railway Companies. 

Subject to the above remarks, and to any future steps which their Lordships may think it 
their duty to take for a general revision of the regulations of Railway Companies which aflfect 
the public, I am directed to convey their Lordships^ confirmation of the regulations in 
question. I am, &c. 

S. Laing. 
Messrs. Bagshaw and Stevenson, Solicitors to the Sheffield 
and Manchester Railway Company. 



Traksmittino amended Rules and Regulations of the Sheffield and Manchester Railway 

Company. 

My Lords, Manchester, 4th December, 1841. 

As the solicitors of the Sheffield, Ashton-under-Lyne, and Manchester Railway Com* 
pany, we transmit to your Lordships a copy of the Bye-laws passed by the Directors of that 
Company for regulating the travelling on the line of railway. 

In these bye-laws they have introduced the amendments suggested in your Lordships' com* 
munication of the 24th ult. namely, by omitting the objectionable words in Rules 4 and 5, 
introducing further words in Rule 5 to discourage fraudulent evasions of payment (and which 
from experience thev have already found necessary), and by changing a word in Rule 7. We 
trust that your Lordships will now be able to approve of the rules, which we transmit in con- 
formity with the Act 3 and 4 Vict. c. 97. 

We have, &c. 

Baoshaw and Stevenson. 
The Lords of the Committee of Her Majesty's Privy Council 
for Trade and Foreign Plantations. 



Amended Code of Bye-laws of the Sheffield and Manchester Railway Company. 

By virtue of the powers of an Act of Parliament passed in the seventh year of the reign of 
King William IV., intituled " An Act for making a Railway from Sheffield, in the West 
Riding of the Countv of York, to Manchester, in the County of Lancaster," the following 
Orders and Regulations are made and passed : — 

1. No person will be allowed to travel upon the railway without first having paid hb fiire 
and received a ticket. 

Passengers at the intermediate or road stations will only be booked conditionally, (that is to 
say in case there shall be room in the train for which they shall be booked ;) and m case there 
shall not be room, passengers booked for the longest distance will be allowed the preference; 
and passengers booked for the same distance will have priority according to the order in which 
they are booked. . 

2. Any passenger may have conveyed along with him any quantity of luggage belonging to 
him, not exceeding sixty pounds in weight, without paying any additional charge ; but the 
usual rate will be charged for all luggage exceeding that weight. 

3. No dog will be permitted to accompany a passenger, but will be conveyed separately, 
and charged for. 

4. If any passenger refuse to produce or deliver up his ticket when required to do so by the 
guard or other proper officer, he shall be chargeable with the fare from the place whence the 
train originally started. 

5. If any passenger shall force his way into a carriage without having previously obtained a 
ticket, or shall occupy (without permission) a carriage of a superior class to that for which he 
has obtained a ticket, or shall continue his journey hi the Company's carriage beyond the place 
for which he shall have paid his fare, or shall fraudulently attempt in any way to evade the 
payment of his proper fare, he shall be chargeable with the entire fare for the whole of his 
journey, and in addition thereto, shall be liable to a penalty not exceeding forty shillings. 
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6. Smokinff is strictly prohibited, both in and upon any of the Company's carriaees, and in 
or at any of their stations ; and any person persisting in smoking after being warned not to do 
so, shall be liable to a penalty not exceeding forty shillings ; and any person so persisting, 
after bein^ warned a second time, shall immediately, or if trarelling at the time, then at the 
first stopping place, be removed from the Company's premises, and shall also forfeit his fare. 

7. Any passenger being in a state of intoxication, or committing any nuisance, or wilfully 
interfering with the comfort of any other passenger, or obstructing any of the Company's 
servants in the discharge of his duty, or not attending to the directions of the guard whenever 
the personal safety of himself or any of the passengers is concerned, shall immediately, or if 
travelling at the time, then at the first stopping place, be removed from the Company's pre- 
mises, am shall also forfeit his fare. 

8. If any passenger shall wilfully damage any carriage, station or other property of the 
Company, he shall be subject to a penalty not exceeding five pounds for every such offence, in 
addition to the cost of repairing such damage ; and every person committing ^ any accidental 
damage shall make good the same. 

9. No fee or gratuity will be permitted to be taken by any guard, porter, or other servant 
of the Company, under pain of immediate dismissal. 

By order of the Directors. 
1st December, 1841. 

(Confirmed December 8th, 1841.) 
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No. 7. 

BOLTON AND PRESTON RAILWAY. 

Requesting to see the proposed Bye-Laws of the North Union Railway Company previous 
to their being sanctioned by this Department. 

Sir, Bolton, October 9, 1841. 

Having been informed by the North Union Railway Company that '^ their bye-laws 
are now under revision, and that when completed they will be sent to the Board of Trade for 
sanction," I am instructed by the Directors of the Bolton and Preston Railway Company to 
beg, that an opportunity may be afforded to them of seeing the proposed bye-laws before they 
be sanctioned by the Lords of the Committee of Privy Council for Trade, in order that the 
Bolton and Preston Railway Company may, if necessary, call the attention of their Lordships 
to any thing which may appear to have a tendency unduly to prejudice the interest of the Bol- 
ton and Preston Railway Company, or to impede the public in the free and unrestricted use of 
the Bolton and Preston Railway. 

The Bolton and Preston Railway Company are induced to adopt this course, believing that 
it may be more agreeable to their Lordships to have their attention called, in the first instance, 
to the probable effect of any proposed bye-laws than to have subsequently to deal with an 
application to rescind those which may have been sanctioned. 

I am, &c. 
G. R. Porter, Esq., Peter Sinclair. 

&c. &c. 



No 7. 
Bolton and Preston. 



Additional Rules and Regulations to be observed by the North Union Railway Company, 
and by the Owners or Persons having the care or management and conduct of Engines^ 
Waffgons, or Carriages, passing along or being upon the same, and by all parties using or 
working the said Railway. The breach of any of such Rules and Regulations will subject 
the Offender to a penalty of 5/., unless otherwise specified, besides such responsibility as may 
attach at Common Law. 



No. 31. — No goods or coal trains shall be allowed to carry in any one waggon a greater 
weight than four tons ; and the coal or slack, or other articles wn-ried loose, shall not be heaped 
up higher than 18 inches above the sides of the waggon. 

No. 32.— -Bye-law No. 7 is hereby repealed, and mstead thereof, it is ordered that every coal 
or goods-train shall have one breaksmanfor any number of loaded waggons not exceeding nine ; 
two breaksmen for any number of waggons exceeding nine, and not exceeding 18; three for 
any number of waggons exceeding 18, and not exceeding 27, and so on ; another breaksman 
for every additional nine waggons. 

No. §3. — Every train passing on the railway shall have the carriages or waggons of which 
it may be composed well coupled together with three good substantial coupling chains ; and it 
shall be the duty of every engine-man, fireman, breaksman, and guard, that may accompany 
such train, to see that all the three coupling chains are kept constantly and securely hooked 
when the train is moving ; and every engine-man, fireman, breaksman, or guard, neglecting 
this precaution shall be fined in any sum not exceeding 20^. each for every offence, each man 
being held alike responsible. 

No. 34.— The breaksman of every train passing on the main lines where only one attends a 
train, shall always ride and be on the last waggon of the train when moving, and where more 
than one breaksman attends a train, one of them shall always be on the last waggon ; and in 
the event of a breaksman being obliged unavoidably to leave such last waggon, the break shall be 
pinned down before he quits it. The plate-layers and others working on the line are required 
to report whenever the above rule is neglected ; and any breaksman diregarding this regula<^ion 
shall, on conviction, be fined any sum not exceeding 10«. for each offence. 
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No. 35. — If any collier or good^train shall unavoidably stop on the main lines, the engine- 
man of such train shall send back a trustworthy man at least 400 yards with a red flag by day 
and good light by night to warn any coming trainof such stoppage. 

No. 36. — ^Every engine using the railway shall proceed with the engme before the tender; 
and every engine-man who shall unnecessarily and without sufficient cause run his engine 
with the tender in front; shall, on conviction, pay a penalty not exceeding 20^. for every such 
offence. 

No. 37. — No engine or train of an description shall pass through the Preston or Wigaa 
station while the trains are stopping on the main lines to set down or take up pass^igers ; and 
no enraie or train ^all pass through or by the station at Preston or Wigan at a greater speed 
than SIX miles per hour. 

]^Io. 38. — ^The incline on the New Springs Brandi being 1 in 30> particular attention is 
required to the following regulations : — 

1st.— That no locomotive engine can be permitted to pass alone the line that is not fitted 
with a powerful break, acting on the two driving-wheels on each side, in addition to a 
sufficient break fitted to the tender of such ^gine, and to act on four wheels. 
2nd. — That every waggon using the incline shall be fitted with a good substantial double 
break and strong lever, and that every three loaded waggons be attended by one breaks- 
man in the descent, who shall ride in the foremost waggon down the incline, the other two 
waggons shall have the breaks pinned down. 
3rd. — That no train of waggons or engines shall commence to descend imtil the previous 

train is clear off the incline. 
4th. — No engine or waggon, whether full or empty, or other carriage, shall, under any pre- 
tence whatever, be left standing on the main line of the New Springs Branch Railway ; 
and every owner of any engine, waggon^ or other carriage so left, shall be liable to a 
penalty of 5/. for every such offence, half of which shall be paid to the informer, and the 
other half to the Company. * 

No. 39. — No locomotive engine shall be used on the railway exceeding in weight in the 
whole 15 tons; nor shall any locomotive engine be used having a greater weight on any one 
pair of wheels than seven tons. 

Given under the common seal of the North Union Railway Company the twenty-eight day 
of October, one thousand eight hundred and forty-one. 

(L. S.) Transmitted for Confirmation, October 30, 1841. 



In reply to Letter from this Office of the 1st November, relative to the Bye-Laws of the 

North Union Railway Company. 

Sir, Bolton, November 11, 184L 

Upon my return home after a few days absence I found jrour letter of the Ist instant^ 
enclosing the additional regulations of the North Union Railway Company, which have been 
submitted to the Directors of the Bolton and Preston Railway Company. 

The Directors of this Company had imagined from the terms of the communication received 
by them from the North Union Railway Company that none of their bye-laws had yet been 
submitted for the sanction of the Lords of the Committee of Privy Council for Trade. Of the 
additional regulations now proposed to be made by them, there is only one. No. 37, upon 
which the Directors of the Bolton and Preston Company deem it necessary to make any com- 
ment, but as the possible operation of this regulation is in a measure dependent upon the 
effect of some of thejprecedmg bye-laws, I am directed to submit the few observations which 
have occurred to the Bolton and Preston Directors upon the whole of the North Union Com- 
pany's bye-laws. 

No. 3 appears to be in some respects inapplicable to waggon and carriages belonging to 
pubUc railway companies whose lines may directly or indirectly communicate with the North 
Union Railway. In bye-law No. 2, which relates to locomotive engines, an exception is very 
properly made in regard to engines belonging to other railway companies^ and it would be 
desirable that the same exception should be extended to their waggons and carriages. 

No. 24 relates to locomotive engines, their drivers, &c« 

It is presumed that this is not intended to apply to the engines or servants of other railway 
companies, but the repetition of the exception contained in No. 2 in this respect would obviate 
all doubt. 

No. 22 and 23 relate to private railways communicating with the North Union Railway^ 
and it would not have occurred to the Directors of the Bolton and Preston Company to 
suspect that these could have been applied to the Bolton and Preston Ridlway, but the North 
Union Company have recently called upon them expressly to con6rm to No. 2?. The Bolton 
and Preston Company deem the stop-bar required to be placed across their line and locked 
down, as wdl as die locking down of the inoicator to be ccmneeted with moveable potms^ 
objectionable, as calculated to impede rather than to facilitate the ingress and egress of their 
trains, and consequently to increase the risk of accident. The Boltcm and Preston Railway 
Company might safdy be exempt from the operation of these two bye-laws, as sections 40, 42, 
43, and 44 of this Act (I and 2 Vic, c. 56) are sufficiently stringent upon them in providing 
for the safety of the North Union line at the points of junction, but tney wish to limit their 
olriection to the cross-bar, and the locking of that and of the indicator. 

No. 4 directs that every eiigine» waggon, carriage, &c. bein^ or working upon the North 
Union line, together with tl^ persons attending the same, shall be under the control and 
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direction of the Company^s seirants ais to the times of starting, speed of trayelling, and in all 
other respects, as for as may be necessary to secure despatch and good order, and the safety of 
the public. VIIL 

No. 25 provides that no coal-train shall leave the sidmg where it may happen to be until ^orf''*'&c?*** 
full 10 mintes after the passing of the train immediately preceding it, and that such coal-train fHIl 

dmll never come nearer than one mile to the train preceding it. No. 7. 

No. 26 prohibits any collier or goods-engine from coming out on to, or crossing over the line BoHon aid Preston, 
on which any passenger-engine and train is expected within 15 minutes of the usual or ordinary 
time of its passing such place. 

No. 27 requires that no collier or goods-train shall leave any station whatever at a less 
interval of time than 20 minutes before the usual time of passenger-trains passing such place 
of departure. 

No. 37 declares that no engine or train of any description shall pass through the Preston 
station while the trains ere stopping on the main lines to set down or take up passengers. 

Unfortunately the Bolton and Preston and the North Union Railways will be in some 
respects rival lines, and as the Directors of the Bolton and Preston Railway Company cannot 
safely assume that the North Union Railway Company will be disposed to afford facilities for 
the Bolton and Preston business, it is incumbent upon them to consider the possible efkct of 
these bye-laws, when applied as they may be by the subordinate servants of the North Union 
Company, and they are appr^ensive that these five bye-laws may be so worked one with 
another as unduly to prejudice the Bolton and Preston Company's business, and to deprive 
the public of the advantages which the line is calculated to afford. 

As to No. 4, it will re^ly be perceived that the servants of the North Union Company will 
be the only judges of what *' may be necessary to secure despatch and good order, and the 
safety of the public ;" and according to Nos. 25, 26, and 27, trains of goods or coals may not 
only be delayed SO minutes, or, it may be, much longer, but their movements may be rendered 
so entirely uncertain as to interfere most seriously with all the arrangements of the Bolton and 
Preston Company in the application of their locomotive power, and the management of thor 
business generally. No. 37 is so vague and indefinite as to time, that it is difficult to antici- 

fite to what extent it may operate prejudicially to the Bolton and Preston Company whose 
reston station is separated from that of the North Union Company by little more than 100 
yards. 

The Directors of the Bolton and Preston Railway Company would therefore respectfully 
submit the following modifications of these regulations : — 

No. 4« — ^That the times of starting and speed of travelling of the Bolton and Preston Com- 

Etny's trains should not be matter of discretion firom day to day on the part of the North 
nion Company's servants, but that these points should be definitely arranged if possible 
between the two Companies, the Board of Trade deciding between them in case of difference 
of opinion. 

No. 25. — To expimge the period of 10 minutes therein mentioned, the safetv of the pre- 
ceding train being sufficiently secured by the distance required to be maintained between the 
two trains ; or at all events that the 10 minutes should be reduced to such time as would 
allow the first train to get a mile a-head, say three or four minutes. 

No. 26. — ^To reduce the 15 minutes therein menticmed to 10, and to let that time be 
reckoned from periods to be defined and affixed at the stations affected thereby ; otherwise a 
train of goods or coal from Manchester or Bolton arriving at Euxton at 15 minutes before the 
usual or ordinary time for a passenger-train to pass that station in either direction would first 
be required to wait until the expiration of the 15 minutes, and in the event of either of the 
trains being behind its time, the North Union Company's servant at the junction might then 
(under Na 4) delay the goods-train as long as he tnought proper, in the expectation of such 
passenger train in either direction, or until the approaching time for other trains one way or 
the other would afford a ground for still further detention. 

No. 27. — It is submitted that 20 minutes is too long a period, and that this should be 
reduced, especially considering that the trains of the Bolton and Preston Company have not 
quite five and three*quarter miles of the North Union line to pass over. 

No. 37.— -Apparently the most simple mode of correcting this would be to require trains 
having; to take up or set down passengers at the North Union Company's station at Preston to 
draw mto the siding which has been provided there for the purpose, as is now done at important 
stations upon some other railways, so as to keep the main lines clear for express or other pass- 
ing trains. 

In order ta elucidate the relative position of the two Companies, I enclose a short statement 
to which I beg to refer. 

I am, &c. 
. S. Laing, Esq., Peter Sinclair. 

&c. &c 

In 1830 a Company was formed for the purpose of making a railway from Manchester 
to Preston, through Bolton, and they applied for an Act in the fbllowing Session of Parliament, 
but th^r di)jeet was for a time defeated through an Act being obtained in that session by the 
Manchester and BolUm Canal Company, for inaking a railway from Manchester to Bolton. 

The Wigan and Preston Railway Company appDed to Parliament at the same time, and 
obtaiaed an Act for making a railway from Wigan to Preston ; subsequently, this Company 
and the Wigan Branch Company were amalgamated under the title of the North Union Kail- 
way Company. 
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For some considerable time the Wigan and Preston Company did not attempt to act upon 
the powers obtained by them ; but in 1836 it became apparent to those who had taken the 
roost active part in the projected measure of 1830, who were deeply interested in Bolton 
Chorley, &c., that the North Union line would (ere long) be completed, and that the large 
and important traffic on the Great North Road from Mandiester, through Bolton^ &c. would 
be diverted to the North Union Railway, unless efficient accommodation were provided for it on 
its original^ and, as they conceived, legitimate route. 

The present Bolton and Preston Company was in consequence formed, (a large proportion 
of the shares being taken by those who had constituted the Company of J 830,) and after a 
preliminary survey, an offer was made to the North Union Railway Company to join their line 
at Euxton, conditionally that they would agree to some modification of their rates, which as they 
then stood would have been absolutely prohibitory to Bolton and Preston business ; but this 
overture was totally rejected. The Bolton and Preston Company then found it necessary to 
enter into an arrangement with the Lancaster Canal Company, under which they acquired the 
right of converting that Company's railway, which extends five miles out of Preston in the 
direction of Bolton, into a part of the main line of the proposed railway, and became bound 
to pay to the Canal Company 8000/. a-year for ever, for their railway, and for a portion of the 
revenue arising 6rom the south level of the Lancaster Canal. The Bolton and Preston Com- 
pany thereupon applied to Parliament for power to make an independent line of railway from 
Bolton to Preston, but were most energetically opposed at every step by the North Union 
Company. The Legislature ultimately sanctioned a railway from Bolton, through Chorley to 
Preston, but recommended the course first proposed by the Bolton and Preston Company, 
namely, a junction with the North Union line at Euxton, upon a reduction of their rates. 
Both parties, of course, acceded to the recommendation, but probably with equal reluctance, for 
while the North Union Company's object of absolute annihilation to the Bolton and Preston 
Company was defeated, the Bolton and Preston Company's object in their arrangement with 
the Canal Company was also in a great measure rendered nugatory, while they continued 
bound for ever to the payment of the 8000/. a-year to that Company. 

Upon the application to Parliament in the ensuing session for the necessary powers to carry 
this arrangement into effect, the Bolton and Preston Company, to whom a Preston station was 
absolutely indispensable, applied for power to make a branch, diverging from the North Union 
line a little to the south of the North Union station at Preston, so as to prevent the necessity for 
the trains passing through the station ; but the North Union Company stated that there 
would be no objection to the Bolton and Preston trains passing through tneir station, as they 
should provide sidings for their own trains, so as to keep the main lines clear, and they induced 
the Bolton and Preston Company to purchase from them at an expense (including interest, 
&c.) of between 8000/. and 9000/., a large house, and other premises belonging to them, 
about 100 yards to the north of the North Union station, which appeared to the Bolton and 
Preston Company well adapted for their station in connexion with other land acquired by 
them from the Lancaster Canal Company. The proposed branch was thereupon abandoned, 
and clauses introduced into the Act passed, prohibiting the use of the North Union Company 
station by the Bolton and Preston Company, and defining the mode of access from the North 
Union line into the land so purchased from the North Union Company for a station for the 
Bolton and Preston Railway Company. 



Letter sent to the North Union Railway Company relative to their Bye-Laws, &c. 

Sir, Board of Trade, Whitehall, November 13, 1841. 

I AM directed, &c. to inform you that their Lordships have considered the nine 
additional regulations of the North Union Railway Company, given under the common seal 
of the Company on the 28th October, and submitted for their Lordships* confirmation in terms 
of the Act for regulating railways. Certain objections have been stated to these reflations, 
and to some of the other regulations of the Company, on the part of the Bolton and Preston 
Railway Company ; but as it appears to their Lordships that their objections will not apply 
until the Bolton and Preston line is opened throughout, they have determined on postponing 
a consideration of them until that line is ready for opening, wnen it will be necessary to take a 
general review of the arrangements for working the junction. 

In the mean time, their Lordship direct me to signify to the Directors their provisional con* 
firmation of the additional regulations in question. 

I am, &c. 
The Secretary to the North Union S. Laing. 

Railway Company. 

• 
Letter sent to the Bolton and Preston Railway Company relative to the Bye-Laws of the 
North Union Company, in Reply to their Letter of the 11th November. 

SiB> Board of Trade, Whitehall, November 13, 184L 

In reply to your letter of the 13th November stating certain objections on the part of 
the Bolton and Railway Company to the regulations of the North Union Railway Company, 
I am directed, &c., to inform you that it appears to their Lordships that the consideration of 
these objections may be properly postponed until the period when the Bokon and Preston 
Line is ready for opening throughout, when it will be necessary to take a general review of 
the arrangements for working the junction with the North Union Railway. 
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In the mean time, therefore, their Lordships have given a provisional confirmation to the Appendix, 

neif regulations of the North Union Railway Company without prejudice to the right of he yill 

Bolton and Preston Railway Company to have their objections fully considered on a future Bye^Duj^., R^es. 

occasion. j « 

I am, &c. ^^ j^ 

The Secretary of the ^- ^^'^°- Bolton and Prciton. 

Bolton and Preston Railway Company. 

Relative to the Bye-Laws of the Company, 
gjj^ Preston, November 27, 1841. 

I SUBMITTED the provisional confirmation by the Lords of the Committee of Priv7 
Council for Trade of the nine additional bye-laws of this Company passed under the common 
seal the 28th October last, and am desired to acquaint you. for their Lordships information, 
that the Directors do not consider it expedient to issue or publish such bye-laws provisionally, 
and until permanently settled, as they involve permanent arrangenicnts on the part of those 
^vho use the line. 1 am therefore to request a decision that shall be conclusive, and to 
suffcrest that experience has shown the necessity of the rules or bye-laws submitted, and that 
they underwent a very searching inquiry before they were sent up for approval, the result of 
which was that public safety required their adoption. 

I have, &c. 

G. R. Porter, Esq. J^^^^ Chapman. 

&c. &c. 

Letter sent to the North Union Railway Company relative to their Rules and 

Regulations, &c. 
S,R^ Board of Trade, Whitehall, December 1, 1841. 

In reply to your letter of the 27th November, stating that the Directors of the North 
Union Railway Company request a conclusive decision on the additional regulations sub- 
mitted to this Department, as they do not consider it expedient to publish such regulations 
until permanently settled, I am directed, &c., to inform you that t,heir Lordships' confirmation 
was conclusive as regards the present circumstances of the railway ; though, of course, it 
remains open to the Bolton and Preston Railway Company, or to any other parties to show, at 
any future period, that such regulations ought not to be applied to them, and until the whole 
circumstances of the case are fully before their Lordships, which in regard to most of the 
objections raised by the Bolton and Preston Railway Company cannot be the case until that 
line has been inspected previous to its final opening, their Lordships cannot give any pledge 
as to what their final decision may be. 

It has been represented, however, to their Lordships, that it is important for the North 
Union Railway Company to have the regulations No. 2, 31, and 32, relative to the construc- 
tion of carriages and waggons, definitively settled, and it appears to their Lordships that this 
admits of being done without delay, and with advantage to all parties. The Bolton and 
Preston Railway Company have represented that the exception contained in regulation No. 2 
ought to be extended to No. 3, and that this regulation, with the regulations 31 and 32, 
founded upon it, ought not to apply to the carriages and waggons of public railway compa- 
nies when lines may directly or indirectly communicate with the North Union Railway. It 
appears to their Lordships that under the 189th section of the North Uni6n Company's Act, 
4 Wm. IV., c. 25, the Company are not bound to admit the carriages and waggons of other 
railway companies unless constructed and loaded in conformity with their own regulations. 
Their Lordships, therefore, will be prepared to confirm such regulations as are appUcable to the 
carriages and waggons of the Bolton and Preston Railway Company, provided they are found 
to be fair and reasonable. With a view to come to a definite decision upon this point their 
Lordships think it desirable that the North Union Railway Company should, without loss of 
of lime, communicate to this Deipartment and to the Bolton and Preston Railway Company 
the specific regulations as regards the construction of passenger, goods, and coal-carriages, and 
waggons, which the\' propose to enforce under regulation No. 3, as regards the Bolton and 
Preston Railway Company. Their Lordships have called upon the Bolton and Preston 
Railway Company to state their objectioas specifically, and after ha^ng duly considered the 
statements of both parties they will be prepared to give a definite decision. 

I am, &c. 
The Secretary of the North Union S. Laino. 

Railway Company. 



Letter sent to the Bolton and Preston Railway Company relative to the Rules and 
Regulations of the North Union Railway Company. 

Sir, Board of Trade, Whitehall, December 1, 1841. 

With reference to the regulations of the North Union Railway Company, I am directed, 
&c., to inform you that that Company have represented that it is important for them to have 
the regulations Nos. 2, 31, and 32, relative to the construction of carriages and waggons using 
the line, definitively settled without loss of time. iMthough their Lordships have, as I have 
already informed you, adjourned the consideration of the other objections relative to the inter- 
vals Joetween trains and mode of working the junction until the Bolton and Preston Line has 
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been inspected previous to opening, it appears to them that it would be advantafi[eou8 for all 
pcuties that the question as to the construction of carriages and waggons should be settled at 
once. 

It appears to their Lordships that under the 189th section of the North Union Company's 
Act 4 Wm. IV., c. 25, that Company is entitled to make regulations affecting the carriages 
and waggons of the Bolton and Preston Railway Company as well as those of private parties 
using the line, and their Lordships will therefore be prepared to confirm such regulations as^are 
found to be fair and reasonable. 

With a view to come to a definite decision upon this point, their Lordships think it desirable 
that you should ascertain from the Nordi Union Company what the precise regulations are 
' which they propose to enforce as regards the passenger, goods, and coal-carriages, and 
waggons of the Bolton and Preston Company, when that Une comes into operation, and that 
having done so, the Directors of your Company should, if they fail in coming to an amicable 
understanding upon the subject, state to this Department the specific objections which they 
have to these regulations. Their I^ordships have written to the same effect to the North 
Union Company, and after having fully heard the statements of both parties, they will be pre- 
pared to give a definite decision upon the point above referred to^ viz., me regulations applicable 
to carriages and waggons. 

I am, &c. 
The Scretary of the S. Laino. 

Bolton and Preston Railway Company. 



Copt of Rules and Regulations. 



Sir, 



Preston, December 24, 1841. 



In compliance with the desire of the Lords of the Committee of Privy Council foic 
Trade expressed in your letter of the 1st instant in reference to the specific regulations as 
regards the construction of passenger, goods, and coal-carriages, and waggons, which the 
Directors of this Company may see fit to make under the I89th section of the 4 Wm. IV., 
c. 25, and which their Lordships thought it desirable should, without loss of time, be comma*- 
nicated to them and also to the Bolton and Preston Railway Company, I am directed to send 
you the accompanying print of the orders and regulations published by the Board of Directon 
the 23rd December inst, and ordered to be affiired to the toll-houses, &c. in com{dianoe with 
the 189th section of the said Act ; I am also to acquaint you that, by ttus post, in accordance 
with their Lordships* desire a print is sent to the Bolton and Preston Company *s oiBce, Bolton. 

Referring to my letters respecting the confirmation of the nine additional bye-laws passed 
imder the common seal of the Company the 28th October last, I beg to remind you that the 
publication of the same.awaits their Lordships' decision. 

I have, &c. 
S. Laing, Esq., J. Chapman, Secretary. 

&c. &c. 



Rules and Rkgulations. 



Pursuant to the r89th section of an Act passed in the fourth year of the reign of King 
William the Fourth, intituled " An Act for uniting the Wigan Branch Railway Company 
aiid the Preston and Wigan Railway Company for authorizing an alteration to be made 
in the Line of the last-mentioned Railway, and for repealing, altering, and amending the 
Acts relating to the said Railways.'* 

Notice is hereby given. 

That on and after the 1st day of January, 1842, all persons who shall pass or be upon any 
part of the North Union Railway with any carriage for the conveyance of goods, coal, cattle, 
or passengers, are required to attend and conform to the following orders and regulations in 
respect to the construction thereof, and at all times hereafter to maintain the same agreeable 
to such orders. Sec. 

Waggons or carriages for the conveyance of goods, coals, cattle, or any other article, matter, 
or thing, not to exceed in weight, exclusive of load, 2 tons 15 cwt. To be of a proper gauge 
to suit the gauge of the rails, namely, 4 feet 8^ inches. To be placed on well-manufactured 
wheels of not less than 8 inches diameter, with good axles, of not less tlian 3^ inches diameter 
in the middle, swelled up to 4 inches at the shoulder, with a strong frame, supported on 4 
good bearing springs, and not less than 3 sufficient couphng chains at each end, and I 
break. 

Carriages for the conveyance of passengers not to exceed in weight, exclusive of any load, 
4 tons 10 cwt., and inclusive of load 7 tons. To be placed on the best manufactured wheels 
of not less than 3 feet diameter ; and the axles to be of the best scrap iron, forged, hammered, 
and turned to not less than 3^ inches diameter in the middle, swelled up to 3^ inches at the 
shoulder. The frames to be supported on 4 good bearing springs, and to have two sufficient 
side coupling chains, and a centre one. Every passenger train to have at least fths of the 
train composed of carriages with breaks. 

Lorries for the conveyance of private carriages to be on the best manufactured wheels of 
not less than 2^ feet diameter, and best axles not less than 3 inches diameter, the platform 
supported on 4 good bearing springs, and to be furnished with 2 sufficient side coupling 
chains and a centre one. 
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'' Horse-boxes to be on the best manufactured wheels of not less than 2j- feet diameter, and 

axles of 3 inches diameter. To be on 4 good bearing springs, and to have 2 sufficient side 

coupling chains and a centre one. 

rublished by order of the Board, the 

23rd day of December 1841. 

James Chapman, Secretary. 



William Coulthard, Engineer. 
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Sir, 



Relative to the Bye-Laws of the North Union Railway. 

Bohon, December 28, 1841. 

On the 24th instant Mr. Chapman, the secretary of the North Union Railway Com- 
pany, forwarded to me a printed copy of the orders and regulations made by that Company 
in remrd to the construction of waggons and carriages to be used upon their line, and dated 
the 23rd instant. 

I now beg to state on behalf of the Bolton and Preston Railway Company that they do not 
object to these regulations. 

I presume that the regulations have been forwarded to you by the North Union Com- 
pany. 

I have, &c., 
S. Laing, Esq., Peter Sinclair. 

&c. &c. • _^ 

Letter sent to the North Union Railway Company confirming the Regulations Nos. 31 to 
39 inclusive, passed on the 28th October, and the supplementary ones of the 23rd 
December. 

Sir, Board of Trade, Whitehall, December 30, 1841 . 

I AM directed, &c., to convey to the Directors of the North Union Railway Company 
in terms of the Act 3 and 4 Vic. c 97> for regulating railways, their Lordships' confirmation 
of the nine additional regulations, Noe. 31 to 39 inclusive^ passed under the oommcm seal of 
the Company on the 28ui October last, together with ^the supplementary regulations of the 
23rd December relative to the construction of carriages and waggons to be used on the North 
Union Railway. 

I am, Sec. 
The Seeretary of the S. Laino. 

North Union Railway Company. 



No. 8. 
NORTH MIDLAND RAILWAY. 

Orders and Regulations. 



By virtue of the powers and provisions contained in an Act of Parliament, passed in the sixth 
and seventh years of the reign of his late Majesty King William the Fourth, intituled 
*' An Act for making a Railway from Leeds to Derby, to be called the North Midland 
Railway," We, the N(n>th Midland Railway Company, established and incorporated by 
the above-mentioned Act, do hereby make the following Ordars and Regulations relating 
to travellers passing upon the said railway, and for preventing the smoking of tobacco 
and the commission of any other nuisance in or upon any of the carriages, or in or upon 
any of the stations belonging to the said Company, of which all persons whom it may 
concern are hereby required to take notice. 

I. All passengers are required, upon booking their places, to take a ticket and to produce 
the same (if required) previously to taking their seats in or upon any of the Company's 
carriages, and to deliver up the same previously to quitting the Company's premises. And 
any person refusing to produce or deliver up such ticket when required by the Company's 
officer is hereby made subject to a penalty not exceeding 40^. 

II. Passengers at the road stations will only be booked conditionally (that is to say), in case 
there shall be room in the train for which they are booked; in case there shall not be room 
for all the passengers booked, those booked for the longest distance shall have the preference, 
and those booked for the same distance shall have priority according to the order in which 
they are booked. 

III. Any passenger riding in a carriage of a superior class to that for a seat or place in 
which he has paid his fare, ^all pay the difference in the fare, and is also made liable to a 
penalty not exceeding 40jr. 

IV. Doffs will not be suflRsred to accompany passengers in the Company's carriages. 

v. Smoking is strictly prohibited both in tne carriages and in the Company's stations. 
Any passenger persisting in smoking after being warned not to do so is hereby subjected to 
a penalty not exceeding 40^. ; and in case of his persisting after a second warning, he will be 
immediately, or if travelling, at the first stopping place, be removed from the Company's 
carriages and forfeit his fare, 

VI. Any passenger in a state of intoxication committing any nuisance or interfering with 
the comfort of other passengers, obstructing any of the Company's officers in the discharge of 
their duty, or not attending to the directions of such officers where the personal safety of 
himself or any of the passengers is concerned, will be immediately removed from theCom- 
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pany*s premises; or, in case the train shall at the time be moving, then at the next station, 
or as soon after the offence as may be, and shall forfeit his fare, and is also made liable to 
penalty not exceeding 40^. 

VII. Any passenger cutting the linings, removing or defacing the number-plates, breaking 
the windows, or otherwise damaging or injuring any of the Company's carriages, shall forfeit 
and pay a sum not exceeding 5/. in addition to the amount of damage done. 

Given under our common seal this 28th day of October, in the year of our Lord, 1841. 

Submitted for confirmation, 11th December, 1841. 



Letter sent to the North Midland Railway Company, relative to the Rules and Regulations 

of the Company. 



Sir, 



Board of Trade, Whitehall, 13th December, 1841. 



With reference to the proposed code of regulations of the North Midland Railway 
Company, submitted to the Lords, &c., for approval under the Act for regulating Railways, 
I am directed, &c., to inform you that the objects which those regulations have in view ap- 
pear proper, but that the wording appears, in some cases, open to objection, especially in not 
distinguishing with suflScient accuracy between the enforcement of the ticket system and the 
punishment for fraud. The plan of obliging passengers to take out tickets, which is adopted 
for the convenience of the Company, makes it inevitable that l^kets should be occasionally 
lost ; and although their Lordships are prepared to admit the principle that the ticket is in 
the first instance to be considered as the sole voucher for payment of the fare, they think it 
improper that any regulation for this purpose should be so worded as to admit of the possi- 
bility of a servant of the Company supposing it to be his duly to infer fraud from the mere 
fact of the inability of the party to produce the ticket. 

Their Lordships therefore suggest, for the adoption of the Directors, the following regu- 
lations, which have been prepared with a view to introducing a greater degree 6f uniformity 
and correctness in the regulations of Railway Companies generally, and which appear to their 
Lordships to carry into effect the objects of the Company more completely than the proposed 
code while they avoid the objections above referred to. (Standard Regulations. See Report* 

Their Lordships have further to observe, that as the various penalties imposed by those 
regulations may involve, in certain cases, a power of apprehending and detaining persons 
suspected of offences, it is important that proper instructions should be given to the servants 
of the Company charged with carrying them into execution, and their Lordships therefore 
request that a copy of such instructions may be forwarded along with the amended code. 
The principal points which those instructions ought to embrace are : — 

1. That a discretionary power should be lodged with some proper officer at each station, of 
remitting the pajrment of the fare required by the first regulation, in cases where he has 
reason to believe that the ticket has been really lost, and that it would be a great hardship on 
the party to insist on the payment. 

2. That all cases where the ticket is said to have been lost should be promptly investigated, 
and, if the assertion is found to be correct, the entire fare which has been demanded should be 
repaid. 

3. That the power of detaining the party should be exercised with great caution^ and never 
where the address of the party is known or adequate security is given for his appearance tp 
answer the charge. 

4. That in all cases where the party is detained, information should be at once given to the 
superior officers of the Company^ and the offender should be taken before a magistrate as soon 
as possible. 

I am, &c. 
The Secretary of the North Midland S. Laino. 

Railway Company. 

Orders and Regvlatiotss. 

Bt Virtue of the Powers and Provisions contained in an Act of Parliament passed in the 
Sixth and Seventh Years of the reign of His late Majesty King William the Fourth, 
intituled •* An Act for making a Railway from Leeds to Derby, to be called 'The North 
Midland Railway,' we, the North Midland Railway Company, established and incorporated 
by the above-mentioned Act, do hereby make the following Orders and Regulations relating 
to Travellers passing upon the said Railway, and for preventing the Smoking of Tobacco, 
and the commission of any other nuisance in or upon any of the carriages, or in or upon 
any of the stations belonging to the said Company, of which all persons whom it may 
concern are hereby required to take notice. 

1. No passenger will be allowed to take his seat in or upon any of the Company's carriages, 
or to travel therein upon the said railway, without having first booked his place and paid his 
fare. Each passenger booking his place will be furnished with a ticket, which he is to show 
when required by Uie guard in charge of the train, and to deliver up before leaving the 
Company's premises, upon demand, to the guard or other servant of the Company duly 
authorized to collect tickets. Each passenger not producing or delivering up his ticket, will 
be required to pay the fare from the place whence the train originally started. 
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2. Passeugers at the road stations will only be booked conditionally, that is to say, in case 
there shall be room in the train for which they are booked ; in case there shall not be room 
for all the passengers booked, those booked for the longest distance shall have the preference ; 
and those booked for the same distance shall have priority, according to the order in which 
th^ are booked. 

3. Every person attempting to defraud the Company by riding in or upon any of the 
Company's carriages without having previously paid his fare, or by riding in or upon a 
carriage of a higher class than that for which he has booked his place, or by continuing his 
journey in or upon any of the Company's carriages beyond the destination for which he has 
paid his fare, or by attempting in any other manner whatever to evade the payment of his fare, 
is hereby subjected to a penalty not exceeding forty shillings. 

4. Do^s will not be suffered to accompany passengers in the Company's carriages. 

5. Smoking is strictly prohibited, both in and upon the carriages, and in the Company's 
stations. Every person smoking in a carriage is hereby subjected to a penalty not exceeding 
forty shillings ; and every person persisting in smoking in a carriage or station, after being 
warned to desbt, shall, in addition to incurring a penalty not exceeding forty shillings, be im- 
mediately, or if travelling, at the first opportunity, removed from the Company's premises, and 
forfeit his fare. 

6. Any person found in the Company's carriages or stations in a state of intoxication, or 
committing any nuisance, or otherwise wilfully interfering with the comfort of other passengers ; 
and every person obstructing any of the Company's officers in the discharge of their duty, is 
hereby subjected to a penauly not exceeding forty shillings, and shall immediately, or if 
travelling, at the first opportunity, be removed from the Company's premises, and forfeit 
his fare. 

Note. — Persons wilfully obstructing the Company's officers in cases where personal safety is 
concerned, are liable under the 3rd and 4th Vict. c. 97> s. 16, to be apprehended and fined 
five pounds, with two months' imprisonment in default of payment. 

7. Any passenger cutting the linings, removing or defacing the number-plates, breaking the 
windows, or otherwise wilmlly damaging or injuring any of the Company's carriages, shall 
forfeit and pay a sum not exceeding five pounds, in addition to the amount of damage done. 

Given under our common seal this nineteenth day of January, in the year of our Lord one 
thousand eight hundred and forty-two. 

Confirmed by the Lords of the Committee of Council for Trade, January 2l8t, 1842. 

S. Laino. 
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No. 9. 
HARTLEPOOL RAILWAY. 



Bye-Laws, &c. 

The Hartlepool Railway Company beg to submit the following Rules, Orders, Regulations, 
and Bye- Laws made by them in pursuance, and by virtue of two several Acts of Parliament, the 
first Act passed in the 2nd and Brd years of the reign of King William the Fourth, cap. 67, 
intituled ** An Act for making and maintaining wet Docks in the Port of Hartlepool, and a 
Railway from the said Docks into the Township of Moorsley, with certain branches therefrom, 
all in the County of Durham," and the second Act passed in the 4th and 5th years of the 
reign of His said Majesty, cap. 56, intituled ** An Act to enable the Hartlepool Dock and 
Railway Company to make a new branch of Railway to the City of Durham, and for 
amending an Act of the 2nd year of His present Majesty relative to the Hartlepool Rail- 
way,*" for the approbation of the Lords of the Committee of Her Majesty's Privy Council, 
appointed for Trade and Foreign Plantations. 

Pursuant to Act 3rd and 4th Vic, cap. 97. 

£• s. d. 

1. Any person conveying any passenger upon the railway in any waggon 

or other carriage, or upon any engine without the licence ot the 
Company, shall forfeit a sum not exceeding • • • • • • •500 

2. Any person suffering any horse, mule, ass, cow, or other cattle to 

trespass upon the uinds or grounds belonging to the Company, or 
suffering any horse, mule, ass, cow, or otner cattle to be loose on 
the said railway, or committing any wilful trespass or damage in 
or upon the said railway, lands, or grounds, shall over and above 
the amount of any such damage forfeit a sum not exceeding ..200 

3. Every person using a locomotive engine, waggon, or other carriage, 

deemed unfit by the engineer of the Company, shall forfeit a sum 

not exceeding 500 

4. Every person running an engine more than eight, or less than five 

miles an hour, except when leaving the branches for the main line, 

shall forfeit for each offence a sum not exceeding 2 

5. Every person driving a horse, mule, or ass on the railway less than 

four miles an hour, or who shall refuse to take the first siding or 
thorough shoot when overtaken by a locomotive engine, and every 
engine-driver or other person hiaving the charge of waggons or other 
carriages, who shall neglect or refuse to take the first siding or 
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yjlj thorough shoot when overtaken by the coach train, and adjust the 

Bye-Laws, Rules, switches after him, or who shall in any way wilfully or negligently 

Orders,' &c obstruct the progress of the coaches or traffic on the railway, shall 

- — forfeit a sum not exceeding 600 

HaHleiMiol ^' ^^^^Y engine-man who shall stop his engine, or discharge steam from 

^^ * the same near to any public road, shall forfeit for each offence a 

sum not exceeding 100 

7. Every owner of a waggon or other carriage, or driver or conductor 

of the same, who shall sruffer the same to proceed along the railway 
without sufficient propelling power or number of persons to manage 
or conduct the same, shall for every offence forfeit a sum not ex- 
ceeding ..«•••• 2 

8. Every engine-driver, waggon-driver, or other person oonducting mn 

upward train who shall neglect or refuse to take, or go back to the 
sidings where the way is single on meeting a downward train, shall 
forfeit for each offence a sum not exceeding ...«.•• 5 

9. Any person conveying along the railway any goods or materials ex- 

ceeding four tons weight upon one waggon er other carriage with 
four wheds without springs, or conning more than six tons upon 
any waggon or carrkge mounted upon springs, disdl forfeit a sum 

not exceeding ....SOO 

N.B. No carria^ to convey above eight tons under any cir- 
cumstances vrithout the licence of the Company. 

10. Any person conveying along the railway any timber, iron, or other 

materials exceeding 22 feet in length upon one waggon, or, if ex- 
ceeding 22 feet in Hsngth upon two waggons or carriages connected 
together, the said waggons or carriages not being provided with 
proper swivel blocks to admit of their passii^ feeely rotind or along 
the curves on the railway, shall forfeit a sum not exceeding ..100 

11. Any person conducting any engine^ waggon, or carriage, or train of 

waggons or carriages upon the railway after sunset or before sunrise, 
without carrying a conspicuous light at each end thereof, shall for- 
feit for each offence a sum not exceeding . . . . . ..500 

12. Any person conducting any locomotive engine, waggon, carriage, or 

train of waggons or C ar ria ges , except taiiiag e s with passengers, 
round or along anv of the curves withinrany cut upon the railway 
beyond the rate of six miles an hour, or who shall pass from the 
branches into the maia line beyond the rate of three miles an hour, 
shall forfeit for each offence a sum not exceeding 10 

13. Every person conducting a locomotive engine, waggon, or carriage, 

or train of waggons or o«rriages, who shall neglect «ii sqyproacfaing 
the signal post near ^e switches at the end of any branch to make 
a proper signal of bis ajpproach by blowing a whistle or ringing a 
bell, shall forfeit a sum not egceeeding ^10 

14. Any person placing any engine, waggoii, or carriage, or «ny other 

matter or thing in the sidings specially appointed for the coaches, 

shall forfeit a sum not exceeding. 200' 

15. Any person suffering the lading of a wiaggon or carriage to be over 

the side thereof, or loadmg or dtschargingjany wa^on, or leaving 
finy waggon or carriage, er any other artide, matter, or thing upon 
the full or empty railways, shall forfeit a sum not exceeding ..200 

16. Any person or persons sliding coals upon any part of tho railway 

pr works, when there are no ships to receive them, shall forfeit for 

each offence a sum not exceeding •.^^..^••SOO 

General Bye- Laws. 

17. Any person neglecting or refusing to give the collector of the rates 

or tolls an account in writing of the quantity of goods or other 
things in any waggon or other carriage from whence brought, or 
where intended to be unloaded, or left, or refusing to bring his 
waggon to a weighing machine, or to produce a bill of lading, or 
giving a false account, or who shall deliver any part of his loading 
at any other place than what is mentioned in such account, or who 
shall refuse or neglect to give notice to the collector when goods 
are loaded or removed from any wharf or quay, or who sharll refuse 
to produce the register of such vessel at the C!ompany*s office when 
requested by the collector of tolls, harbour master, or other autho- 
rized agent of the Company shall forfeit a sum not exceeding ..500 

18. Any person riding, leading, or driving any horse, ass, mule, cow, or 

other cattle upon the said railway, except for the necessary occu- 
pation of farms, or upon any quay, wharf, or other works, or riding 
in or upon any waggon, engine, or other carriage, or travelling on 
foot upon the said railway without the licence of the Company, shall 
forfeit a sum not exceeding .200 
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19. Every owner of a waggon or carriage, not having his name and the .^». 

number of his waggon painted on the outside thereof in white VIII. 

letters and figures on a black ground, thi«o inohes high at least, ^^Ordr^'*&"^* 

or refusing to permit such waggon or carriage to be gauged or V 

measured at the expense of the Company, shall forfeit a sum not No. 9. 

exceeding 500 HaHtepool. 

20. For damage, spoil, or mischief done to the said doeks or railway, 

or the works thereof, or to adjoining lands, by any ^ip, hoy, 
barque, flat, coble, or other vessel, or by any waggon or other car- 
riage, or by the master of such vessel, or by the waggoner or other 
person belonging to such waggon or other carnage, the owner 
thereof besides me amount of such damage, spoil, or mischief, 
shall forfeit a sum not exoeeding 200 

21. Any person defieumig or destroying any board whereon any iK)tice8, 

rules, orders, bye-laws, tolls, or rates shall be painted or any stona 
or other mark set up for ascertaining distances, or who shall stick 
or post up bills on any of the staiths, walls, gears, or other works of 
tihe Company, shall forfeit a sum not exceeding . ••.••• 5 

22. Any person evading tolls shall forfeit a sum not exceeding . , • 5 

23. Any person firing or assisting in the firing of any cannon, gun, or 

pistol on board of any ship or vessel in the harbour or works, or 
upon the quays, wharfs, or railway, or playing at any game, or 
throwing any missile upon or over the said railways, quays, or 
wharfe, shall forfeit a sum not exceeding 5 

24. Every person who shall interfere with, or obstruct any agent or servant 

of the Company in discharge of his di^ty, or in the working of the 

docks or railway, shall forfeit for each offence a sum not exceeding 5 

25. Any person negligently, wilfully, or maliciously damaging, or causing 

damage to the railways or works, or to any engine, tender, coal 
waggon, truck, or other carriage upon the railway, shall forfeit a 
sum not exoeeding • . • . • • • 5^ 

26. Any engine-driver, waggon-driver, or other person having the charge 

of any waggon or other carriage, who shall neglect or refuse to obey 
the orders and regulations of the Company's agents or servants 
framed upon, and pursuant to, and in conformity with these bye« 
laws, for the working of the dodLS and railway, shall forfeit a sum 
not exceeding •. 500 

Durham, 4th December, 1841. Henrt Dohkin,! Clerks to the said 

John Burrell, J Company. 



Letter sent to the Hartlepool Dock and Railway Company in reply to their Letter, 
enclosing the Bye* lam, &c. of the Company fer confirmation. 

Sib, Board of Trade, Whitehall, 9th December, 1841. 

I AM directed, &c., to inform you that their Lordships have had under consideration 
the Regulations of the Hartlepool Dock and Railway Company, submitted ^or their confirmation 
under the Act for Regulating Railways. 

1. Is confirmed. 

2. The first part of this Relation is worded, so as to impose a penalty on the owners of 
lands adjoining the railway, if they do not prevent their horses, &c., from straying upon the 
line. This is improper, as the onus of keeping the railway properly fenced lies with the Com- 
pany (2 Wm. I v., c. 67, s.. 100.) The regulation appears unnecessary, as the case of wilful 
trespassing is pro\ided for by Regulation lo, and by Lord Seymour's Act, 3rd and 4th Vic, 
a 97, s. 16. At any rate it must be amended, so as to obviate the above objections before 
their Lordships can sanction it. 

3. In the case of carriages and waggons, the Company's Act, 2 Wm. IV., c. 67, s. 108, 
provides that the orders and regulations laid down by the Company shall be conspicuously 
afiixed at toll houses. This ou^t to be done, and the penalty made to attach on a breach of 
these regulations, and not on the verbal discretion of the engineer. In the case of locomotive 
engines, the regulation will be proper, if the words ''persisting in" are inserted before "using," 
as the Act expressly requires notice to be given before any penalty is incurred. 

4. Confirmed. 

5. 7*he wording is somewhat obscure, but their Lordships understand it to mean horses, &c. 
attached to wae^gons. If so, it is confirmed. 

6. The word " unnecessarily" ought to be inserted before ''stop," as in case of the engine- 
man seeing any obstruction, or receiving a signal from the gate-keeper, it would be his duty to 
stop. 

7. Confirmed. It is suggested, however, whether this regulation might not with advantage 
be made more definite. 

8—14. Confirmed. 

15. The intention appears proper, but the words "full or empty railways," are very ob- 
scure. 
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16. Confirmed. 

17. Disallowed as to the amount of penalty, which by the 2d Wm. IV., c. 67, s. 94, ought 
not to exceed 10^. 

18. In terms of the 2d Wm. IV., c. 67, s. 1 14, an exception ought to be made in favour of 
persons having goods or merchandize hauled along the railway, and riding, or passing along 
the same, for the bona fide purpose of superintending the carriage and delivery thereof. 

19. Confirmed. 

20. After the word " done," the words " by wilfulness or negligence " ought to be inserted ; 
imless the damage arises from wilfulness or negligence, there should be no fine. 

21 and 22. Confirmed. 

23. Confirmed, with an exception for the case of throwing missiles upon the railway, so as 
to endanger the safety of persons using the same, which is made a misdemeanour by Lord 
Seymour's Act, 3d and 4th Vic, c. 97, s. 15. A notice of this ought to be substituted. 

24. Obstructing servants of the Company in the discharge of their duty is also provided for 
by Lord Sevmour's Act, s. 16; a notice of which should be substituted for the regulation. 

25. Confirmed. 

26. Disallowed, as professing to delegate to servants or agents of the Company a power of 
making orders and regulations to be observed under a penalty. The clause of Lord Seymour*s 
Act last referred to seems quite sufficient to enable the Company's servants to carry the Com- 
pany's regulations into eflFect. 

I am, &c.. 
The Clerk to the S. Laing. 

Hartlepool Dock and Railway Company. 

The amendments suggested in this letter adopted, and the amended code confirmed. 



No. 10. 

Edinburgh and 

Glasgow. 



No. 10. 

EDINBURGH AND GLASGOW RAILWAY. 

In Reply to Letter of the 6th December ; also enclosing Copy of the Bye-Laws of the 

Company. 

Sir, Head Office, Glasgow, December 8, 1841. 

The Directors have now prepared the bye-laws which it is proposed the Company 
should pass. For this purpose, a meeting of the Proprietors is to be held on the 4th of 
January next ; but, in the meantime, I am directed to forward a copy for the consideration of 
the Lords of the Committee of Privy Council for Trade. 

I have. &c. 
S. Laing, Esq., H. G. Wright, Secretary. 

&c. &c. 



Abstract of Regulations made, and Penalties imposed by the Company's Act of Incorpora- 
tion and Amendment Act, so far as the same do not regard the Servants of the Company. 

1. Any person neglecting to shut and fasten a gate set up at either side of the railway, after 
passing through the same with the carriages, cattle, or other animals or things under their 
care, is liable in a penalty not exceeding forty shillings. 

2. Any person who shall send or cause to be sent by the railway any aouafortis, oil of 
vitriol, gunpowder, or othdr ^oods of a dangerous quality, and who shall not distinctly mark 
the nature of such goods on the outside of the package containing the same, or otherwise give 
notice thereof in writing to the book-keeper, or other servant of the Company with whom the 
same shall be leil, is liable in a penalty of ten pounds. 

3. Any person art and part in defacing or destroying any board, or the stones or marks set 
up to denote distances on the railway, is liable in a penalty not exceeding five pounds. 

4. Any person who shall neglect or refuse to give a true account in writing, signed by him, 
to the collectors of the rates or tolls at the places where they shall attend for that purpose, 
stating the quantity of goods or other things which shall be in or upon the carriages belonging 
to him, or under his care, and from whence such carriages were brought, and where the same 
are intended to be unloaded, or left, or taken off the railway, and stating whether such goods 
or other things shall be liable to the payment of different rates or tolls, and if so, specifying 
the respective quantities liable to each or any of the rates or tolls, and any person who shall 
neglect or refuse to pmduce a bill of lading to any collector demanding the same, or shall give 
a false account, or snail leave or deliver out or take off any part of his lading or goods at any 
other place than what is mentioned in such account, is liable to pay the Company any sum not 
exceeding forty shillings for every ton of goods or for any parcel not exceeding one hundred 

. weight, and so on in proportion to any less quantity than a ton or one hundred weight. 

5. Any person who shall refiise or neglect on aemand to pay the rates, tolls, or other sums 
due in respect of goods, articles, or other things carried along the railway, to the collectors 
appointed to receive the same, is liable to have the said goods, articles, or other things detained 
until such payment shall be made, with all reasonable charges for the seizure and detention ; 
and if such goods, articles, and things shall not be redeemed within twenty-one days fit>m the 
taking thereof, the same shall be sold, and such rates, tolls, sums, and charges satisfied 
thereout. 
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6. Every owner or other person who shall have the care of ahy carriage or engine, or who 
shall conduct the same on the railway, and who shall not have such carriage or engine 
previously weighed^ measured^ and gauged, and the weight, measure, and gauge thereof, 
together with 3ie number thereof, and also the number and place of abode of the owner 
thereoC entered with the secretary or clerk, or other officer of the Company appointed for the 
purpose ; or without having such name, place of abode, number, weight, and gauge marked 
upon each such carria^ or engine ; or who shall alter, erase, deface, or hide such marking on 
such carriage or engine, or any part thereof; or shall fix thereon any false name, place of 
abode, number, weight, or gauge ; or shall refuse to permit, or shall not permit the same to 
be weighed, measured, or gauged by the Company's servants, is liable in a penalty not exceeding 
forty shillings for each such ofience. 

7. The owners of engines or carriages passing or being upon the railway* and walking on 
any part thereof, are answerable for any trespass, damage, or mischief which may be done by 
their engines or carriages, or by any of the servants or other persons belonging to or employed 
by them, without prejudice to the Company's claim against such servants or other persons. 

8. No carriage shall carry or bear at any one time upon the railway, including the weight 
of such carriage, more than five tons, except in any one piece of timber, block, or stone, 
boiler, cylinderbob, or single piece of machinery, or other single article, which shall, never- 
theless, not exceed the weight of eight tons, without the special licence of the Company. 

9. Any person who shall rim a carriage on the railway which shall not be at all times, and 
so long as it shall be used, constructed and in such state and condition as the rules and regu- 
lations of the Company may at any time require, is liable in a penalty not exceeding ten 
pounds. 

10. Any person who shall bring or use on the railway a locomotive or other engine^ or any 
other moving power, which shall not have been previously examined and approved of by the 
engineer of the Company, or who, after notice given by the Company, snail not forthwith 
remove or repair such engine, is liable for each offence in a penalty not exceeding twenty 
pounds. 

11. Any person who shall ride, lead, or drive, or cause to be ridden, led, or driven, or shall 
aid or assist in leading or driving, or shall permit or suffer to be upon the railway, or any 
part thereof, any horse, mule or ass, or any cow or other neat cattle, sheep, swine, or any 6ther 
oeast or animal, (except over in directly crossing the same at any roads or places appointed 
for that purpose, and which he may have been authorised to use,) is liable in a penalty not 
exceeding five pounds. 

12. Any person who shall travel or pass upon foot upon the railway, (except in crossing 
the railway by any road or footpath on the level thereof,) is liable in a penalty not exceeding 
ten pounds. 

13. Any person who shall throw, place, or wilfully scatter or drop gravel, stone, rubbish, or 
other matter or thing on any part of the railway ; or extinguish any light or lamp set up on or 
near the railway or other works ; or wilfully obstruct or prevent any person in the lawful 
execution of the Railway Act ; or who shall wilfully or maliciously do any act, matter, or thing 
to obstruct the free passage of the railway, or any part thereof, is liable in a penalty not 
exceeding ten pounds, in addition to the damage caused thereby. 

14. Any person who shall suffer the loading of any carriage using the railway to extend 
more than thirty inches over and beyond the flange or lip of each or any of the wheels, or any 
carriage, or any goods or things under his charge to remain on any part of the railway or other 
works, so as to obstruct the passage or wopune thereof; or wno s(hall not remove such 
carriage or goods, or things when required, is liable in a penalty not exceeding forty shillings 
for every such offence, and a like sum for every hour during i^hich such obstruction shall 
continue after the making of such request. 

15. Any person who shall wilfully or maliciously injure or destroy any part of the railway 
or works is (over and above the amount of the damage) liable in a penalty not exceeding 
twenty pounds. 

16. Any person found on any part of the railway, or within any of the stations, warehouses, 
or other premises, in a state of drunkenness, is liable in a penalty not exceeding five pounds, 
and not less than ten shillings. 
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Btb-Laws enacted at their General Meeting, 1841. 

I. — As to Passengers, ^c. 

1. Any person who shall take or occupy a seat in any coach or carriage belonging to the 
Company without previously booking himself, or shall occupy (without permission) a superior 
class carriage to that for which he has paid ; or shall refuse to show, produce, or deliver up 
his ticket to the Company*s ofiicers ; or who shall refuse or neglect to quit a coach or carriage 
on arriving at the point to which he has paid his fare, is hereby maue liable in a penalty of 
forty shillings. 

2. Passengers at the road stations will only be booked conditionally, that is to say, in case 
there shall be room in the train for which they are booked; if there shall not be room for all 
so booked, the passengers booked for the longest distance will be allowed the preference. 
Passengers booked for the same distance will have priority according to the order in which 
they are booked or number of their tickets. 

3. Smoking is strictly prohibited, both in and upon the carriages, and in the Company's 
stations and other premises. Any passenger smoking is hereby subjected to a fine of forty 
shiUinga ; and in case of his persisting, after being warned not to do so, he will, in addition to 

2N 
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tlte fine> be immediataly^ or at the fiist stopping place, removed from the Company's 
premises. 

4. Any passenger or other person committing any nuisance, or wilfully interfering withtfae 
comfort of other passengers, obstructing any of the Company's officers in the discharge of 
their duty, or not attending to the directions of the guard, will be removed from the Company's 
premises, as soon after the offence as conveniently may be, and shall, in addition to ferfeithig 
his fare, be liable in a fine of forty shillings. 

5. Any passenger who shall wilfully cut the lining, remove or deface the number plates, or 
remove or extinguish any of the lamps on the carriages, break the windows, or otherwise 
damagre any of the Company's carriages, shall be fined fiive pounds. 

6. The Company will not in any case be answerable for li^^gage, other than and except 
passengers' articles of clothing, not exceeding forty pounds in weight, or four cubic feet in 
dimensions, and unless such luggage is distincuy and fully addressed, and unless the passenger 
to whom it belongs has personally delivered it to the guards; amd if such luggage exceeds 
forty pounds in weight, or four cubic feet of dimensions, the Company will not in any case be 
answerable for it, unless it has been booked and separately paid for. On booking, a ticket 
will be given to the owner, and a corresponding ticket affixed to the luggage, and the luggage 
will only be delivered to the party producing such ticket. The attention of passengevn is 
requested to the legal notices exhibited in the booking offices, and to clause 1S2 of the Com- 
pany*s Art of Incorporation, limiting the Company's responsibility for luggage or gomb booked 
by any of their carriages. 

7. The Company's porters will render every focility to passengers for badbrg and unkadittg 
luggage at the different stations. ' No fee or gratuity is permitted to be taken by any of the 
Company's servants, under any circumstances whatever. 

II. — As to Good*. 

8. Every engine being or working, and every carriage or waggon on the railway, and every 
engineraan, fireman, breaksman, waggoner, and other person belonging to or attending the 
same, shall be under the direction aim control of the Company and tneir officers and sei^^ants 
as to the times of starting, the speed of travelling, the place of loading or unloading, and in 
all other respects; and any person in charge of such engine, waggon, ^r carriage, who shall 
contravene, neglect, or act without such directions, riiall forfeit the sum of two pounds. 

9. Any person or persons who shall bring any waggon or waggons on the railway not ceo- 
structed agreeably to the following dimensions shall forfeit the sum of five pounds, namely, 
dimensions of waggons, the width between each pair of wheels from inside to inside, and at 
the base or root of the flange of wheels, shall be four bet five and one*half indies ; the flange 
of the wheels shall be one inch and a quarter broad at the bend or root, and one indi and a 
quarter deep ; the surface of the tire shall, from the base or root of the flange outwards, be on 
an inclination at the rate of one inch in sixteen inches, and the tire shall consist of beat 
malleable iron : the axles shall be of best malleable iron, and not less than three inches and' a 
half diameter in the shaft: the length of the waggon shall not exceed thirteen feet; the 
breadth at the top shall not exceed eight feet ; and tl^ diameter of the wheels shall not* exceed 
three feet. 

10. All tolls or charges for goods sluill be paid in advance or on demand, otherwiae< the 
goods and waggons shall be detained and sold, as .provided for in the Act of Ineorporatioiu 

11. All goods and property of every description conveyed by the railway und liable to 
injury from the weather, or from smoke, sparks, or fire, must be proteoted therefrom by the 
owner; and the Company will not be responsible therefore, unless under a spesial bargaia to 
that effect. 

12. No waggon laden with coal, stones, gravel, goods, or general merebandin, shall be 
allowed to pass along the railway, or any part thereof, on the Sabfaath«day. Aay eontravener 
of this regulation, besides being liable to stoppage by the servants of the Con^aay^ shall be 
also liable in a penalty of five pounds sterling. 

III. — General Regulationf. 

13. No moving power shall be used or be upon the lines of the railway between the terminus 
at Edinburgh and the Cowlairs depdt at Glasgow except locomotive engines. 

14. Locomotive engines and trains of carriages and waggons shall always pass along the 
left-hand line of road, leaving a line on their right-hand uniformly clear, under a penalty of 
five pounds sterling, besides being liable to prosecution for any damages or accidents caused 
by their using the wrong lin^ 

15. No person, other than the brakesman, shall be allowed to ride or pass on any luggage 
waggon or coal waggon ; and no person, except the engineman and fireman, shall be allowed 
to ride on any locomotive engine or tender upon or alpng the railway without the special 
licence of the Company from lime to time ; and the engineman, as well as the person so riding 
thereon, shall be fined in the sum of two pounds sterling. 

16. No engine, or carriage, or waggon shall at any time be left, or be upon the railway, 
when not in use, under a penalty of five pounds sterling, to be imposed on the person in 
charge of, and on the owner of such engine or carriage or waggon. 

17. No engine, or carriage, or waggon, shall at anytime travel or be upon the railway, after 
dark, without a signal lamp or lamps placed so as to be distinctly visible, and according to 
regulations, to be from time to time published. The person in charge of an engine, or 
carri^e, or waggon, not having these lamps shall forfeit five pounds, besides bebg uable in 
consequential damages. 

18. No person shall, without a special licence from the Company, be permitted to s^, or 
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offer for sale, any liquor, beer, or other articles upon the line of railway, or at any of the 
stations, under the penalty of two pounds for each oflence ; and all guards, policemen, porters 
and others, servants of the Company, are strictly enjoined to remove any person offending 
against this bye-law, and immediately to give such information as will lead to the infliction of 
the penalty for so doing. 

19. The drivers or conductors of all public coaches, omnibusses, or other carriages that may 
be admitted into the Company's premises, shall obey every direction or order that *iay be 
given them by any of the Company's manager or servants ; and every driver or other person 
refusing to ooey such directions or orders shall forfeit and pay the sum of ten shillings for 
every such refusal. 

20. Any person who shall offend against a regulation made by the Company's Act of 
Incorporation or Amendment Act, and published above, to which regulation no specific penalty 
is attached, shall forfeit a sum not less than forty shillings and not exceeding five pounds. 

rV.— ^ toihe Servants of the Company, 

21. Tbe offieers of the Company receftving salaries shall be bound to inform themselves not 
only of tbe statutory regulations and bye-laws published from time to time, but of the pro- 
viflioii8.of the Act applicable to the Company and the railway generally, and shall conform 
tltereto under a penalty of net lenthan two pounds and not exceeding five pounds for each 
offence, without prejudice to the Company's power of suspension or dismissal. 

22. The enginemen, fir6iDen,^giiards, and other inferior servants of the Company, shall con- 
form themselves to any printed, or written rules or directions for their guidance, which may 
from time to time be given them by the manager of the Company, under a penalty of not less 
than fort^ shillings, brides being liable to be suspended or dismissed by him. 

23. All appointments whatever of officers and servants under the Company shall be held at 
the pleasure of the Directors ; and they shall be liable to dismissal without cause assigned on 
receiving the following notice ; or in lieu thereof, and in the option of the Directors, the pro- 
portion of salary or pay equivalent to the following period, viz., superintendents of locomotives 
and of line, and manager of goods department, three months' notice or three months' pay; 
superintendent of passengers' booking offices at Edinburgh and Glasgow, delivering clerk of 
goods at the Edinburgb and Glasgow stations, and the agents of Falkirk and Castlecarry 
stations, two months' notice or two months' pay ; all other clerks, superintendents, and agents, 
one month's notice or one month's pay ; all guards, enginemen, and firemen, two weeks' notice 
or two weeks* pay ; all p<^ers and other servants, one week's notice or one week's pay. 

The Directors shall have power immediately to dismiss any officer or servant, without any 
allowance of pay whatever, on such officer or servant being found guilty or convicted by the 
Company's manager, or any judge or magistrate, of any breach of the bye -laws or rules and 
regulations of the Company, or of Lord Seymour's Act for regulating railways. 

24. No officer or servant of the Company shall be entitled to resign or quit his situation 
without giving to the Company the same notice as the Company provides for being given to 
such officer or ser>'ant of theirs ; but the officers and servants shall not have it in their power 
to shorten the period of such notices by any payment to the Company, unless with the per- 
mission of the Directors. 

25. Every officer or servant of the Company shall be bound to obey, and shall be liable to 
be suspended for negligence or misconduct by his superior officer placed over him by the 
Company, who shall immediately report such suspension ; and, in the event of such suspension 
being approved of by the Board of Directors at their first or second meeting held after its date, 
he shall forfeit his salary or wages during its continuance. 

^ 26. The Board of Directors shall be sole judges of whether the duties of their officers or 
servants have been sufficiently communicated to them or not, and whether they have been 
duly performed or not ; if, in their option, they may depute this power in whole or in part to 
their manager. 

Glasgow, November, 1841. 

Letter sent to the Edinburgh and Glasgow Railway Company, relative to the Bye- Laws and 

Regulations of the Company. 



Sir, 



Board of Trade, Whitehall, December 14, 1841. 



With reference to your letter of the 8th December, enclosing a copy of the proposed 
bye laws and regulations of the Edinburgh and Glasgow Railway Company, for the considera- 
tion of the Lords, &c., p?eviously to their being submitted to the general meeting on the 4th 
of January, I am directed by their Lordships to make the following observations : — 

Regulations 1 — 8 are in conformity with the Company's Act, and appear unobjectionable. 

Regulation 9 is also proper, subject to the remarks on the subsequent regulation relative to 
the construction of carriages. 

10, 11. Proper. 

12. In terms of the Company's Act, 1 and 2 Vict^c. 58, s. 213 ; the exception ought to be 
extended to persons attending carriages under their care, though as horse power is prohibited, 
this exception will probably remain a dead letter. 

13. Wilful and malicious^ obstruction is made a misdemeanour by the General Act, 3 and 4 
Vict.,c. 97, s. 15, which supersedes the provisions of the local Act from which this regulation 
is taken. A notice of the general Act, and of the punishment awarded by it, viz., imprisonment 
with or without hard labour, for a term not exceeding two years, ought to be substituted. 

14 — 16. Proper. 

2N2 



Appendix. 

vm. 

Bye-lbsys, Ruletv 
Ordi;ti,&o> 

No. 10. 

Bdio burgh and 

Glasgow. 



Digitized by 



Google 



272 



REPORTS to the COMMITTEE of PRIVY COUNCIL, 



Appendix. 

vm. 

Bye-Laws, Rules, 
Orders, &c. 

No. 10. 

Edinburgh and 

Glasgow. 



Bye Laws enacted at the General Meeting. 

It might be proper to term these regulations, as they are obmiisly of the description which 
the Directors are empowered to make under the 205th section of the Company^s Act, and not 
bye laws relating to the internal government of the Company^ which by the 174th section can 
only be made by a genei^al meeting of the proprietors. 

No. 1. The objects contemplated by this regulation do not appear improper, but the wording 
is open to several objections. The penalty is absolute, instead of " not exceeding 40 shillings," 
a defect which has in several cases given rise to doubts as to the power of the magistrate before 
whom the case is brought, to mitigate the penalty. 

The enforcement of the ticket system is not suflBciently distinguished from the prevention of 
fraud. Their Lordships admit the principle that the ticket is to be considered in the first 
instance as the sole voucher for payment of fare, but as i]j\^ system is adopted for die. conve- 
nience of the Company, and as it renders it inevitable that tickets should be occasionally lost, 
they consider it proper that the regulation should be so worded as to exclude the possibility of 
a servant of the Company thnking it his duty to infer fraud from the mere fact of the inability 
to produce a ticket. The wording of the latter part of the regulation is still more objection- 
able, as it imposes a penalty on persons neglecting to leave the carriage at the proper place, 
although it is obvious that such a case might frequently occur, without any intention to 
defraud. On the whole their Lordships would recommend the substitution for No. 1 the 
following regulations, which have been proposed in the course of a general revision of the 
regulatiotis of different railway companies, and which appear to obviate the objections above 
stated, and at the same time to carry out more effectually die objects which the Company have 
in view. 

(Standard Regulations. — See letter to the North Midland Railway Company, p. 264.) 

5. Proper if the words " not exceeding!" are inserted before the penalty. 

6. As regards luggage above 40 lbs. in weight, the Company are empowered by their Act 
to charge, and the proposed regulations with regard to booking, and affixing tickets, do not 
appear improper, provided they are fairly carried out in practice, and facilities are afforded to 
the public for complying with them. Their Lordships will require some information upon 
this point before finally deciding. 

As regards luggage under 40 lbs., the limitations of the Company's liability contained in 
the first part of this regulation, amount, in fact, to nothing but a notice, the legal effect of 
which is very doiibtful, and which, if the Directors choose to issue, they must issue upon their 
own responsibility, and in some other form than that of a regulation requiring the official con- 
firmation of the Board of Trade. 

7. Proper. 

8. Proper, except the absolute penalty. 

9. Ditto, ditto, provided the regulations are properly advertised, and apply equally to the 
Company's carriages. Information upon these points must be given. 

10. Proper. 

11. Ditto. 

12. Their Lordships must suspend any opinion upon this regulation until they have had 
the advice of counsel as to its legality. 

- 13 — 20. Proper, except that the penalties are absolute. 

Their Lordships have further to observe, that, &c. (as in the letter to the North Midland of 
the 13lh December, p. 264.) 

The remaining regulations, applying exclusively to servants of the Company do not fall 
within their Lordships' jurisdiction. 

I am, &c.. 
The Secretary of the Edinburgh and Glasgow S. Laing. 

Railway Company. 



In reply to Letter from this Office of the 14th December. Also enclosing copy of the Bye- 
Laws of the Company, &c. 

Sir, Head Office, N. Queen Street, Glasgow, December 30, 1841. 

I BEG to acknowledge receipt of your letter of the 14th instant, and to express the 
thanks of the Directors of the Edinburgh and Glasgow Railway Company, that the Lords of 
the Committee of the Board of Trade should have politely consented to state their views o. 
the bye laws proposed to be passed for regulating the working of the railway before they were 
actually passed. By doing so they have enabled me to perfect these bye laws, and the copy 
which I now enclose has been altered in a way which 1 trust will appear satisfactory, on a 
perusal of the following explanations in answer to the remarks sent me. 

Abstract of Penalties imposed by Act. 

Regulation 9. It is not proposed to publish this regulation] otherwise than by hanging 
It up in every office on the railway, and I hope this extent of publication will be thought 
sufficient when it is kept in view that there are at present no carriages constructed for 
the line, and that before constructing them every one will have an opportunity of consulting 
the regulation. 

Regulation 12. The alteration here suggested has been made, but it will, as anticipated, 
remain a dead letter. 

Regulation 13. The Act 3 and 4 Vict. cap. 97, is found very defective in practice ; some of 
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the objections to it as applicable to Scotland, will be found in the notes accompanying this 
letter. It is therefore thought expedient to retain the clause of the Act of Incorporation here 
referred to, which is not annulled) by the General Act. This last can be founded on in any 
prosecution, if thought advisable without being published. 

Bye- Laws to be passed at General Meeting. 

The bye-laws will be passed both under clause 174 and under clause 205 ; but the diffi* 
culty stated has been obviated by heading them as " bye-laws, rules, and regulations." 

I. The intention of the Directors in affixing a specific penalty to the infraction of this and 
other bye-laws, was to force the judge either to award the full sum or to find the accused not 
guilty. Much evil has arisen on other Scotch lines from the leniency of sheriffs and justices of 
the peace who, after the clearest evidence of guilt, think it sufficient to impose a fine of 5^. or 
dismiss the party with a reprimand. This has both prevented many very proper prosecutions 
by railway companies who grudge the expense they are put to for the public benefit without 
advantage, and has acted as an incentive to workmen and others setting their rules at defiance. 
In deference, however, to their Lordships, and afler this explanation of their views, the power 
of modifying the penalty has been vested in the judge by the words now used. 

The bye law itself has also been altered by substituting the two recommended by their 
Lordships in place of the one proposed to be passed ; and a few words have been added to 
meet their wishes as expressed at the close of tne remarks. 

No. 3 of former copy, No. 4 of present. The bye-law suggested by their Lordships as to 
smoking has been substituted for that proposed to be passed. 

No. 4 of former copy. No. 5 of present. The bye-law suggested by their Lordships has 
been substituted for that proposed to be passed. 

No. 5 of former copy. No. 6 of present, is altered as suggested. 

No. 6 of former copy. No. 7 of present. I am instructed by the Board to assuse their Lord- 
ships that eveiy facility will be afforded the public for booking and paying for passengers* 
luggage exceeding 40 lbs. weight. It will form part of their business to convey such luggage, 
and even under the bye-law every one will be entitled to demand that it should be receiv^. 

The Directors are quite aware that the regulation, so far as it regards luggage below 40 lbs. 
weight, cannot limit their responsibility as carriers under the general law of the land, except so 
far as it is a regular notice to the passengers ; but the difficulty in such cases is always to prove 
the publication of the notice, and the Directors think it would benefit them much if thcjpub- 
lication were in the bye-laws, which are always hung up, and are more constantly referred to 
than other papers. They trust, therefore, that their Lordships will not disallow this part of 
the regulation, but be satisfied with intimating their opinion that it will not of itself limit the 
Company's responsibility. This is the course which it is understood they have adopted in 
other similar cases. 

No. 8 of former copy. No. 9 of present. Altered as suggested. 

No. 9 of former copy. No. 10 of present. The observation made in reference to regulation 
No. 9 of Act, applied to this. 

No. 12 of former copy. No. 13 of present. This regulation is withdrawn. 

Nos. 13 — 20 are altered as recommended. 

The Directors have made an addition to No. 2 of the bye-laws, in order to embody the 
principal instructions to the officers recommended by their Lordships. It seems expedient 
that passengers should know them. 

The only instruction omitted regards the power of detention of offenders, which their Lord- 
ships seem to be under the inrpression is vested in railway officers, where an offence is com- 
mitted against the bye-laws. On this point, as well as to show the defective powers committed 
to the Companies, I beg to refer you also to the notes accompanying this letter. 

It will give me great satisfaction to learn^that the bye laws as now altered meet with your 
approbation; and I would esteem it a particular favour if you could without inconvenience 
state your approval or disapproval of them in the course of this week, as a special general 
meeting of the shareholders has been called to pass them on Tuesday next ; and I should be 
glad to have them in a shape which would meet the wishes of the Board of Trade, and would 
not require correction. 

^ I am, &c., 

S. Laing, Esq., H. G. Wright, Secretary. 

&c. &c. 



Letter sent to the Edinburgh and Glasgow Railway Company, in reply to letter of the 30th 
December, relative to the Rules and Regulations of the Company. 

Sir, Board of Trade, Whitehall, January 1, 1842. 

I AM directed, &c. to inform you that their Lordships approve of the amended code of 
bye-laws and regulations transmitted with your letter of the 30tn December, with the excep- 
tion of the first part of the reflation relative to passengers* luggage below 40 lbs. weight. 
With regard to this their Lorcfships must repeat the objection stated in my former letter, that 
it would be improper to hold forth to the public as a regulation sanctioned by the Board of 
Trade, what is in fact a mere notice of doubtful legal effect. Their Lordships are not pre- 
pared to give a decided opinion that it would be legal and reasonable that the Company should 
m no case be responsible for luggage, which was not distinctly addressed, and personally de- 
livered to the guard by the passenger to whom it belongs. Indeed, the latter provision would 
be obviously unreasonable in many cases that may be easily conceived, as where a gentleman's 
luggage was given to the guard by his servant, or the luggage of a party or family given to 
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the guard by one individual who had the charge of it. Generally speaking it would appear 
proper that if the Company's servants do actually take charge of any luz^age, the Company 
ought to incur the ordinary responsibility of carriers. . However^ as stated m my former letter, 
their Lordships' jurisdiction over the bye-laws and regulations which impose penalties on the 
public does not extend to any notice which the Directors think fit to publish on their own 
responsibility in any manner which they think best calculated to ensure publicity, provided it 
be published distinctly as a notice, and not in a form which may lead the public to infer that 
it is published by authority of the Board of Trade. With regard to the latter part.of the same 
regulation^ it must be distmctly understood that their Lordships* confirmation depends on the 
assurance that it is intended to enforce the practice of booking, and to afford the public ample 
facility for that purpose ; I may further mention that the rule here laid down with regard to 
regulations affecting passengers' luggage will be applied uniformly to other railways. 

With regard to the regulation Mo. 12, prohibiting goods-traffic on the Sabbath day, their 
Lordships wish^it to be understood that they do not object to it, having been advised that it 
is not inconsistent with the law of Scotland. 

The remarks relative to the defects of Lord Seymour's and of the Company's Act shall 
receive their Lordships* attentive consideration. 

I am» &c,. 
The Secretary of the Edinburgh and Glasgow S. I^aiko. 

Kail way Company. 



In reply to Letter from this Office of the Ist instant, and enclosing Amended Code of Bye- 
Laws^ &c. 

Sir, Glasgow, January 15, 1842. 

With reference to your letter of the let instant, I now beg to transmit a printed 
copy of the bye-laws, rules, and regulations enacted by a special general meeting of the 
Edinbursh and Glasgow Railway Company, on the 4th instant. The Directors will be happy 
to learn l£at the code as now amended meets with the approbation of the Lords of the Com- 
mittee of Privy Council of Trade. 

I have, &c., 
S. Laing, Esq., H. G. Wright, Secretary- 

Sec. &c. 



Letter sent to the Edinburgh and Glasgow Railway Company, confirming their Code ol 

Amended Bye-Laws, &c. 

Board of Trade, Whitehall, January 18, 1842. 

I AM directed, &c. to convey to you in terms of the Act 3 and 4 Vict, c. 97, their 
Lordships* confirmation of the code of bye-laws, rules, and regulations of the Edinburgh and 
Glasgow Railway Company, agreed to at the general meeting of the proprietors on the 4th of 
January, 1842. 

I am, &c.. 



The Secretary of the Edinburgh and Glasgow 
Railway Company. 



S. Laino. 



Abstract of Regulations made and Penalties imposed by the Company's Act of Incorporation 
and Amendment Act, so far as the same do not regard the Servants of the Company. 

L Any person neglecting to shut and fasten a gate set up at either side of the railway, 
after passing through the same with the carriages, cattle, or other animalst or things under his 
care, is liable in a penalty not exceeding 4Qs, 

II. Any person who shall send, or cause to be sent, by the railway any aquafortis, oil of 
vitriol, gunpowder, or other goods of a dangerous quality, and who shall not distinctly mark 
the nature of such goods on the outside of the package containing the same, or otherwise give 
notice thereof in writing to the book-keeper, or other servant of the Company, with whom the 
same shall be left, is liable to a penalty not wtceeding 10/. 

III. Any person art and part in defacing or destroying any board, or the stones or marks 
set up to denote distances on the railway, is liable in a penalty not exceeding 5/. 

IV. Any person who shall neglect or refuse to give a true account in writing, signed by 
him, to the collectors of the rales or tolls, at the places where they shall attend for that 
purpose^ stating the quantity of goods, or other things which shall be in or upon the carriages 
belonging to him or under his care, and stating from whence such carriages were brought, and 
where the same are intended to be unloaded, or left, or taken off the railway, and stating 
whether such goods, or other things shall be liable to the payment of different rates or tolls, 
and if so, specifying the respective quantities liable to each or any of the rates or tolls ; and 
any person who shall neglect or refuse to produce a bill of lading to any collector demanding 
the same, or shall give a false account, or shall leave, or deliver out, or take off any part of 
his lading or goods» at any other place than what is mentioned in such account, is liable to 
pay the Company any sum not exceeding 40j. for every ton of goods, or for any parcel not 
exceeding one hundred weight, and so in proportion to any less quantity than a ton or one 
hundred weight. 
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V. Any person who diall refuse or neglect on demand to pay the rates, tolls, or other sums 
due in respect of goods, articles^ or odier things carried along the railway, to the collectors 
appointed to receiiwthe same, is Uable to have the said goods, articles, or other things detained, 
until such payment shall be made, with all reasonable char^ for the seizure and detention; 
and if such goods, articles, and things shall not be redeemed within 21 days from the taking 
thereof, the same shall be sold, and such rates, tolls, sums, and charges, satisfied thereout 

VL Erery owner, or other person who shall have the care of any carriage or engine, or 
who shall conduct the same on Uie railway, and who shall not have such carriage or engine 
previously weighed, measured, and gauged, and the weight, measure, and gauge thereof^ 
together with the number thereof, and <ilso the number and place of abode of the owner thereof, 
entered with the secretary or clerk, or other officer of the Company appointed for that 
purpose, or without having such name, place of abode, number, weight, and ffauge marked 
upon each such carriage or engine, or who shall alter, erase, deface, or hide such marking on 
such carriage or engme, or any part thereof, or shall fix thereon any false name, place of 
abode, number, weight, or ^auge, or shall refuse to permit, or shall not permit the same to be 
weighed, measured, or gauged by the Company *s servants, is liable in a penalty not exceeding 
40«. for each such offence. 

VII. The owners of engines or carriages passing or bei73g upon the railway, and working 
On any part thereof, are answerable for any trespass, damage, or mischief which may be done 
by their engines or carriages, or by any of the servants, or other persons belonging to or 
employed hy them, without prejudice to the Company s claim against such servants or other 
persons. 

VIII. No carriage shall carry or bear at any one time upon the railway, including the 
weight of such oarriage, more than five tons, except in any one piece of timber, block, or stone^ 
boiler, cylinder-bob, or single piece of machinery, or other single article, which shall, never- 
Aeless, not exceed the weight of eight tons, without the special licence of the Company. 

IX. Any person who sIulII run a oarriage on the railway, which shall not be at all times, 
and so long as it shall be used, constructed and in such state and condition as the rules and 
regulations of the Company may at any time require, is liable in a penalty not exceeding 10/. 

X« Any person who shall bring, or use on ihh railway, a locomotive or other engine, or any 
other moving power, which shall not have been previously examined and approved of by the 
engineer of the Company, or who, after notice given by the Company, snail not forthwith 
remove or repair audi engine, is liaUe, for each offence, in a penalty not exceeding 20/. 

XI. Any person who shall ride, lead, or drive, or cause to be ridden, led, or driven, or shall 
aid or assist in leading or driving, or shall permit or sufifer to be upon the railway, or any part 
thereof, any horse, mule, or ass, or any cow or other neat cattle, sheep, swine, or any other 
beast or animal (except in directly cnosMng the same at any reads or places appointed for 
that purpose, and which he may have bera authorized to use), is liable in a penalty not 
exceeding 5/. 

XII. Any person who dudl travel or pass upon foot upon the railway (except in eroding 
the railway by any road or footpath on the level thereof, or attending carriages under his^ 
eare), is liable in a penalty not exceeding 10/. 

XI IL Any person who shall throw, place, or wilfully scatter or drop gmrel^ stone, ruUbirii, 
or other matter or thing, on any part of the railway, or extinguish any light or lamp set up 
on or near the railway or other works, or wilfully obstruct or prevent any person in the laiwful 
execution of the Railway Act, or who shall wilfully or maliciousW do any act,, matter, or 
thing to obstruct the free passao;e of the railway, or any part thereof, is liable in a penalty not 
exceeding 10/., in addition to the damage caus^ thereby. 

Nate, — Persons wilfu% obstructing any engine or carriage, or endangering the saiety of 
of persons in or upon the same, are liable, under the Ad S and 4 Vic. cap. 97, see. L5| 
to two years' imprisoansent, with or without hard labour. 

XIV. Any person who shall sufier the loading of any carriage using the railway, to extend 
more than 30 inches over and b^ond the flange or lip of each or any of the wheals, or who 
shall suffer any carriage, or any goods or things under his charge, to remain on any part of 
the railway or other worica, so as to obstruct the passage or woricing thereof, or who shall not 
remove such earriage, or goods, or things, when required, is liable m a penalty not exeeedinr 
40s, for each such oflfeuce, and a like sum for every hour during which such obstnictioB shaU 
continue after the making of such reauest 

XV. Any person who shall wilmlly or maliciously injure or destroy any part of the 
railway or works, is (over and above the amount of the damage) liable in a penalty not 
exceeding 20/. 

XVI. Any person found on any part of the railway, or within any of the stations, wacp* 
hoisses, or premises, in a state of drudLenness, is liable in a penalty not exceeding 5/., and not 
less than 10^. 
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Bte-Laws, Rules, and Regulations, enacted at their General Meeting, on the 4th day of 

January, 1842. 

1. As to Passengers, ^c. 
, I. No passenger will be allowed to take his seat in or upon any of the Company's carriages, 
or to travel therein upon the said railway, without having first booked his place and paid his 
fare. Each passenger booking his place, will be furnished with a ticket, which he is to show 
when required by the guard in charge of the train, and to deliver up before leaving the Com- 
pany's premises, upon demand, to the guard or other servant of the Company duly authorize d 
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to collect tickets. Each passenger not producing or delivering up his ticket as aforesaid, will 
be required to pay the fare from the place whence the train originally started, 

II. Every person attempting to defraud the Company, by riding in or upon any of the 
Company's carriages, without having previously paid his fare ; or, by riding in or upon a car- 
riage of a higher class than that for which he has booked his place ; or, by continuing his 
journey in or upon any of the Company's carriages beyond the destination for which he has 
paid his fare ; or, by attempting in any other manner whatever to evade the pajrment of his 
iare, is hereby subjected to a penalty not exceeding 40^. But it shall be in the power of the 
Company's agent, at the station where the passenger leaves the train, to remit both the above 
penalty and return the extra fare, in all cases where he shall be satisfied that there was no 
intention to defraud the Company, or that, from other circumstances, the infliction of the fine 
and exaction of the extra fare, would be attended with great hardship, and might be dispensed 
with ; and it shall be his duty to examine into these particulars without delay. 

III. Passengers at the road stations, will only be Dooked conditionally; that is to say, in 
case there shall be room in the train for which they are booked. If there shall not be room 
for all so booked, the passengers booked for the longest distance will be allowed the preference. 
Passengers booked for the same distance, will have priority according to the order in which 
they are booked, or number of their tickets. 

iy» Smoking is strictly prohibited both in and upon the carriages, and in the Company's 
stations. Every person smoking in a carria^ is hereby subjected to a penalty not exceeding 
40j. ; and every person persistmg in smoking in a carriage or station, after being warned to 
desist, shall, in addition to incurring a penalty not exceeding 40j., be immediately, or if travel- 
ling, at the first opportunity, removed from the Company's premises, and forfeit his fare. 

V. Any person found in the Company's carriages or stations in a state of intoxication, or 
committing any nuisance, or otherwise wilfully interfering with the comfort of other passengers, 
and any person obstructing any of the Company's officers in the discharge of their duty, is 
hereby subjected to a penalty not exceeding 40^., and shall immediately, or if travelling, at the 
first opportunity, be removed from the Company's premises, and forfeit his fere. 

Note. — Persons wilfully obstructing the Company's officers, in cases where perscmal safety 
is concerned, are liable, under the Act 3 and 4 Vic, c. 97, s. 16, to be apprehended and 
fined 5/., with two months' imprisonment in default of payment. 

VI. Any passenger who shall wilfully cut the lining, remove or deface the number plates, 
or remove or extinguish any of the lamps on the carriages, break the windows, or otherwise 
damage any of the Company's carriages, shall be liable to a penalty not exceeding 5/. 

VII. The Company will not in any case be answerable for luggage other than and except 
passengers' articles of clothing, not exceeding 40 pounds in weight, or four cubit feet in dimen- 
sions ; and if such luggage exceed 40 pounds in weight, or four cubic feet of dimensions, the 
Company will not be answerable for it, unless it has been booked and separately paid for. On 
booking, a ticket will be given to the owner, and a corresoonding ticket affixed to the luggage ; 
and the luggage will only be delivered to the party producing such ticket. The attention of 
passengers is requested to the legal notices exhibited in the booking offices, and to clause 183 
of the Company*s Act of Incorporation, limiting the Company's responsibility for luggage or 
goods booked by any of their carriages. 

VIII. The Company's porters will render any facility to passengers for loading and unload- 
ing luggage at the different stations. No fee or gratuity is permitted to be taken by any of 
the Company's servants, under any circumstances whatever. 

2. As to Goods. 

IX. Every engine being or working, and every carriage or waggon on the railway, and every 
engine-man, fireman, breaksmau, waggoner, and other person belonging to or attending the 
same, shall be under the direction and control of tbe Company and their officers and servants, 
as to the times of starting, the speed of travelling, the place of loading and unloading, and in 
all other respects ; and any person in charge of such engine, waggon, or carriage, who shall 
contravene, neglect, or act without such directions, shall forfeit a sum not exceeding 2/. 

X. Any person or persons who shall bring any waggon or waggons on the railway, not con- 
structed agreeably to the following dimensions, shall forfeit a sum not exceeding 5/., viz. 
dimensions of waggons — the width between each pair of wheels from inside to inside, and at 
the base or root of the flange of wheels, shall be four feet five and one half inches. The 
flange of the wheels shall be one and a quarter inches broad at the base or root, and one and a 
quarter inches deep. The surface of the tyre shall, from the base or root of the flange out- 
wards, be on an inclination at the rale of one inch in sixteen inches, and the tyre shall consist 
of best malleable iron. The axles shall be of the best malleable iron, and not less than three 
and one-half inches diameter in the shaft. The length of the waggon shall not exceed 13 feet ; 
the breadth at the top shall not exceed eighth feet ; and the diameter of the wheels shall not 
exceed three feet. 

XI. All tolls or charges for goods shall be paid in advance, or on demand, otherwise the 
goods and waggons shall be detained and sold, as provided for in the Act of Incorporation. 

XII. All goods and pro|)erty of every description conveyed by the railway, and liable to 
injury from the weather, or from smoke, sparks, or fire, must be protected therefrom by the 
owner ; and the Company will not be responsible therefore, unless under a special bargain to 
that effect. 

XIII. No waggon laden with coal, stone, gravel, goods, or general merchandise, shall be 
allowed to pass along the railway, or any part thereof on the Sabbath-day. Any contravener 
of this regulation, besides being liable to stoppage by the servants of the Company, shall be 
also liable in a penalty not exceeding 5/. sterling. 
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XIV. No moving power shall be used, or be upon the lines of railway between the terminus 
at Edinburgh andme Cowlairs Depdt at Glasgow, except locomotive engines. 

XV. Locomotive engines and trains of carnages and waggons shall always pass along the 
left-hand line of road, leaving a line on their nght hand uniformly clear, under a penahy on 
the person in charge and owner thereof not exceeding 51, sterling, besides being liable to pro- 
secution for any damages or accidents caused by their using the wrong line. 

XVL No person other than the breaksman shall be allowed to ride or pass on any luggage- 
waggon or coal-waggon ; and no person, except the engine-man and fireman, shall be allowed 
to nde on any locomotive engine or tender, upon or along the railway, without the special 
licence of the Company from time to time ; and tne engine-man, as well as the person so riding 
thereon, shall be fined in a sum not exceeding 2/. sterung. 

XVn. No engine, or carriage, or waggon shall at any time be left or be upon the railway 
when not in use, under a penalty not exceeding 5/. sterling, to be imposed on the person in 
charge of, and on the owner of such aigine, or carriage, or waggon. 

X VIII. No engine, or carriage, or waggon shall at any time travel or be upon the railway 
after dark without a signal-lamp or lamps, placed so as be distinctly visible, and according to 
regulations to be from time to time published. The person in charge of an engine, or car- 
riage, or waggon not having these lamps shall forfeit a sum not exceeding 5L, besides being 
liable in consequential damages. 

XIX. No person shall without a special licence from the Company be permitted to sell, or 
offer for sale, any liquors, beer, or other article upon the line of railway, or at any of the 
stations, under a penalty not exceeding 2/. for each offence; and all guards, policemen, 
porters, and others, servants of the Company, are strictly enjoined to remove any person offend- 
mg against tins bye-law, and immediately to give such information as will lead to the infliction 
of the penalty for so doing. 

XX. The drivers or conductors of all public coaches, omnibusses, or other carriages that 
may be admitted into tlie company's premises shall obey every direction or order that may be 
siven them by any of the Company's managers or servants ; and every driver or other person 
disobeying: such directions or orders shall forfeit and pay a sum not exceeding 10«. for every 
contravention thereof. 

XXI. Any person who shall offend against a regulation made by the Company's Act of In- 
corporation or Anaendment Act, and published above, to which regulation no specific penalty 
is attached, shall forfeit a sum not exceeding 5/. 

4. As to the Servants of the Company* 

XXII. The officers of the Company receiving salaries shall be bound to inform themselves 
V not only of the statutory regulations and bye-laws published from time to time, but of the pro- 
visions of the Acts applicable to the Company, and to railways generally, and shall conform 
thereto, under a penalty of not less than 2/., and not exceeding 5/., for each offence, without 
prejudice to the Company's power of suspension or dismissal. 

XXIII. The engine-man, fireman, gu&uxls, and other inferior servants of the Company shall 
conform themselves to any printed or written rules or directions for their guidance, which may 
fix)m time to time be given them by the manager of the Company, under a penalty of not 
less than 40 j., besides being liable to be suspended or dismissed by him. 

XXIV. All appointments whatever of officers and servants under the Company shall be held 
at the pleasure of the Directors, and such officers and servants shall be liable to dismissal, 
without cause assigned, on receiving the following notice, or in lieu thereof, and in the option of 
the Directors, the proportion of salary or pay equivalent to the following period, viz., super- 
intendents of locomotives and of line, and manager of goods' department, three months' 
notice or three months' pay ; superintendents of passengers' booking-offices at Edinburgh and 



Glasgow, delivery clerks of goods at Edinburgh and Glasgow stations, and the agents at Fal- 
kirk and Castlecarry stations two months* notice or two months' pay ; all other clerks, super- 
perintendents, and agents one month*s notice or one month's pay ; all guards, engine-men, 
and firemen two weeks' notice or two weeks' pay ; all porters and other servants one week's 
notice or one week's pay. 

XXV. The Directors shall have power immediately to dismiss any officer or servant, 
without any allowance of pay whatever, on such officer being found guilty, or convicted by 
the Company's manager, or any judge or magistrate, of any breach of the bye-laws, or rules 
and regulations of the Company, or of Lord Seymour's Act for regulating Railways, 3 and 4 
Vic, cap. 97, or of any Act of Parliament which may hereafter be passed for regulating 
railways. 

XaV^I. No officer or servant of the Company shall be entitled to resign or quit his situa- 
tion without giving to the Company the same notice as the Company provides for being given 
to such officer or servant of theirs ; but the officers and servants shall not have in their power 
to shorten the period of such notices, by any payment to the Company, unless with the per- 
mission of the Directors. 

XXVI I . Every officer or servant of the Company shall be bound to obey, aud shall be liable to 
be su^nded for negligence or misconduct, by his superior officer placed over him by the Com- 
pany, who shall immeaiately report such suspension ; and, in the event of such suspension 
being approved of by the Board of Directors, at their first or second meeting held after its 
date, he shall forfeit his salary or wages during its continuance. 

XXVIII. The Board of Directors shall be sole judges of whether the duties of their 
officers or servants have been sufficiently communicated to them or not, and whether they 
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Appendix. have been duly perFormed or not, or, in their option, they may depute this power in whole or 

r^ in part to their manager. 
five^Lft Rul Signed and sealed with the corporate seal of the Company, by order, and in presence of 

Orders* &c.^*' *^ general meeting of the proprietors this 4th day of January, 1842. 



John Leadbetter, Chairman. 



No. 11. 
Bin^ghl^and BIRMINGHAM AND GLOUCESTER RAILWAY. 



Gloucester* 



TRAKsmniKo an amended Code of Bye-laws, &c. 

SiR^ Birmingham, December 22, 1841. 

I SHALL be obliged by your laying before their Lordships of the Board of Trade tb« 
bye-laws of this Company 9a amendea, cuid to which an early notification of their aj^oval 
will be esteemed a favour. 

I am> &C., 
S. Laiiig, Esq., George Kikg. 

&C.&C 



Amended Code of Bye- Laws. 



L No pei^oti will be allowed to travel upon the railway without having first paid his fare 
and received a tid&et, which is to be produoed when required, and to be deUvered up at end of 
journey. Passengers at rood stations will be only booked oooditi<mally that there be room 
when the train arrives ; those for the longest distance to have the {ireferenoe ; those for aa 
equal distaace to have priority according to the order in which they are booked. 

2. Any passenger found in or upon any of the Company's cania^ withoik having pre* 
viously proc«tred a ticket, shall be liable to pay the fare from the place whence the train 
originally started. 

Any passenger occupying a carriage of superior class to that for which be has obtained 
a ticket, shall be liable to pay, in addition to the sum be has already paid, the fare 
by such class carriage from the station from which he started. And any passenger pro- 
ceeding beyond the place for which he has taken a ticket, without previously apprizing the 
guard of his intention, shall be liable to pay in addition to the sum he has already paid, the 
fiill fare from the station from which he started. 

3. Any passenger who shall refuse to produce or deliver up his ticket, when required to 
do so by the guard, or other officer having the charge of cx>llecting the tickets, shall be 
chargeable with the full fare from the place from which the train first started. 

4. Smoking is strictly prohibited, either in, or upon the carriages, or upon the Company's 
premises. Ajny passenger smoking afker being warned not to do so, will be removed from 
the Comyany*s premises, his fare torfeited, and he will be Uable, in addition, to a fine not 
exceeding 40^. 

5. Any person, in a state of intoxication, or committing any nuisance, wilfully interfering with 
the comfort of passengers^ or not attending to the instructions of the guard, where his own 
safety or that of any of the passengers is concerned, will be removed from the Company^s 
premises ; or if travelling at the time, at the first stopping place, or as soon as conveniently 
may be, and his fare wiU be forfeited ; and he will be liable, in addition^ to a fine not ex- 
ceeding 40j. 

6. Any passenger, who shall wilfully damage or destroy any of the Compaiiy's property, 
shall be find in a sum not exceeding bl. in addition to the cost of making good the damage. 
All accidental damage shall be paid for by the party doing it. 

7. Dogs will not be permitted to accompany passengers in the carriages, but will be con- 
veyed separately ; and they will in all cases be diarged for. 

By the Act 3 and 4 Vict. c. 97, any person wilfully obstructing or impeding any officer in 
the aischarge of his duty, or trespassing upon the railway, is liable to a penalty of 5/., or> in 
default of payment, two months' imprisonment. 



Similar Letters written as to the North Midland Railway Company. See p. 264. 



Transmittu^g Copy of the Regulations of the Company. 
Sir, Birmingham, January 5, 184S. 

I NOW forward the proposed regulations of this Company in regard to passengers by 
the Birmingham and Gloucester Railway, and the directions intended to be issued to the 
chief clerk at each station in reference thereto ; the whole bemg in strict conformity with, 
indeed a verbatim copy of, the regulations which you were pleased to furnish. 

In communicating the sanction of their Lordships of the Board of Trade thereto, will you 
be pleased at the same time to inform me whether in cases of an infringement of the regulations, 
the Company will be authorized in at once taking the party before a magistrate, or the hour 
being unreasonable, to detain him till a convenient hour. I am not aware of any Act which 
gives the Company that power ; and it therefore appears to me that any person not disposed 
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VIII. 

9]F6-Lawt» RttlM^ 

Orders, k«. 



to give his address, or who, having given his address, moves beyond reach of a sununons, AppeodiXi 
cannot be aflected by these regulations, which will therefore, in every case, (almost without 
exception,) be utterly useless. 

Requesting the favour of some information on this point. 

I have, &c., 

S. Laing, Esq., George King. No. il. 

&c. &c. Birmingham and 

Gloucester. 

Copy of the Regulations of the Company. 

1. No passenger will be allowed to take his seat in or upon any of the Company's carriages, 
or to travel therein upon the said railway withoul. having booked his place and paid his 
fare. 

Each passenger booking his place will be furnished with a ticket, whidi he is to show when 
required by the guard in charge of the train, and to deliver up before leaving the Company's 
premises, upon aemand, to the guard, or other servant of the Company duly authorized to 
collect tickets. 

Each passenger not producing or delivering up his ticket as aforesaid, will he required to 
pay the fare from the place whence the train originally started. 

2. Passengers at road stations will be only booked conditionally that there be room when 
the train arrives; those for the longest distance to have the preference ; those for an eqiiiai 
distance to have priority according to the order in which they are booked. 

3. Every person attempting to defraud the Company by riding in or upon any of the Com- 
pany's carriages without having previously paid his fare, or by riding in or upon a carriage of 
a higher class than that ibr which he has booked his places or by contiauiing bis journey in or 
upon any of the Company's carriages beyond the destination for which he has paid his figire, or 
by attempting in any other manner whatever to evade the payment oi his fare, is hereby sub- 
jected to a penalty not exceeding forty shillings. 

4. Smoking is strictly prohibited, both in and upon the carriages, and in the Co^ipany's 
BtaHons. Every person smoking in a carriage is hereby subjected to a penalty not exceeding 
forty shillings ; and every person persisting in smoking in a carriage or station, after being 
warned to desist, shall, in addition to incurring a penalty not exceeding forty shiUiogs, be im- 
mediately, or if travelling, at the first opportumty, removed from the Company's premises, and 
forfeit his fare. 

5. Any person found in the Company's carriages in a state of intoxication, or committing 
any nuisance, or otherwise wilfully interfering with the comfort of other passengers, and any 
perswi obstructing any of the Company's officers in the discharge of their duty, is hereby sub- 
jected to a penalty not exceeding forty shillings, and shall immediately, or if travelling, at the 
first opportunity, be removed from the Company's premises, and forfeit his fare. 

Naie, — Persons wilfully obstructing the Company's officers in cases where personal safety 
is concerned, and persons wilfully trespassing upon the railway or premises of the Company, 
are liable, under the 3rd and 4th Vict. c. 97, s. 16, to be apprehended and fined five pounck, 
with two months' imprisonment in default of payment. 

6. Any passenger who shall wiUuUy damage or destroy any of the Company's property 
shall be fined in a sum not exceeding, five pounds, in addition to the cost of making good the 
damage. All aiacidental damage shall be paid for by the party doing it. 

7. Dogs will not be permitted to accompany passengers in the carriages, but will be con^ 
▼eyed s^uiratdy, and they will in all caaes be charged for. 



Instructions to the Head Clerk at each Station in reference to the Bye-laws or Regulations 

of the Company which afiect Passengers. 

1. A discretionary power is lodged with the head clerk at each station of remitting the pay- 
ment of the fare required by the first regulation in cases where he has reason to believe that 
Ihe ticket has been really lost, and that it will be a great hardship on the party to insist on 
the payment. 

2. All cases where the tidket is said to have been lost are to be promptly investigated by 
him, and if the assertion is found to be correct, the extra fare is to be given up. The power 
of detaining the party is to be exercised with great caution, and never where his address is 
known or adequate security given for his appearance to answer the charge. 

3. In all cases where the party is detained, information is to be immediateiy given to the 
superior officers of the Company, and the offender to be taken before a magistrate as soon as 
possible. 



Letter sent to the Birmingham and Gloucester Railway Company confirming their 

Ainended Code of Regulations. 
SiE, . Board of Trade, Whitehall, 7th January, 1842. 

I AM directed, &c. }o convey to you their Lordships' confirmation of the amended 
Code of Regulations of the Birmingham and Gloucester Railway Company, transmitted with 
your letter of the 5th January. 

With reference to the question respecting the power of the Company to apprehend offenders 
against these regulations, their Lordships cannot undertake to interpret a question of law, but 
they understand that the practical construction put by most Railway Companies upon the 
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Appendix. clauses corresponding to {Sections 197 and 215 of the Company's Aot^ 6th WiUkm IV., e. 14, 
^^:^ has been that the Company's officers are authorized to detain offenders aeainst the regula- 

Bye-Laws»*Ralei» ^^^^ ^^ ^^ Company properly made and sanctioned under the Act, as weU as agaii^t the 
Orders, &c specific enactments of the Act. I am, &c. 

S. Laino. 

The Secretary of the 
Birmingham and Gloucester Railway Company. 



No. H. T^^ lo 

Brandling JuncUon. x^o. iz. 

BRANDLING JUNCTION RAILWAY. 
Transmittino Return of Prosecutions by the Company, and Copy of Rules and Regulations. 

Sib, Gateshead, December 20, 1841. 

Enclosed is a copy of bye-laws and regulations, agreed to at the last half-yearly general 
meetif^ of the Company, which I will thank you to lay l^fore the said Lords of Privy Council 
for their sanction and approval. 

I am, &c. 

S. Laing, Esq. John Rewcastlb, Cleric to the Company. 

&c. &c. 



Orders and Regulations relating to Travellers passing upon the said Railwajr, and for pre- 
venting the smoking of Tobacco and the commission of any other nuisance in or upon any 
of the Carriages, or in or upon any of the stations or premises occupied by or belongnng 
to the said Company, of which all persons whom it may concern are hereby required to 
take notice. 

1. All passengers are required, upon booking their places, to take a ticket, and to produce 
the same (if required) previously to taking their seats in or upon any of the Company's car- 
riages, and to deliver up the same previous to quitting the Company's premises ; and aay 
person refusing to produce or deliver up such ticket when required by the Company's officer, 
is hereby made subject to a penalty not exceeding twenty Ahilliugs. 

2. Passengers at the road stations will only be booked conditionally (that is to say), in case 
there shall be room in the train for which they are booked. In case there shall not be room 
for all the passengers booked, those booked for the longest distance shall have the preference 
and those booked for the same distance shall have prionty according to the order in which they 
are booked. 

3rd. Any passenger riding in a first-class carriage, having paid his fare for a second class 
carriage only, shall pay the difference in the fare, and is also made liable to a penalty not 
exceemng twenty shillings. 

4. Smoking is strictly prohibited both in the Company's carriages and stations. Any person 
persisting in smoking, when warned not to do so, is hereby subjected to a penalty not exceeding 
forty shillings ; and in case of his persisting, after a second warning, he will immediately^ or if 
travelling, at the first stopping place^ be removed from the Company's premises and forfeit his 
fare. 

5. Any passenger in a state of intoxication committing any nuisance, or wilfully interfering 
with the comfort of other passengOTs, obstructing any of the Company's officers in the discharge 
of their duty, or not attending to the directions of such officers when the personal safety of 
himself or any of the passengers is concerned, will be immediately removed from the Con^ 
panyV premises, or in case the train shall be moving at the time, then at the next station, or 
as soon after the offence as may be, and shall forfeit his fare, and is also made liable to a 
penalty not exceeding forty shillings. 

6. Any passenger wilfully cutting the linings, removing or defacing the number plates, 
breaking the windows, or otherwise damaging or injuring any of the Company's carriages, shall 
forfeit and pay a sum not exceeding five pounds in addition to the amount of damage done. 

^ John Rewcastlb, Clerk to the Company. 



Similar Letter written as to the North Midland, p. 264 13th December. 
Standard regulations adopted by the Company and confirmed 22nd January, 1842. 



No. 13. No. 13. 

North Midland. ^^^^^ MIDLAND RAILWAY. 



Letter sent to the North Midland Railway Company relative to their requiring a document 
to be sign**!^! by persons conveying Carriages on the line to exempt the Company from 
liability for damage. 

Sir, Board of Trade, October 20, 1841. 

A REPRESENTATION having been made to the Lords, &c., to the effect that the officers 

of the North Midland Railway Company, at the Masbro* station, have reftised to allow a 
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carriage to be carried upon their railway unless the owner of the carriage cooseoted to si^ a 
document purporting to relieve the Company from liability for damage of every description, 
I am directed by their Lordships to inquire whether any regulation or order to that effect 
exists, and what is the practice pursued with regard to carriages upon the North Midland 
Railway 7 

The Secretary to the I am, &c. 

North Midland Railway Company. S. Laino. 



Appendix, 

VUL 

Bye-Lawf , Rules, 

Orders, ftc 

No. 13. 
North Midland,- 



Ik reply to Letter of the 20th October relative to the conveyance of Carriages, &c.^ 

on the line. 

Sia, Secretary's Department, Derby, October 30, 1841. 

Rbfbrring to your communication of the 20th instant, I have inquired into the cir- 
cumstances of the case therein stated, and have referred to the proper officer of the Company 
for an explanation. I inclose you his report, and have iurtber to add, Uiat I have likewise 
personally investigated the matter myself, and that the clerk at Masbro' assures me he did not 
refuse to allow a carriage to be put on the train^but only requested the party concerned t0 8i|^ 
the declaration. In doing this, however, he was in error, but not intentionally so; strict 
orders, or rather a particular explanation of the regulation, have now been issued for the dis- 
continuance of the practice. 

I beg to remark that the same investiration and explanation of this affair would have taken 
place if the party aggrieved had applied to the Board of Directors, through me, in the first 
mstanoe. 

I am, &C. 

8. Lamg, Esq. 
&c. &c. 



H. Pattbson, Secretary. 



Superintendent's Office, Derby^ 
My Dbar Snt, October 30, 1841. 

I SEND you herewith Mr. Binger*s statement as to our practice with regard to horses 
and carriages. From the extract from ticket, you wiQ perceive that it only re^rs to horses. 
Some of the clerks have been in the habit of inserting the word carriage, and then making the 
party sign ; this, however, is irregular, and is ordered to cease. 

I am, &c. 
H. Patteson, Esq., W. Hanson. 

&c. &c. &c. 



No. 



Memorandum 

o'clock Train, 



to Station. 

day, the 29th day of October, 1841. 



Mr* Clate was in error in asking for a signature for a carriage ; the regulation only 
refers to horses, viz. : — 

''This tieket is issued subject to the owners undertaking all risk of conveyance whatsoever, 
as the Company will not be responsible for any injury or damage (however caused) occurring 
to horses while travelling, er in loading or unloading." 

W. Hanson, Esq., John Binoer. 

&c. &c. &c. 



Letter sent to the North Midland Railway Company relative to the Conveyance of Carriages 

on the Line. 



Sir, 



Board of Trade, Whitehall, 3rd November, 1841. 



In reply to your letter of the 30th October, I am directed, &c. to inform you that the 
explanation relative to the conveyance of carriages upon the North Midland Railway appears 
quite satisfactory. 

The regulation as to horses is, however, open to objection, if the Company make a general 
rule of reding to carry horses, unless the owner will sign a special agreement, purporting to 
exempt the Company from all liability for loss, however occasioned. Their Lonlsmps do not 
object to such fair and reasonable arrangements with regard to horses, as may be necessary in 
oraer at the same time to promote the public convenience, and to give the Company either 
protection against, or remuneration for, any extraordinary risk arising from the nature or value 
of the object, but it appears to them that the limitation in question goes further than is war- 
ranted by these reasons and by the law. As the regulation, however, does not fall within the 
scope of their Lordships* jurisdiction, under the Act for Regulating Railways, they confine 
themselves to pointing out its objectionable nature, and recommending the Directors to 
revise it. 

I am, &c. 

The Secretary of the S. Laino. 

North Midland Railway Company. 
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No. IS. 
North Midland. 



The regulation now in force upon the North Midland Railway is to require the signature of 
the owner to the following conditions : — 

'' The conditions subject to which the London and Birmingham, Birmingham and Derby 
Junction, North Midland, York and Nortti Midland, and Great North of England Railway 
Companies undertake the conveyance of horses, together with the prices for sucn conveyance, 
are as under, viz. :— 

" That they will in no case be liable for the loss or injury to any bocae, of whatever value, 
where the same arises wholly or partially from vice, alarm, violence, or restiveness in the horse 
itself. 

** These Companies will not be liable in any case for loss or damage to any horse above the 
value of 40/., unless there has been given to them a declaration of its value, signed by the 
owner or his agent at the time of booking; and by such declaration the owner shall be 
bound ; the Companies not being in any event liable to any greater amount than the value so 
declared. 

" If the value so declared do not exceed 40/., then the prices for carriage will be as imder, 
viz. :— 



" For the entire distance between London and 
Darlington 



One horse 

Two, in one box and same pro- 
perty 

Three ditto, ditto . • . . 



£. 
6 

10 
13 



2 

5 










" If the declared value exceed 40/., then the prices for carriage will be after the rate of 2 j 
per cent., or 6d, per £. value upon the declared value above 40/. whatever it be, and for 
whatever distance tne horse is to be carried, in addition to the above-mentioned fixed rate of 
carriage for horses of, and under 40/. in value.** 
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IX.— ENFORCEMENT OF PROVISIONS OF RAILWAY ACTS. 



GREAT NORTH OF ENGLAND RAILWAY. 
Sir, Darlington, July I4th, 1841. 

I have the honour to submit the accompanying case for the consideration of their 



Lordships of the Board of Trade. 

Lt..CoL Sir Frederic Smith, R. E. 
&c. &c. &c. 



I have, &c. 

D. O'Brien. 



Great North of England Railway Company, and Messrs. Gill and Brown. 

The Croft Branch of the Stockton and Darlington Railway Company was purchased by 
the Great North of En^and Railway Company, and now forms a portion of the latter s main line. 

Messrs. Gill and Brown purchased their properties subsequent to the passing of the Act 
for making the Croft Branch of the Stoditon and Darlington Railway. 

Messrs. Gill and Brown, under the powers of a certain clause in the Stockton and Dar- 
Ungton Railway Act, were at the expense of laying down short curved branches (as shown in 
the tracing lettered A.), to oonununicate between their premises and the Croft Branch, for 
the purposes of their trades, one being a com factor, and the other a brickmaker, respectively, 
and they used those branches until certain changes, coosequeot on altering the levels to con- 
Tert that portion of the Croft Branch into the Great North of England main hue, made it 
necessary that tfaey should be discontinued. 

The tracing lettered B, shows the present stae of die ground. 

Messrs. Gul and Brown now require such communications to be restored. The engineer 
of the Great North of England Railway strongly objects to any such communications being 
made. 

It is submitted, (m the part of the Great North of fkigland Railway Company, that, as will 
be seen by the tracings, from the very close vicinity of the town of Darlington* the crossing of 
ihe railway near the junction of several highways, the constant passage of locomotive engines, 
coal-waggons, and merchandize trucks, between the coach station on one side of Messrs. Gill 
and Brown's premises, and the engine shed, workshops, and merchandize station on the other ; 
the want of space, and the necessary difficulty of keeping the main line clear of the waggons 
and trucks used by Messrs Gill and Brown in their respective trades, make the oonstruction 
of such communications most objectionable ; and considering the safety of the public would be 
much endangered thereby, tlmt this Company are desirous of having the judgment of the 
Lords of the Council for Trade, or of their <^Bcer, as to whether the cases of Messrs. Gill and 
Brown do not come faiiiy within the meaning of Lord Seymour s A^ct ; and if so, what their 
Lordships might be pleased to recommend the Great North of England Railway Company to 
do under the circumstances. 

Per pro. of the 
Great North of England Railway Company, 

F. Dairdson. 



Report to the Lords of the Committee of Privy Council of Trade, 

My Lords, Board of Trade, !2th August 1841. 

I HAVE the honour to submit the following report to your lordships, upon the case of 
the Great North of England Railway Company and Messrs Gill and Brown. 

Having proceeded to Darhugton, and there inspected the localities described in the plans 
which acconipanied the case, in company with Mr. O'Brien, the secretary, Mr. Whitwell, the 
resident engineer of the Company, and Messrs. Gill and Brown, I ascertained the foUowinff 
facts :— ^ 

The portion of the Great North of England Railway to which the case refers, was 
originally constructed by the Stockton and Darlington Company, under the powers of an Act 
4 Geo. IV., c. 33, for making a branch line from the Stockton and Darlington Railway to 
Croft. By the 26th section of this Act, the provisions of the original Act of Ineorporation of 
the Stockton and Darhngton Railway Company, the I and 2 Geo. IV., c. 44, are extended 
to this branch. 

By the 86th section of the latter Act, it is enacted, " That nothing therein contained shall 
extend to prevent the owners and occupiers of the respective lands or grounds lying within 
five miles of the said railway, from laying down, either upon their own lauds or upon the lands 
of other persons, with the consent of such other persons, any collateral branch or branches from 
their respective lands or grounds, to communicate with the said railway, nor from making at 
their own expense such openings in the ledges or flanches of the said railway, as may be 
necessary and convenient for effecting such communication ; and that the said Company snail 
not receive any tonnage for the passing of any goods or other things along such branch oi 
branches." 

Under the powers of this clause, Messrs. Gill and Brown, being proprietors of certain 
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premises immediately adjacent to the railway, laid down a short branch communicating with 
it, which they used without interruption as long as the Croft Branch remained in the hcmds of 
the Stockton and Darlington Railway Company. 

By a subsequent Act, the 6 and 7 Will. IV., c. 105, the Great North of England Company 
were empowered to purchase the Croft Branch from the Stockton and DarUngton Railway 
Company, and it was granted that in the event of such purchase, the Croft Branch should be 
held oy the former Company " with, and subject to all the powers, provisions, and regulations 
herein contained, with respect to mines, tolls, rates, penalties, and aU other matters and things 
' whatsoever ; so far as the same may be applicable in the same manner, to all intents and 
purposes, as if the said Croft Branch were part of the railway hereby authorized to be made, 
and in lieu of the powers, provisions, and regulations relating to, or concerning the said Croft 
Branch contained in any other Act or Acts of Parliament already passed.*' 

By a subsequent clause of the same Act, it is provided — '' That nothing in this Act contained 
shall extend to permit any corporation or person whomsoever, being the owners or occupiers of 
any land adjoining to or near the railway, or any other person, from laying down either upon, 
through, under or over the lands of such corporation, or person, or upon, through, under or 
over the lands of any other persons, with the consent of such persons, any collateral branches 
from such land, to communicate with the said railway, imd the said Company shall be bound 
to make up at the expense of such corporation or person, openings in the ledges or Ranches of 
the said railway, for effecting such communication in such places as may be most convenient 
for that purpose, and as may the least interfere with the passage of the said railway. 

'' Provided always, that the said Company shall not be bound to make any such openings in 
the ledges or flanches of the said railway ror the purpose of effecting such communication in 
any places where they shall have erected or set up any building, steam-engine, works, 
machinery, or yard, or in any places which they shall have appropriated or set apart for any 
special purpose with which such communication would interfere, nor upon any inclined plane, 
nor in any tunnel ; and in case any disagreement or diflference shall arise between any such 
owners or occupiers or other persons and the said Company, as to the proper places for making 
any such* openings in the ledges or flanches of the said railway for the purpose of such 
communication, then the same shall be left to the decision of any two justices of the peace 
acting within their jurisprudence; whose determination, after the examination of such competent 
witnesses as may be produced before them shall be binding.*' 

The Great North of England Railway Company have since purchased the Croft Branchy 
and converted it into a portion of their main line, as shown in the plan B, which accompanied 
their case. In the course of the alteration consequent on this change, the branch which had 
been laid down by Messrs. Gill and Brown was taken up and replaced by the present branch 
as delineated in plan B, which renders the communication less dangerous, inasmuch as the 
points no longer face the direction of the traffic. 

The engineer of the Company, however, strongly objects to the existence of a communication 
with the main line of the railway under any circumstances, in such a position ; and it appears 
clear that it must be a source of additional danger to the public, especially when the con- 
templated arrangements are completed, by which the passenger station will be removed to a 
point higher up the line, and the trains will pass the point of Messrs. Gill and Brown*s com- 
munication at full speed. 

At the same time, however, I cannot consider the danger to the public so immediate as to 
bring the case, as is suggested on the part of the Company, within the spirit of Lord Seymour's 
Act. The 15th and l&th section, of that Act give a summary power of removing obstructions 
calculated to endanger the safety of persons conveyed upon the railway, and they would 
undoubtedly suffice to enable the Company, in any individual instance where some specific 
danger clearly existed, to remove any obstruction caused by Messrs. Gill and Brown, and to 
prosecute them or their servants if such dangerous obstruction had been wilfully and 
improperly occasioned. 

But it cannot be held that these summary powers were intended by the legislature to take 
away the right of communication which in almost every Railway Act has been carefully 
guaranteed to the owners of adjoining lands and to the public. 

It seems equally clear that there b nothing in the statute above referred to by which the 
Croft Branch is subjected to the same provisions as the Great North of England Railway, 
which can affect the right of Messrs. Gill and Brown to a communication made and enjoyeid 
by them before the Great North of England Railway Company was in existence. 

The section quoted might perhaps be sufficient to negative a claim to open a new 
communication in a place which may be said to be included in the station, and therefore 
" appropriated for a specific purpose with which such communication would interfere," but 
it cannot be held to have deprived parties of an existing right. 

I consider it clear, therefore, first — that the title of Messrs. Gill and Brown to their com- 
munication is undoubted. 

Second, that it is desirable for the public safety that the present communication should not 
be allowed to remain. 

By the 18th and 19th sections of Lord Seymour*s Act, the provisions of all Railway Acts 
that empower two justices of the peace to decide disputes respecting the proper places for 
openings in the ledges or flanches of railways are repealed, and it is enacted — '* That in case 
any disagreement or difference shall arise between any owner or occupier or other person and 
any railway company as to the proper places for any such openings in the ledges or flanches of 
any railway for tne purpose of communication, then the same shall be left to the decision of 
the Lords of the said Committee, who are hereby empowered to hear and determine the same 
in such way as they shall think fit, and their determination shall be binding on all parties.** 
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Under this clause your Lordships have full power to decide all disputes respecting the 
^* proper place hv effecting a communication with a railway/* but it does not entirely meet 
a case like the present, in which it is necessary, for the public safety, to prescribe certain 
arrangements, limiting the legal right of parties to a free communication with the main 
branch of the railway, and involving compensation. Under these circumstances I considered 
it the best course to suggest an amicable arrangement upon the following basis. 

The Company *s engineer to propose such an arrangement respecting the communication 
as he considered sufficient for the public safety. This arrangement to be submitted to Sir 
Frederic Smith, and if approved of by him to be adopted. Compensation to be given by the 
Company to Messrs. Gill and Brown, for any detriment which might be occasioned to them 
by the adoption of this arrangement ; the question of compensation to be settled by private 
agreement, or failing this, by arbitration. 

I am happy to say, that I found all parties ready to comply with this suggestion ; and I 
have every reason to believe that the matter will shortly be set at rest, and tiie danger to the 
public obviated, without the necessity for any further interference on your Lordships' part. 

I cannot conclude my Report without calling your Lordships' attention to the extremely 
defective state of the law as it stands at present, with regard to the question raised by the 
above case, viz., that of the right of proprietors of lands adjoining to railways to lay down 
branches and effect communications. 

The origin of this right is very clearly stated in the Third Report of the Select Committee 
on. Railways, Session 1840. 

In the infancy of the railway system, a total misapprehension as to its nature prevailed on 
the part of the legislature and of the public. The general impression was, that the Company 
who constructed the railway were to be, like the generality of Canal Companies, merely toll 
proprietors, charging a certain toll to the public using their way. " The legislature/* as is 
stated by the Committee, " in its anxiety to prevent a monopoly which was not sought even 
by the promoters of the Bills, enacted, that any person might place his own engines, carriages, 
and waggons on a railway, subject to the payment of certain tolls, but under such regulations 
as might be made by the Company." 

With the same view it was provided, " that the owners and occupiers of adjoining lands 
should have free access to the Railway, and might make branch lines to join the Company's 
line; in which case the Company should be bouim to make an opening for the branch line, 
charging the cost of this work to the parties requiring the accommodation. Rights were also 

g'ven to lords of manors, and other owners of contiguous land, to erect wharfs; and they were 
rther empowered to use the railway as far as their own land extended, without being liable 
to any payment of toll (a privilege obviously useless, except under the supposition that such 
landowners need not apply to the Company for locomotive power), while the beneficial use 
which they might make of railways in the cheap conveyance of their produce to a distant 
market, and in bringing manure and materials for their lands and buildings, was frequently 
stated to be the chief inducement for allowing their property to be intersected and their lands 
purchased.** 

It is scarcely necessary to observe, that this view of the working of the railway system has 
turned out to be completely erroneous, and that experience has shown, that it is essential for 
conducting the traffic with any regard for the public safety, that Railway Companies should, 
to use the language of the same Committee, ** be confirmed in the possession of an exclusive 
authority and management over their own line, and be allowed an entire monopoly in providing 
and regulating the locomotive power."* 

This monopoly has never been expressly conferred ; and the legal right remains to any 
party who can obtain the consent of an owner of land adjoining a railway, of laying down 
a communication with it, entering upon it, and employing his owq carriages and locomotive 
power. It is true, that this right has remained almost a dead letter, owing to the danger and 
inconvenience of exerting it, and the power of Railway Companies of throwing obstacles in the 
way of other parties using their line. Still there are cases, especially amon^ the northern 
railways, where a coal traffic is combined with that of goods and p^isseiigers, where it is exer- 
cised ; and there is no security against its being claimed at any time, and under circumstances 
which would endanger the public safety. 

The provisions of Lord Seymour's Act above referred to, which empower the Board of Trade 
to determine disputes as to the ** proper places for effecting openings in the ledges or flanches 
of railways for the purpose of making communications with adjoining lands," hardly appear 
a sufficient security against this danger. There can be no doubt that every interruption of the 
main line is more or less a source of additional danger, and that it is highly inexpedient 
to multiply them more than is absolutely necessary ; and if such is the case, even where the 
branch communications are under the entire control and management of the Company, it is 
much more so when they belong to other parties. The safety of trains is then made to depend 
upon the conduct of servants not employed by the Company, and not responsible to them. 
As a general rule, therefore, it may be safely laid down, tnat no private communication should 
be suffered to exist with the main line of /a Railway upon which passenger trains pass at the 
usual speed ; and that where such communications are reouired they should be made into a 
siding, and be under the control of the Company. The Board of Trade, in order to afford 
perfect protection to the public, would require a power, not merely of deciding in disputed 
cases upon the '' proper places '* for making openings in the ledges or fianches of a railway, 
but of enforcing such arrangements generaBy respecting branch communications as appeared 
necessary to insure safety. 

I have, &c. 

S. Laino. 
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Appendix. GREAT NORTH OP ENGLAND RAILWAY. 

IX. Sir, Engineer's Oflfce, 26lh August, 1841. 

Pro>Si"ns of ^ transmit you a tracing of the alteration I propose to make in Brown and Gill's 

Railway Acts, siding. The blue lines show the present siding ; the red lines the altered one, which you will 

observe, instead of being brought out of the main line, is out of a siding already laid in, and 

n& Iju f "^^ ^^^ ^"^ coach station. This arrangement will do away with any danger, as the waggons 
^^neland ^^^ stand in the siding entirely unconnected with the main line. I may add, that the parties 

themselves are quite satisfied with the arrangement. 

I am, &c. 
S. Laing, Esq. Henry Whitwell. 

The Inspector-Greneral having reported, after an inspection of the place, that the arrange- 
ment referred to in Mr. WhitwelVs letter would obviate the danger to the public, and having 
signified the consent of Messrs. Gill and .^rown, as conveyed to mm personally, their Lordships 
approved of the arrangement. 

8th September. S. Lauig. 

No. 2. 

^ No. 2. CLARENCE, STOCKTON, AND HARTLEPOOL RAILWAY. 

Clarence, Stockton, 
and Hartlepool. My Lords, Norton, near Stockton-on-Tees, £th August, 1841. 

Your Lordships having, by the statute 3 and 4 Vic, c. 97, been appointed to the due 
supervision of railways, I beg to bring the following statement before your notice : — 

The Clarence Railway, in the county of Durham, obtained its first Act (9 Geo. IV., c. 61) 
in 1828, which was amended by 10 Geo. IV., c. 106; they afterwards obtained other Acts, 
2 Will. IV., c. 25; 3 Will IV., c. 4; and 3 WiU. IV., c. 95. Under the first Act the main 
line was made, and by the second a branch from it to Stockton. 

This branch leaves the main line in the parish of Norton, and within 150 yards of its so 
doing crosses die highway (then a turnpike-road) from Norton to Durham. Their rails are 
here by their Act 8 ^oet 3 inches below the surface of the ground, and the road was sloped on 
each side down to that depth ; it was then considered such a dangerous place, owing to the 
high banks on either side preventing the persons using the road from seeing engines, &c., on 
the railway, that the Company afterwards purchased the right of sloping down the sides of 
the ground on each side of the railway to open out the view, though they afterwards built a row 
of cottages which somewhat interfered with this intention. Under statute 2 and 3 Vic, c. 45, 
gates were put up. The adjoining land here belongs to the Messrs. Hogg, who built a puUic- 
house, and caused a short Ime for coals and lime to be laid down for the use of the inhabitants of 
Norton and the neighbourhood, and which is much used. 

About a year ago a Company has formed a line (the Stockton and Hartlepool Union Rail- 
way) to Hartlepool, which joins the main line of the Clarence Railway, about two miles lower 
down than the branch to Stockton, and for which line there is no Act of Parliament ; but it is 
done by leave of the proprietors of land through which it passes. Coach trains run several 
times a day between Hartlepool and Stockton, and in order to avoid the necessity of stopping 
at the junction of the main line with the Stockton branch, the following plan was resorted to : — 
The Clarence Company purchased a piece of land of the Messrs. Hogg, and proceeded to 
lay down a single line of rails ; for this purpose they had to lower the surface of the public 
road, and cross it with another line of rails at some distance from the original railway, and as 
this was cxtremdy dangerous to the public great objection was made. The solicitor of the 
Company called a parish meeting for the 2nd of March last, to ascertain the sense of the 
parishioners on the subject, when it was determined, by a large majority, that the danger was 
so great they should not be allowed to cross in the manner proposed. I should have stated, 
that early in February they had laid their rails up to the public road on either side ; the 
surveyor of the highways frequently wcu-ned the men at work not to touch the road ; however, 
they commenced at midnight, on February 8th, with a large force, and although on account of 
the frost they had to blow up the highway with gunpowder, they completea the job before 
morning ; which, as soon as the surveyor discovered, he removed the raib, and immediately 
restored the road. 

The Company have recently taken the opinion of Sir F. Pollock, who, considering this as 
an " improvement," and not a new branch, says, that as the Company had once the right of 
making it (which I deny), they still have so; and in consequence, they have within these few 
days again laid their rails across the public road. , 
The present dangerous state of things is — 

1st. The railway is so concealed from the road, that it is impossibe to see the approach 

of engines, &c. 
2nd. The gates are 28 yards from each other, which must of necessity render the proper 

opening and shutting of them by one old man a matter of difiSculty. 
3rd. The original railway and the new branch are not on the same level, and there is a 

considerable rise in the road between the old branch and the new. 
4th. The road from the public-house, and which is muoh used, comes in between the 
gates, so that although they may be shut, yet a cart or carriage can nevertheless come 
on to the road between the gates. 
5th. The public foot-path is entirely blocked up, and no substitute provided ; and 
6th. The curve on the new branch is a very dangerous one. 
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All these dangers and diflSculties might be at once avoided by carrying the road over the Appendix. 

railway by a bridge, which could be very easily done : but the Company wish to avoid the 

cxpensV ^ Enforcementof 

iTie surveyor of the highways complains much of the very dangerous state of the road ; Ra^ilway^AcU. 

but as the Company have ^d this opinion in their favour (though I do not think it correct, as 

the case is not rightly stated), I have thought it right to apprise you of the circumstances, in No. 2. 

order that you may have the spot inspected before you sanction it, and protect the rights of Clarence, Stockton, 
the public, which are thus unwarrantably interfered with ; for the new line of rails is in every ^ Hartlepool, 
sense a new branch, and a new portion of a railway, and not a mere siding belonging to the 
original line. 

I am sorry to have troubled you at such length, but I am anxious to state as much as I 
could within the limits of a letter, and I trust that as the matter is urgent, it may meet with 
your early attention. 

I have, &c. 

To the Lords of the Committee, W. Sgurfield Grey. 

&c. &c. &c. 



My Lords, Stockton-on-Tees, 28th August, 1841. 

In conformity with your instructions, I have this day inquired into the complaint 
preferred against the Clarence Railway Company by Mr. Scurfield Grey, in his Memorial 
dated the 5th instant. 

I have had before me, and I have attentively considered, the allegations in that Memorial^ 
as well as the observations made upon them by Mr. Ward Jackson, on behalf of the Clarence 
Railway Company, in his statement of the 14th inst. ; and I have examined, in the presence 
of both the aforesaid gentlemen, that portion of the line to which they have alluded. We 
were acoompanied by the father of the memorialist and Mr. Fowler, who are magistrates of 
the county of Durham, and by Mr. Fowler, the resident engineer of the Stockton smd Hartle* 
ppol Railway. 

This department received from Mr. Jackson, with hia observations, a drawing and a verbal 
statement of the mode of working the portion of railway under consideration, which is called 
the Norton Junction ; and I beg to call your attention to these documents, which give a 
faithful representation of the circumstance and operations they are intended to describe. 

At the point in question the Clarence Railway^ in its easterly course, forks off into two 
branches : the one towards Stockton, and the other, which was the original line, towards 
Port Clarence. 

Had the trains been confined to the traffic to those two places from the western termini 
of the Clarence Railway and back* little dii&culty would have arisen in the working of the 
line ; because the engines and carriages would have proceeded to their destination without 
requiring any precautions beyond those which are usual at all junctions. But the arrange- 
ments are rendered more compUcated by what may be termed the cross-traffic between 
Stockton and Hartlepool. 

Mr. Jackson's plan and verbal statement sufficiently explains how this is done at present, 
and a more objectionable and dangerous practice it would be difficult to imagine. The 
process is repeated no less than 1§ times a day, and considering the extent of the coal 
traffic on these lines, it is wonderful that some terrible collision has not taken place ; and I 
think the preservation of the passengers reflects credit on the conduct and steadiness of the 
engine-drivers; for I find that there are no fewer daily than 24 trains down the line with 
coua, and the same number of trains of empty coal-waggons returning, besides a large number 
of trains of stones, &c., drawn by horses. 

The neces^ty of some remedy, however, became apparent to the Directors of the Clarence 
Railway, and they in consequence determined on adapting what I believe to be the best 
course, namely, the formation of a curved line from the Stockton branch to join the main 
line ; and they accordingly commenced the curved line shown in the drawing, which it will 
be necessary for your Lordships to refer in order to have a clear view of the case, 

Mr. Grey, in his memorial, objects to the proposed arrangement for the following 
reasons: — 

1st Because as the railway is here crossed on a level by a parish road, and as the curve 
is so formed in a cutting as to conceal the approach of the engines^ travellers on the latter 
would be exposed to considerable risk, the more especially as the gates across the ends of the 
parish road will be 28 yards asunder if the curve be established as at present laid out. 

2nd. Because the branch to Stockton, and the curve to Hartlepool, both of which are 
crossed by the parish road between the gates, are on different levels. 

3rd. Because there is a public-house standing on the triangular plot of ground bounded by 
the two branches and the curve, which is tenanted by a person not a servant of the Company, 
and therefore carts, &c leaving the premises without the knowledge of the gate-keeper may 
endanger the lives of travellers by the railway, and other parties, by coming into collision 
with the trains. 

4th. Because the public have been deprived of a footpath by the Railway Company in 
consequence of the alterations they are now making ; and lastly, because the curve is of so 
short a radius as, in his opinion, to be dangerous. 

The remedy proposed by Mr. Grey, is a bridge to extend both over the present branch 
and the intended curve, supposing the Company nave the right to form the curve, of which he 
has expressed a doubt, notwithstanding that Sir Frederic roUock has given an opinion that 
they have this righL 

Ji \r ^ 
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Appendix. Mr. Jackson contends for the right of the Clarence Railway Company to make the curve, 

and alleges that the traffic across the railway by persons travelling along the parish road, 

- ^ ^^* . -. is not sufficient in amount t-o be likely to create the danger apprehended by Mr. Grey ; but 

Pro^slons of ^^^ ^^ *^® same time expressed, on the part of- the Company, a desire to meet the matter in 
Railway Acts. & fs^ir spirit, and to be guided by your Lordships* decision, as far as may be found consistent 

with the duty which the Directors owe to their constituents. 

^^flf" b4 ' should explain to your Lordships that the parties making the curve are not the Clarence 

and^H^artle^^ Railway Company, but the Stockton and Hartlepool Company, whose trains not only run 

over the two miles of rails between the Stockton Terminus and the Norton Junction, but also 

over two miles eastward of the said Junction, to a point where the Hartlepool Railway unites 

with the Clarence Railway. 

The total distance by railway from Stockton to Hartlepool is 12 miles ; four of that distance 
being on the Clarence Railway and its Stockton Branch, as already stated, and eight on the 
Hartlepool Line. The Clarence Railway Company not having experienced any very great 
inconvenience in working the junction in the way described by Mr. Jackson, were not taking 
measures for altering the system ; but on the traffic of the Hartlepool trains being added, and 
the coal traffic increasing, the, necessity of an improved system of working the Norton 
Jimction became so apparent, that the Hartlepool Company were induced, for the safety of 
the public, to undertake, at their own immediate expense, the formation of the curved line 
now in dispute, and for this purpose I understand they take up the powers which it has beai 
assumed that the Act or Acts of the Clarence Company give the latter in this respect. 

This part of the transaction involves points of law which your Lordships will most probably 
refer to Mr. Laing, the legal officer of the Railway Department; and it will be sufficient that 
I call his attention to the fact, that it is the Hartlepool, and not the Clarence Company, who 
are forming the curve. 

Mr. Jackson, with a view to establish the right of the Clarence Railway to form the pro- 
posed curve, puts forward the opinion of Sir Frederic Pollock, which is m their favour. To 
so high a legal authority I should unhesitatingly defer, had the case been put according to 
what I consider to be the actual state of things ; but this, I think, has not been done. I 
however beg distinctly to say, that I acquit those who submitted the case of any wilful 
mis-statement. The case has been put as if the widening of the Clarence Railway had been 
the matter in dispute, and as if the only question had been whether or not the Company had 
lost their powers by lapse of time ; whereas, in my opinion, it is not the widening of an 
existing portion of a line, but the substitution of a new for an old portion, and for a traffic 
which 1 apprehend was not even contemplated in the Acts of the Clarence Company. 

However this may be, I regard the formation of the curved line to be so important in 
reference to the safety of the passengers, that every facility that may be within the power of 
Her Majesty's Government should be affi>rded to the Company or Companies in carrying their 
project into effect, provided they are willing to adopt such precautions as I shall suggest for 
the public safety. 

The point which is more especially my duty to determine, is ho\v this can be effiscted so as 
to give the greatest degree of security to the railway passengers, without endangering the safety 
of travellers along the road which crosses the curve. 

There can be no question that where there is much traffic along a railway which is crossed 
on a level by a road, also having great traffic, the danger to the traveller is considerable ; 
and that this danger is much increased when the railway so crossed is formed in a eutting 
adjoining, or in a curve. 

Under such circumstances it would generally be the wiser course to cross the railway with a 
bridge, and, in most cases, the expense alone would be the obiection to such an arrangement 

For the crossing of the original branch line at F, I would have recommended that course, 
supposing the curve had not been also necessary, and I would do so for the level crossing at B* 
Indeed I would suggest to your Lordships to press this latter point upon the Clarence Railway 
Company, as a means of increasing the safety of the public ; and as they would thereby save 
the waces of the gate-keeper, the comparative difference of expense would not be very con- 
siderable. 

In the case, however, of the crossing of the original line, and the proposed curve, where Mr. 
Grey has suggested that a bridge should be formed, I am disposed to think that, although 
undoubtedly the safer arrangement for the travellers on the parish road, it would not be so 
safe for the railway passenger as the arrangement I am about to advise, because the piers of 
the bridge would tend to obscure one train from the view of the driver of another, from which 
circumstance collisions would in all probability take place at or near the junction. 

Before I proceed further I should acquaint your Lordships that on the Clarence and on the 
Stockton and Hartlepool Railways, it is the practice for the trains to rtin on the right hand 
lines of rails, thus reversing the order pursued on almost all the other British railways. 

I am not aware that there is any local necessity for this departure from the usual system, 
and it would have been far better had it not been commencea ; but as the switches, points, 
and crossings are now laid down throughout both lines, to suit this arrangement, I do not 
think it necessary to advise your Lordships to call upon the Companies concerned to make a 
change. 

It would have been desirable that the cottages shown on the plan had not been erected on 
the triangular spot bounded by the curve and by the original main and branch lines, which 
meet at the junction, as they obscure the view of one train from another ; indeed, it would 
have been preferable had the whole triangular space been lowered to the level of the rails, 
and this, I trust, will eventually be done. Your Lordships will perceive that a part of that 
space is occupied by the pubUc- house adverted to by Mr. Grey. I can scarcely conceive 
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anvthing more objeotionable, or more likely to lead to dangerous consequences, than a Appendix, 
public-touse in such a situation ; for« if much frequented, the danger to the railway traveller — - 

mi^ be fearfully increased ; and if, which is much to be dreaded, the engine-drivers should Enforcement of 
stop there for liquor, enormous risk will be incurred by all persons dependent for safe^ on Provisions of 
their sobriety and steadiness. Railway Acts. 

The house being licensed, and let with the license, it may be difficult, without considerable ^ — 

expense, to get rid of this nuisance ; but I think this is a case which should be strongly pressed ^. of" i.*^|, 

on the Stockton and Hartlepod Railway Company, to which this house belongs. and"Srtl^oooL ' 

The curve has a radius of only 310 feet, which, although not impracticable, is very objec- 
tionable, and must be worked at a very low rate of speed. The radius might be somewhat 
increased by a sUght alteration of the rails of the Clarence Railway and the Stockton Branch; 
and bv this means the amount of one of the objections of Mr. Grey miffht be lessened, as the 
qiace between the two gates may be thereby diminished ; but these alterations will be unne- 
cessary for the prevention of collisions, if the Companies, will adopt the following propositions 
for working their trains : — 

A gatesman should be placed at F to have the charge of the two gates at the level crossing 
at that point and of the switches at A and C. 

The person selected for this duty must be active and intelligent, 

At J3 a gatesman is at present stationed, who must continue there ; but I question whether 
the individual whom I saw in that situation is sufficiently active to iulfil its duties. 

I would suggest, that all trains coming from the west and proceeding to Port Clarence or 
Hartlepool, should proceed on their course without being detained at J3 or at C; but that those 
coming from the west and destined for Stockton should pull up between B and F, and should 
not proceed until the gatesman at F shows the signal of safety, which he will only do when 
thepassage across the lines at that point are perfectly dear. 

Trains from Stockton to Hartlepool are not to pass the crossing at F unless the signal of 
safety is exhibited to them by the gatesman at that point ; and when so exhibited they should 
proceed beyond F and pull up just beyond G, which is the culminating point of the planes 
ascending from A and C respectively towards 6. 

Trains from Port Clarence and Hartlepool proceeding towards Stockton should not cross 
at C unless they see the line is clear beyond B, or that the signal of safety is exhibited there. 
After passing Cl they will pull up beyond G, The object of these two detentions is, to prevent 
the trains in either case from coming into collision with a train from the westward destined 
either for Stockton or for Hartlepool and Port Clarence. 

With these precautions carefully carried out, I conceive a collision of trains to be impossible 
and the safety of the traveller by the parish road secured. 

Under all the circumstances I consider it peculiariy fortunate that this subject has been 
brought under your Lordships* consideration ; and it was very gratifying to me to be met in 
such a good spirit by Mr. Jackson, and also by Mr. Rayson, who is a Director both of the 
Clarence and of the Stockt6n and Hartlepool Railway ; and who met me on the part of both 
Companies to adjust the difference with Mr. Grey. 

I return Mr. Grey*s memorial, and the other papers with which I was supplied in my 
investigation of the subject referred to in this Report. 

I enclose a sketch for the purpose of explaining the manner in which I propose that the 
Nmlon Junction should be worked. 

I have, &c. 

Frbdbric Smith, Lt-Col. R. E. 

Inspector General of Railways. 

P.S. — ^While I was on the spot Mr. Jackson undertook that a proper footpath should be 
made, as required by Mr. Grey. 

F. Smith. 
To the Lords of the Committee, 
&c. &c. &a 



Mt Lords, Stockton, 2Ist September, 1841. 

As solicitor of the Clarence and of the Stockton and Hartlepool Railway Companies, 
I beg leave to acknowledge the receipt of a copy of Sir Frederic Smith*s Report of the 28th 
of Auffust last, in reference to the Norton curve on the Clarence Railway, and to assure your 
Lordudps that the recommendations given by him as to the formation and working of the 
curve wm be inmiediately carried into effect. 

I have, &c. 
The Lords of the Committee, R. Ward Jackson. 

&c. &c. &c. 



Mt Lords, Norton, Stocklon-on-Tees, 20th Dec. 1841. 

On the 5th of August last, I wrote to your Lordships complaining of the very dan- 
gerous and unlawful mode by which the Clarence Railway Company was attempting to cross 
one of the highways in this parish. 

In consequence of my representation. Sir Frederic Smith was directed to look at the 
place ; Sir Frederic attended on the 28th of August, and in the presence of Mr, Fowler, the 
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Appendix. Chairman of the Stockton Bench of Magistrates, my fitther* also a magistrate^ the soliettor 

"TZ" (Mr. Jackson) and engineer of the Clarence Railway Company, the surveyor of the partsk 

Enfor^ent of highways and myself, inspected the spot. Sir Frederic laid down the position, that as the 

Provisions of rauway was of more service to the public than the highway, the convenience of the latter was 

Railway Acts, to be sacrificed to the former, which we assented to with this proviso^ tj/jzr., that the highway 

was, as nearly as circumstances would permit, to be rendered as safe and convenient as it was 

«, _.^®o?* UA prior to the formation of the railway. Sir F. Smith also pointed out the extreme daaffer of 
Clarence, Stockton, v • j u i.i. -i • ..u • -^ j • • ^i. xu ® 

and Hartlepool, ^he engines and coaches on the railways usmg the pomts and crossmgs m the way they were 

then doing. 

Having made a complaint in the proper quarter, the parishioners were satisfied that they 
had done all they could in the matter, and that the responsibility in case of accidents at aU 
events was taken from them. I am however sorry to say, that although some months have 
now elapsed, no Report of Sir F. Smith has reached us, and all things remain in exactly the 
same state in which they were in Ati^st last. The public highway uneven and damaged — the 
gates as far apart as ever — ^the public-house and dep6ts still in use, and the roads from them 
coming upon the highway between the gates. The public footpath is still quite closed, and 
the crossings and points on the railway itself are used in the self-same dangerous manner. 

May I call the serious attention of your Lordships to these circumstances, and hope that 
under the powers of Parliament with which your Lordships are armed, some speedy inter- 
ference for the protection of the public, as well on the highway as on the railway, may be 
afforded. 

I beg to refer your Lordships to my letters dated 5th August, 1841, and 30th August, I84L 

I remain, &c. 

To the Lords of the Committee, W. Scurfield Grkv. 

&c. &c. &c. 



Sir, Board of Tk^de, 23rd December, 184L 

In reply to your letter of the 20th December, stating that nothing has been done to 
carry into effect the recommendations of Sir F. Smith, relative to the Norton Junction of the Cla- 
rence Railway, I am directed to inform you, that immediately after Sir F. Smith's inspection in 
August last, a copy of his Report was sent to the Clarence and Stockton, and Hartlepool 
Railway Companies, with a letter from their Lordships, urging the adoption of the precautions 
suggested; and on the 21st of September, Mr. Jackson, the solicitor of the two Companies, 
wrote in reply to their Lordships, to assure them '^ that the recommendations given by Sir F. 
Smith as to the formation and working of the curves, should be immediately carried into 
eflfeet." I am further directed to inform you, that in consequence of the statement contained 
in jrour letter, inunediate steps will be taken to ascertain why this assurance on the part of 
the Railway Companies hasnot been carried into effect. 

I am, &c« 
W. S. Grey, Esq., S. Laivow 

&c. &c. 



Sir, Board of Trade, 23rd December, 1841. 

With reference to the correspondence which took place in August and September last, 
relative to the Norton Junction of the Clarence Railway, I am directed to inform you, that 
the Lords, &c., have received a letter from W. S. Grey, Esq., the gentleman upon whose 
former representation the inspection took place, dated Norton, 20th December, I84I9 in which 
he states '' that all things remain in exactly the same state in which they were in August last, 
the public highway uneven and damaged, the gates as far apart as ever, the public-house and 
depdts still in use, and the road from these coming upon the highway between the gates, the 
public footpath still quite closed, and the crossings and points on the railway itself are in 
the self-same dangerous manner/* 

I am further directed to remind you that Sir F. Smith, in his Report, a copy of which was 
transmitted to the Clarence and Stockton, and Hartlepool Railways, states that although he 
considers the curve necessary for working the junction in safety, and although he cannot re- 
commend the erection of a bridge as proposed by Mr. Grey, yet he thinks it necessarv to 
recommend various precautionary measures, with a view to obviate as far as possible the dan- 
ger both upon the railway and highway. 

These precautions are— 

1st. That a public-house belondng to the Stockton and Hartlepool Railway Company^ 
and situated in the triangular space between the curve, the Stockton and Hartlepool, and t£e 
Clarence Railways should be discontinued. 

2nd, That steps should be taken for removing this public-house altogether, and also some 
cottages built upon the same space, and for lowering the whole space to a level with the rails. 

drd. That an active and intelligent gatekeeper should be stationed at the crossings. 

4th^ That certain arrangements specified in the Report should be made in order to pre- 
vent the possibility of accidents from coUision in working the junction. 

5th. That a proper footpath should be made at the crossings. 

In r^y to a letter from their Lordships inclosing a copy of this Report^ and stating that 
although the legality of the proceeding of the Company in making the curve in question 
across the highway, might be doubtful, their Lordships would not under the circumstances 
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think it necessary to interfere, provided they received an assurance that the precautions sug- 
eested by Sir P. Smith should be carried into effect, their Lordships received a letter, dated 
tne 21st September, in which you state that '' as solicitor of the Clarence, and of the Stockton 
and Hartlepool Railway Companies, you beg to assnre their Lordships that the recommenda- 
tions given by Sir F. Smith in his Report as to the formation and working of the curve, will 
be immediately carried into eflect." 

As it appears from the statement in Mr. Grey's letter that nothing has yet been done, I am 
directed, &c., to inquire what is the cause of the delay, and what steps have been tak^i to 
give ^fect to the assurrance. 

I am, ftc. 

R. W. Jackson, Esq., S. Laikg. 

Ac &c. 



Appendix. 

. IX. 
Enforeement of 
Provisioni of 
Railway Acts. 

No. 2. 

Clarence, Stockton, 

and Hartlepool. 



Sir, Stockton, 30th Deeember, 1841. 

I BEG to acknowledge the receipt of your letter of .28th instant, requesting to be in- 
formed ^hy the Norton curve has not yet been completed. In reply I have to state, that the 
cause of the delay has arisen from a dispute with the contractor, who was engaged not only 
with that work, but also the Stockton and Hartlepool Railway. This dispute, however, I am 
glad to say, is agreed to be referred to the decision of engineers, and that, consequently, pre- 
parations are at this moment making for the immediate completion of the curve, and which I 
hope will be accomplished in the course of two or three weeks* time. Had Mr. Grey chosen 
to make the slightest inquiry from me, or any other authorized person on the spot, he would 
have at once been convinced of these facts. 

I am, &c. 
S. Laing, Esq. R. W. Jackson. 



SiR^ Board of Trade, 3rd January, 1842. 

I AM directed, &c, to acknowledge the receipt of your letter of the 30th December, 
stating that the delay in completing the promised arrangements relative to the Norton curve 
has been occasioned by a dispute with the contractor, but that you expect the whole to be 
completed in a fortnight or three weeks* time. Their Lordships request, that at the expiration 
of that period, information may be given them as to the progress of the works, with reference 
to the recommendations contained in Sir P. Smith's Report. 

I am, &c. 
R. W. Jackson, Esq. S. Laing. 



No. 3. 
GLASGOW, PAISLEY, AND GREENOCK RAILWAY. 

Sir, Glasgow, 3rd April, 1841. 

I BEG leave to direct your attention to that part of the enclosed advertisement, in which the 
Glasgow, Paisley, and Greenock Railroad Company offer to carry passengers beyond Ghreenock. 
I consider this is more than their Act of Parliament empowers them to do, and an evasion 
of the carrying clauses, by which all parties are put upon an equal footing as to rates ; but 
instead of doing so, they charge as much between Glasgow and Greenock, as they do fiom 
Glasgow (per railroad and steam-boat) to Helensburgh 4^ miles, Roseneath 6 miles, and 
Gairlochhead 1 1 miles beyond Greenock ; for 2d. extra they carry you to Dunoon 8 miles, and 
for 6d, extra to Rothsay 18 miles past Greenock. The regular fares by the steamers was 
from Greenock to Helensburgh, &c. 6d., Gaulochhead 1^., Dunoon 1^., and Rothsay \s.6d. 
and even those fares did no more than remunerate the proprietors. The Company say they 
have no interest in the steamers plying in connexion with the railway, that tney were pur- 
chased by some of the shareholders, who were much interested in the railroad, but it is reported 
here that the Company have guaranteed them from loss, and in the case of the Helensburgh 
boats it is quite clear that the Railway Company must pay the steam-boat proprietors, or 
they must suffer a total loss, as thet carry their passengers for nothing. 

Some time smce the Railroad Company advertised for steamers to run in connexion with 
their line, they offered to give 1^. to Rothsay, and in case that should not pay, offered to 
guarantee them from loss, but none of the steam-boat proprietors would go into their scheme ; 
since then some of the parties interested in the railway have joined and bought several 
second-class boats. Now I am not aware of any clause in the Act of Parliament giving 
the Railway Company authority to favour one set of steam-boat proprietors more than 
another, either by grantinf^ check-tickets at the railway station, or by making good their 
LOSSES. The latter fact will, of course, be kept from the public and body of shareholders, as 
the amount paid would be mixed up with other payments, say " compensation/' and nothing 
would be said on the subject This is one of the Railway Companies who so stoutly resisted 
the clause giving the Government power to inspect their accounts. You will perceive the 
great disadvantage under which all boats he that are not connected with the railway ; for 
should the railway boat be ever so crowded, uncomfortable, or unfit for the voyage, and a 
stranger boat lying alongside bound for the same place, the passengers must stick by the 
railway boat, unless they choose to pay the extra fere, which they must have, as they get 
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No. 3. 

Glasgow, Paisley, 

and Greenock. 



none of the bounty granted by the railroad. This grievance of bein^ tied to one boat will be 
particularly felt on the Saturday afternoons and Monday mornings during the summer months, 
when hundreds go to the coast for a day or two ; besides, it will be the means of striking at 
the root of all improvement in river steamers, as such a thing as competition will never be 
named. 

I believe the fact of the matter to be, that the Railway Company being desirous of getting 
a monopoly of the passenger-trade between Glasgow and Greenock^ are determined, %f 
possible, to make all the boats stop at Greenock and not proceed to Glasgow, which would 
be as much against the interest of the public as against the boats, as they carry passengers at 
\s. cabin and Get. steerage, and pay their way. 

You have the control of all railways, and I hope that something will be done to check this 
evil. Why not let all passengers who choose to go part of their journey by railway pay their 
fare to Greenock, and then let them be at liberty to go by any boat they may think proper; 
that is all I ask. And my only apology for troubling you is, my being slightly interested in 
two of the steamers. 

I have, &c. 

G. W. Johnstone. 
The Right Hon. the President of the Board of Trade, 
&c. &C. &c« 
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No. X. 

STATEMENT OF THE TRAFFIC (Passengers and Goods) VPO^ 
VARIOUS LINES OF RAILWAYS, 

I 

During the HcUf-Y ear from Ui January to \st July^ 1841. 
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RETURNS made to the COMMITTEE of PRIVY COUNCIL, 



Statement of the Number of PasaeDgere and Quantities of Goods, &c., conveyed, and the- gross Revenue derived there- 



Name of Railirsy. 



Number of Trains of each dan. 



Mixed. 



Firtt 

Clati. 



Second 
CUm. 



Third 

Clati. 



Total. 



Average Speed of each Claaa. 



Including Stoppagea 



Firat 
Class. 



Second 
Class. 



Third 

ClSM. 



Riclusive of 
Stopp«ges. 



First 
Class. 



Second 
Class. 



Third 

Class. 



Arbroath and Foriar 
Ardros»an « • . 
Birmingham and Derby Junction 
Birmingham and Glouceater 
Bolton and Preston • • 
Bolton and Leigh • • • 
Brandling Junction • • 
Canterbury and Whitstable 
Chester and Birkenhead • 
Clarence • • • . • 
Dublin and Kingstown • 
Dundee and Newtyle • • 
Dundee and Arbroath • • 
Durham Junction . • • 
Durham and Sunderland • 
Eastern Counties • • • 
Edinburgh and Olasgow • 
Glasgow and Garokirk 
Glasgow and Greenock • 
Glasgow and Ayr • . • 
Grand Junction • • • 
Great North of England • 
Great Western, . . . 
HoUandSelby . . • 
Lancaster and Preston Junction 
Leeds and Selby . • . 
JLieicester and SwanningtoD 

Lirerpool and Manchester 

London and Birmingham 

London and Blackwall 

lA>ndon and Brighton, (Shoreham 

brandi}. 
London and Croydon • • 
London and Greenwich 
London and Soutli Western 
Manchester and Birmingham 
Llanelly and Llandilo 
Manchester, Boiton, and Bury 
Manchester and Leeds • 
Marvport and Carlisle. • 
Midland Counties • 
Monkland and Kirkintilloch 
Newcastle and Carlisle • 
Newcastle and North Shields 
Northern and Eastern 
North Midland . 
North Union • • 
Preston and Wyre • 
St. Helen's and Runcorn Gap 
Paisley and Renfrew • • 
Sheffield and Manchester • 
Sheffield and-Rotherham • 

Ulster 



Whitby and Pickering 
Wishaw and Coltness 



1,002 
1,660 
6,747 



12,880 
1,126 
1,656 
3 
2,670 
2,767 



10 
624 

29 
1,726 

• • 
14 



1,839 



4,010 

56 

1,461 

4,188 



per day 10 
618 



5,115 
2,402 
6 
1,034 
1,100 
1,292 
2,028 



2 
2,240 



1,260 
702 



1,260 



Not distingm 



1,260 



shed. 



1,824 
1,560 

per day 6 

• • 

1,738 

1 

391 



1,738 



361 
354 



155 

i 

*362 



8 
1,215 



per day 1 



3,780 
702 



1,002 

1,660 

6,747 

per day 18 

per day 16 

per day 3 

12,890 

1,126 

1,656 

per day 3 

2,670 

2,767 

1,824 

per day 10 
2,184 
per day 10 
per day 31 
1,726 
per day 10 
14 
459 

3,476 

1,994 

3 

4,010 

56 

2,575 

4,188 

354 

• • 

per day 10 

618 



10 
5,115 
2,402 
per day 14 
2,249 
1,100 
1,292 
2,028 



per day 2 

2/240 
per day 2 
per day 2 



15 
22 

19 
20 
15 
16 

8 
21 

• • 
18 

8 
17 
16 
10 
22 

16 

20 

• • 
18 
29 
21 

20 

12 

[7 h. 20 m. 
[for 304 

2^ 

20 

24 

18 
17 
25 
22 
7 
15 

23 

20 
20 
23 
22) 

i6 

8 

18 



15 



19 
20 
15 
16 

8 
21 
14 
18 

8 
17 
16 
10 
22 



20 

is 

29 

21 

20^ 

20 

12 

50m.l 



Ih 



20 
24 

18 
17 

21* 
22 

7 

• • 

23 

16i 
20 
23 
18J 



15 



19 
20 
15 
16 
8 
21 

18 
8 
17 
16 
10 
22 



20 



18 
15 
21 
mixed 
20 
12 



15 

18 

20 

9 



to 



16 

8 

18 

20 

18 

20 

7 

5 



131 

• • 
24 

18 
17 

m 

22 



mile 
14i 
23 



20 
23 
18} 



20 
25 



24 
25 



20 
33 
26 
271 
26 
15 



27 
20 
30 

25 
19 
28^ 
25 
8 
20 

2* 
18 
29 

25 
30 
36 
29 



16 
8 



18 
20 



20 
10 
20 

15 t 
24 
23 
10 

7 



20 



25 



SO 

33 

26 

24] 

26 

15 



26 
SO 
30 

25 
19 
274 
25 
8 
• • 

18 
29 

19 
30 
36 
24i 



20 
10 
20 

o 20 

24 
23 

8 
7 



20 



3 


23J 


23* 


23 


23 


23 


20 


20 


20 


20 


20 


2« 


9 


9 


9 


28 


28 


28 


• • 


16 


• • 


24 


24 


24 


15 


15 


15 


25 


25 


25 


20 


20 


20 


12 


12 


12 


24 


24 


24 



25 



20 
18 
26 



26 
15 



20 



25 
19 
14J 
25 



^ 

16 
29 



30 

36 

24* 



20 
10 



24 
23 
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from, upon the various Railways of the 


United Kingdom, durmg the Half-year 


from Ist January to IstJuly, 


1841. 




Numher of Vwmmgtn coiiTeyed by eadi 

ClMi. 


Mileage. 


Orots Receipt. 




Firtt 

Clan. 


SecooA 
aasi. 


Thixd 
Ckss. 


Total. 


Pint 
Clan. 


Second 

Clan. 


Third 

Clan.. 


Firet Class. 


Second aass. 


Third Class. 


Total. 












d. 


d. 


d. 


£. «. 


d. 


£. «. d. 


£. t. d. 


£. t. d. 




9B1 


3,517; 


40^643 , 


45,141 


1-809 


1*382 


•968 


75 17 


5 


201 6 6 


1,355 8 4 


1,632 12 3 




24,342 


•• 


• • 


24,342 


•• 


• • 


•• 


781 12 


1 


• • 


.-- 


781 12 1 




37,730 


89,089 


32,011 


158,830 


n 


2 


1} 


12,113 2 


6 


12,794 3 10 


2,459 1 4 


2f,366 7 8 




2,581 


14,678 


6,242 


23,502 


3 


1ft 


l| 


407 10 


2 


1,613 6 6 


271 17 3 


2,292 13 11 




10,891 


28,921 


,, 


39,812 


2*44 


1-77 


• • 


1,140 5 


6 


2,011 14 3 


a a 


3,151 19 9 




31,776 


287,179 


• • 


318,955 


1^ 


1^ 


1^ 


. • 




.. 


• a 


11,776 18 10 




.. 


, , 


• • 


10,325 


1 






• • 




• • 


• a 


255 15 




20,479 


39,466 


100,233 


160,178 


2« 


1^ 


■ •* 


• • 




, , 


a* 


10,991 15 




• • 


11,924 


• • 


11,924 


• • 


l"" 


• • 


• • 




679 4 7 


a* 


679 4 7 




10,158 


351,543 


327,652 


689,353 


2 


1} 


1 


, , 




• a 


a . 


17,015 9 




249 


4,934 


23,232 


28,415 


1-842 


1-572 


M81 


17 16 


3 


231 7 9 


1,051 2 3 


1,300 6 3 




5,459 


20,746 


86,505 


112,710 


3*940 


2 


1-074 


• • 




. • 


a a 


4,156 14 7 




31,020 


31,020 


31,020 


93,060 


^ 


nixed 


• • 


• • 




• • 


• a 


807 5 8 




• • 


• • 


• • 


68,779 


1 


• • 


• • 


• . 




• • 


a. 


2,601 4 




22,534 


47,506 


81,317 


151,357 


2-65 


1-87 


1-46 


2,757 10 10 


4,095 15 2 


4,311 9 


11,164 15 




3,153 


69,701 


• • 


72,854 


1-316 


8-61 


• • 


- 155 12 


3 


2,055 6 6 


• • 


2,210 18 9 




37,813 


90,274 


141,549 


269.636 


li 


li 


•I 


4,722 10 


8 


6,892 10 


6,066 19 6 


17,681 11 




133,350 


60,813 


20,656 


214,819 


• • 






100,142 16 


1 


24,624 10 9 


9,301 8 3 


146,068 15 1 




. 7,675 


20,047 


3,689 


31,411 


H 


4' 


li* 


• • 




• • 


, , 


9,625 15 6 




182,325 


464,592 


12,620 


659,537 


3-031 


2-085 


1-183 


66,585 17 


9 


73,413 5 9 


2,701 4 9 


142,700 8 3 




16,870 


18,067 


52,602 


87,539 


2-59 


1-78 


0-96 


• • 




a a 


• • 


10,054 5 2 




21,345 


12,553 


31,852 


65,750 


3 


If 


;} 


,, 




. a 


a a 


8,927 18 7 




14,161 


18,030 


29,263 


61,455 


3 


2 


820 15 


1 


811 5 3 


1,093 19 2 


2,725 19 6 




542 


10,151 


• • 


10,693 


• • 


• • 


a • 


37 15 


6 


452 5 


• • 


490 6 




150,629 


172,920 


• • 


323,549 


• • 


• • 


• • 


32,958 6 


5 


23,397 14 6 


'•• 


66,356 11 




• • 


, , 


• • 


354,322 


• • 


• • 


• • 


• • 




• a 


• a 


262,893 2 6 




252,108 


619,633 


• • 


871,741 


3 


2i 


• • 


, . 




• • 


a . 


16,629 18 4 




10,266 


17,662 


39,046 


66,974 


• • 


• • 


• • 


-• 




.-• 


-• 


1,927 13 6 




63,078 


145,938 


18,937 


227,953 


if 


IS 


il! 


5,157 1 


^ 


8,505 7 2 


427 2 6 


14,0S9 10 11 




53,714 


494,766 


292,066 


840,546 


2*. 


. . 




■ . , 


,. 


26,46S 17 9 




98,548 


168,153 


14,752 


281,453 


• • 


• • 


• • 


• . 




• . 


a • 


88,474 3 8 




9.455 


28,055 


261,120 


298,620 


3 


2| 


u 


• • 




a . 


• • 


8,365 16 1 




46 


1,158 


• • 


1,204 


H 


1 


• • 


3 8 





40 6 6 


a • 


43 14 6 




21,000 


96,163 


39,296 


156,459 


3-086 


1-814 


1-242 


2,454 6 


10 


5,893 8 2 


1,793 7 3 


10,141 2 3 




36,811 


116,283. 


321,981 


475,075 


3 


2 


1 


12,818 14 


4 


21,844 13 9 


19,981 9 11 


54,6i4 9 




. • 


• • 


• • 


4,133 


1} 


11 


IJ 


, , 




• • 


,. 


133 9 3 




43,516 


93^582 


78,252 


215,350 


3 


2 


2' 


• • 




• a 


-- 


35,791 14 7 




36,239 


110,100 


• • 


146,339 


\ 


H 


• • 


4,588 11 


7 


9,088 1 6 


• • 


13,676 13 1 




• • 


• • 


• . 


297,210 


mixed 
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. , 
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. • 


8,539 12 11 




• • 


• • 


• • 
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• • 
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a • 


13,771 18 1 
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105,289 


228,552 
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3" 


2 


1 


19,483 10 





19,255 14 2 


15,268 13 7 


64,007 17 9 




50,906 


46,493 


• • 


97,399 


2-43 


1-62 


• • 


12,447 16 





11,287 10 
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23,735 6 




8,282 


10,933 


42,657 


61,872 


n 


11 


li 


1,335 





1,213 
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• • 
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•• 
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4 


• • 
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6 
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155,945 
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RETURNS made to the COMMITTEE of PRIVY COUNCIL, 



The Preceding 



Name of Railway. 



Number of Trains for Conveyance of 



CatUe. 



Sheep. 



Pig*. 



Gotdty Merchaadiie, &c 



Averagv Speed) 
including Stoppages. 



NwBteaad 



By (he Company as Carriers. 



CsAtle. 



Sheep. 



Pig*. 



Goods* 
Merchan- 
dise, &C. 



Arbroath and Fpriar • 
Ardroisan .... 
Ballochney • • • • . 
Birmingham and Gloncester 
Bodmin and Wadebridge* 

Bolton and Preston • • 

Bolton and Lei^ • . '• 
Brandlin|( Junction 
Caoterbuiy and Whitstable 
Chester and Birkenhead . 
Clarence 



No. 



No. 



No. 



1,260 joomeys 
264 journeys • 



IXmdee and Arbroath . • 

Dundee and Newtyle . . 
Dunfermline and Charles- 
town. 
Durham Junction • 
Durham and Sunderland • 
Eastern Counties . • . 

Edinburgh and Dalkeith • 
Ditto, Leith Branch . . 
Oarnkirk and Glasgow 
Grand Junction • • . 
Great North of England . 
Great Western .... 
Hull and Selby. . . « 
Lancaster and Pieston Junc- 
tion. 
Leeds and Selbv . . • 
Leicester and Swannington 

Liverpool and BCanchester 
Llanelly and Llandilo. • 

London and Birmingham • 

London and Blackwall . 
London and Brighton — 
Shorehua Branch. 

London and Croydon • . 

Manchester and Birming- 
ham. 
Manchester and Leeds • 
Manchester and Bolton • 
Maiyport and Carlisle. . 

Midland Counties . . . 

Monkland and Kirkintilloch 
Newcastle-upon-iyne and 
Carlisle 



Newcastle and North Shields 
North Midland. . . 
Northern and Eastern . 
North Union • . . 
Paisley and Renfrew . 
Preston and Wyre . 

St. Helen's and RuncOm) 
Gap 

Sheffield and Rotherham 
Slamannan .... 
South Western . . . 

Ulster 

Whitby and Pickering. 
Wishaw and Coltness • 



620 
Jouneys. 



620 
Journeys. 



2 
420 



12 miles per hour • . 
6 miles per hour • • 
5 miles per hour • • 
19 miles per hour • • 
Upwards, 6 m. per heur, 
downwards, 8 m. ditto. 



No. 



No. 



No. 



50 



150 



200 



Tons. 
28,333 
20,271 
67,615 

15*273 



156 



724 



156 



724 



930 journeys • < 
1 train per day 
18 trains per day , 



3 trains . 
|620 journeys 
854 jouneys 



Not kept 



Ii786 journeys 
1,316 joume3rs 
340 journeys • 
605 journeys • 
2 trains . . 



5 trains per day 
1,071 journeys 



1»632 journeys 
354 journeys • 



477 double journeys • • • 



4 trains 
Classes I 



3 4 5 6 7 



All trains 

• • 
5 trains 



156 



724 



Trains 39 125 261 112 28 13 33 



10 trains per day each way • 
Conteyed in passenger-truns 
618 trains. 



18 miles per hour 
14 miles per hour 
8 miles per hour 
21 miles per hour 
14 miles per hour 

13 miles per hour 

6 miles per hour 
3 miles per hour 



22 



365 



540 
425 



5,096 



150 



100 



92 



10 miles per hour • . 
Same as passenger- 
trains. 

• • • 
3 to 4 miles per hour • 
8 miles per hour . 
8 to 10 nules per hour. 
12 miles per hoar • • 
15 miles per hour . . 

14 miles per hour • , 

15 miles per hour . • 



12 miles per hour • 
12 miles per hour . 

15 miles per hour • 
7 miles per hour • 



20 miles per hoor . 

15 miles per hoar i 

>15 miles per hour , 



4 trains . . . 

23 trains per day . 
per day each way . 



156 trains . 
[Classes] 1 



2 3 



^Trains 465 465 624 624 



i.} 



1 train per day 
724 trains per day 

5 trains per day • 



17 miles per honr . 
Same as passenger trains 
14^ miles per honr. 

Cattle &c, 23 m. per hour, 

Goods, 20 m. per hour. 

5 miles per honr • 

16^ miles per honr « 



383 917 



168 
1,087 
1,599 

190 



822 



378 



2,835 



7,069 



1,252 

4,163 

23,118 

13,799 



14,175 



422 



23 miles per hour • 
Uncertain . . . 



13 miles per hour 
8 miles per hour 



15 to 20 miles per hour 
12 miles per hour . • 
12^ miles per hour. • 

. • • 
3 to 5 miles per hour • 



2,053 



28 



619 



18,810 



42,494 

1,207 

4,849 

50 



78 
41,536 



1 



128 
1,566 



37,287 
9,921 



463 



7,709 

15,970 
14,642 



193,969 



6,306 



163,016 

36,466 

40,548 

25,119 

9,269 

884 

17,568 
95,795 

137,910 
11,833 



221 



20.950 



291 



13,042 
10,752 

7,903 
96,072 



207,042 
129,315 
No. or 
SmaU 

Pkioeb. 

19,274 



38,099 

2,736 

20,083 

126,459 

15,851 

22,*930 



21,009 
52,741 
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Qoaniities eonveyed. 



By other Carriers. 



Cattle. 



No. 



Sheep. 



No. 



ftipi. 



No. 



Goods, 
Merchan- 
dixe, &C. 



5,404 



2,218 



21,814 



2,841 



19^848 



662 



4,0C7 



13,601 



Tons. 

• • 

169',814 

8,108 
'798 



Total conveyed by the Company and 
other Carriers. 



Cattle. 



17,085i 



10,397 
6,031 

10,491 
227 



3,771 
68,326 



37,927 

29,120 

424,876 



26,031 



5,462 
106*,586 



No. 



Sheep. 



50 



22 
5,090 



383 



168 
1,087 
1,599 

190 



378 
5,404 



2,218 
3 

2,835 

2^053 



28 

662 

15 

65 



619 



No. 



150 



365 
*i50 



Pigs. 



Goods, 
Merchan- 
dize, &C. 



92 



917 



1,252 

4,163 

23,118 

13,799 



14,175 



422 



21,814 



No. 

•« 

"200 

540 
425 

'100 
2 

• • 

7^069 



42,494 

1,207 

4,849 

50 



78 

41,536 

2,841 



19,848 



9, 
18^810 



9 
4,067 

'221 



20,950 
136 



13,601 
1 



128 
1,566 



26 
6 



291 

2,180 



Gross Receipt. 



On 
Cattle. 



Tons. 
28,333 
20,271 
237,^9 
7,194 
15,273 



45,395 
9,921 

463 
798 

7,709 

15,970 
14,642 



193,969 
8,369 

64,362 
17,085i 
163,016 
36,466 
46,692 
25,119 

6^916 

28,059 
96,022 

137,910 
15,604 

68,326 



13,042 



10,7&2 



45,830 
41,483 
26,072 

29,120 

631,918 

129,315 

No.ofSnuOl 

Paioela. 

19,274 



38,099 

2,736 

20,083 

126,459 

34,554 
16,194 
28,392 

20^485 
259,662 



On I On 
Sheep, Pigs. 



14 



194 



Cannot be disting uished 



34 



Total on 
Goods. 

Merehan. 

dixe, &c. 



57 



67 



47 



16 



90 



189 



00 



1,677 



307 



451 



372 



1,262 



525 



1,013 



487 

' 1 
7 

l',001 



137 



5,042 



Grand 
Total. 



2,342 
166 



807 



50 



£. 
2,531 
1,252 
7,023 
3,576 
1,407 



1,620 

3,072 

626 

160 

1,270 

1,832 
1,611 



11,167 

244 

3,607 

658 

6,560 

40,918 

23*, 896 

5,072 

850 

6,770 
9,741 

46,880 
1,407 

67,617 



1,169 



1,431 



17,155 

4,421 
2,206 

8,833 

8,846 
24,426 



15 



4,582 

288 

2,846 

5,884 

2,028 

20*,458 

33 

1,833 

5,668 



£. 
2,531 
1,252 
7,023 
3,630 
1,407 

13 



1,620 
3,072 

824 
160 

1,272 

1,832 
1,611 



11,167 
454 

3,607 

658 

6,560 

46,117 

23',896 

5,072 

850 

7,008 
9,741 

50,122 
1,407 

70,722 



1,169 



1,431 



18,794 
4,421 
2,206 

9,846 

8,846 
25,414 



7 

4,582 

300 

2,858 

5,884 

2,028 

21, '846 

33 

1,833 

5,668 
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Appendix. XI.— LEIPSIC AND DRESDEN RAILWAY. 

XI. 



Leiptio & Dresdeiu 



REGULATIONS OF THE COMPANY, AND INSTRUCTIONS TO THE VARIOUS 

OFFICERS AND SERVANTS. 

Regulations on the Ist January, 1841. 

1. The length of the line between Leipsic and Dresden is 202^798 yards, or 15^ 
geograDhical miles (72 English miles.) 

2. The length <rf the Magdeburg branch line to the frontiers is 20,572 yards, or almost 
1^ geographical mile. 

The present means of transport consist of 22 locomotive engines, and 236 carriages. 
The 236 carriages consist or — 

13 carriages of the 1st class, with 4 wheels 
32 „ 2nd 4 „ 

57 „ 3rd 4 „ 

2 ,, 3rd 6 ,, Holding 20 persons each, and having 

luggage room for about 20 cwt. 

1 „ 3rd 8 ,y Holding 100 persons. 

105 carriages, in which more than 3,300 persons can be conveyed. 

115 luggage wagons with 4 wheels, carrying each from 80 to 100 cwt. 
4 „ „ 8 „ „ 200 to 250 „ 

12 „ „ for the conveyance of carriages and horses. 

131 luggage wagons, which can carry more than 12,000 cwt. 



General Police General Police Regulations. 

The safety of the public requires, that all railway travellers should be most earnestly 
recommended to obey the following regulations : — 

They must always get in and out at the side of the carriage opened by the guard, and 
should always listen to his recommendations. 

They must not get out at the intermediate stations, as the train does not often stop longer 
than a minute. At the station at Riesa alone, the mail train will be kept 10 minutes. 
The getting in and out at the destined places, must take place as quickly as possible, and 
therefore they must have everything in readiness before the arrival of the train. 

After the carriages are set in motion, they must make no attempt to get in ; as persons 
arriving late have been known to do ; nor must they help any such person in getting in, 
as it is attended with the greatest danger, as several sad accidents in other countries nave 
shown. On this account, an order has been given, that no one but the g^ard may open 
and shut the carriage doors. .... 

During the journey, they may not put their heads out of window, stand up, stand upon 
the seats, nor lean against the door ; also they may not leave their places till the carriage 
has arrived at its destination, and must not get out till it stands j;^/!?c//y still. 

After they have arrived at the station, they must keep at a distance from the rails and 
engines, ana must not leave the road, except in the direction pointed out to them. 

The guards are instructed not to allow drunken or sick persons, nor all those who by 
their presence, or unseemly conduct, are troublesome to their fellow-passengers, to enter 
nor to continue in the carriages. In such cases, the public are requested to aid the guard 
in enforcing this regulation, which is necessary for the general safety and comfort. 

Any mislaid articles, which are found on the road, or in the carriages, must be given is 
through the e^uards and plate-layers, to the luggage office at Leipsic. . Everything which 
is not claimed by its owner, will be sent at the end of every month, to the general safety 
office, which wiu cause it to be advertised. 

The guards, porters, and other officers, are forbidden to ask any gratuity for their 
services. . . . , . 

As the Board of Directors [ is desirous to learn, and if possible to redress any well- 
grounded grievances of the public, tlie passengers are requested to write down any com* 
plaints in a book placed for tnat purpose at every station. If atiy complaints be made of 
the officers, their numbers and names must be given^ as without this information, no 
investigation could be attended witli success. 

Every mail train is accompanied by a conductor, who must see that everything is in 
order, and any complaints may be made direct to him. 
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Regulations fat the Passengers, Appendix. 

Passengers must always keep their tickets about them^ and must have them always XI. 

ready for revision. Whoever is found without, or with an incorrect ticket, must Leipsic & Dresden, 
immediately and unconditionally pay the money for the whole extent of the road, for the •; — 

place which he occuDies^ and will, if it be thought necessary, be put out upon the road, ^^p ***g "%5j|[ 
The ticket is only valid for the journey stamped upon it, and the holder must immediately a^s^ng 

prove whether it be in accordance with tne desired journey. No after demand for 
restitution will be attended to. Money once paid will on no condition be given back. 

Little children, who are not yet able to walk, and all children in arms go free. Older 
children under 10 years of age, may be taken in the first and second-class carriages with 
third class tickets ; but they must make no claim to a seait, and are taken on the express 
condition that their friends will take them between their knees, or on their laps, if all 
the places in the carriage are occupied. Whoever will not submit to these conditions, 
and wishes to secure a place, must take tickets for the first and second class for their 
children. 

The numbered places in the first-class carriages may only be occupied by the holders 
of the tickets numbered to correspond. The places in the other class carriages are 
without numbers, but the closed coup^, for eight persons, in the second-class^ may be 
secured ; besides this no securing of places, nor favouritism is allowed. 

Smoking is on no condition alJowea in the first-class carriages. For every offence^ the 

Srson convicted must pay a fine of one thaler, which will go towards the assistance fund. 
ogs may not be put in. the carriages with the passengers, but may be taken with tickets 
for one ngr.* per mile in separate conveyances, although no guarantee whatever is given 
for their safety. 

The exchange of a ticket for a later journey may only take place when illness can be 
proved, if it be produced and signified before tne hour of departure fixed upon the ticket, 
and when the coupon has not been torn off; on the last condition the tickets may be 
exchanged for a better class carriage. In case the coupon should have been torn off the 
ticket before setting off, or if any one should wish to proceed in a better class carriage at 
an intermediate station, if the passenger have a second-class ticket, he must get a third- 
class ticket in addition, in order to be enabled to go in the first-class carriages. With a 
third-class ticket another of the same class must be taken in addition, in order to qualify 
the passenger to go in the first or second class, subject, however, to there being places 
vacant. 

The delay at the stations and other stopping places will not be longer than is necessary 
to dispatch the train, and will therefore be a very short time, often only a minute. 
At Riesa alone, the train will stop 10 minutes. 

If the departure be delayed, it will give no ground for claims of any kind. 

If a joyrney be interrvvted, those only are justified in asking for repayment of the 
money paid pro rata, who have not been able to proceed afterwards by the same train, or 
by another. 

Each passenger is allowed to have luggage free to the amount of 50 lbs. weight. If 
several persons pack their Inggage in one parcel, they may not lay claim to more than 
50 lbs. weight free for the whole. Over-weight is charged at the rate of 2^ ngr. for 
every 10 lbs. for the whole line of road, and for the intermediate stations according to the 
tarift'. The luggage must be marked with the proprietor's name, and place of destination, 
and must be brought, the passenger's ticket shown with it, and any over-weight paid for, 
an hour before departure. If this be not attended to, it is the passenger's own fault if it 
be not sent on. The luggage will be received in any Quantity in the warehouses, and if 
no other agreement be made, receipts valid for three days will be given for it gratis, by 
which the Company guarantee the luggage at one thaler per pound. Whoever wishes to 
insure his luggage as worth two or three thalers per pound, must pay J per cent, for the 
difierenoe between the declared value and one thaler per pound, for which he will receive 
the proper receipts. After the receipt has been given, the passenger's ticket will have 
the luggage stamp placed upon it, and the door-keepers and guards are not allowed to 
let any more luggage than is marked upon the ticket be taken in the passengers' carriages. 
The passengers are therefore requested to send all their luggage to the station, in order 
that no time may be wasted in useless discussions. According to the contents of the 
recemts, the Company is only answerable to their holders, on which account they must be 
carefully kept, as the luggage will only be given up, on the receipt being given back, 
which frees the Company from all further demands ; failing that the passen^r is obliged 
to give satisfactory assurances before his luggage is delivered up to him. The holder of 
the receipt can, if he please, demand his luggage on giving back the receipt within 24 
hours after arri\ing at his destination, and within the regular oflSce hours, if he do not 
wish to wait till the luggage be given out, and will not let it be conveyed by the porters 
belonging to the Company. At the expiration of the 24 hours, one ngr. warehouse rent 
will be daily demanded per package, and they will not be guaranteed against injury or 
loss. Defective or insufficient packing puts an ^nd to all claims, if the luggage be injured. 
Packag^es which contain liquids, which might cause any injury, may not be given in to be 
taken in the luggage waggons; if they be taken, the proprietor is answerable for all 
damage caused to other packages or otherwise. In the charges, the hsdf-groschen will 
always be reckoned as a whole, but generally no money will be demanded for over- weight 
when for less than three ngr. 



Ngr.— ^oschen, 5 of which equal 6rf. English.. 
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Appendix. Packages of more than 50 lbs. weight may not be taken as passenger*s luggage. 



XL 



according to section 93 of the Toll Regulations. They may, however, be taken by any of 
the (juick passenger trains in any quantity required, if provided with bills of lading^ 
Leipsi e & D resden, descnbinff the contents, and otherwise in accordance with the Toll Regulations, and if 
Rceolations for the ^^^ *^® brought two hours before the departure of the train. 

^rastengers. Passengers, going by the luggage-trains, must also observe the foregoing regulations. 

The getting in and out at the stations must take place as quickly as possible. It is indis- 
pensable that both passengers and luggage should be in readiness before the arrival of 
the train at the station. It is also indispensably necessary that the proper fare should be 
kept in readiness ; as there is no time for changing larger pieces of money. It is the 
passenger's own fault, if he be left behind, from neglecting this necessary preparation. 

Those who go the whole length of the line, or from one station to another, may procure 
tickets from the booking-clerk at each station, the same as those used for the second-class 
carriages of the passengers' trains ; which will be stamped accordingly, and entitle him to 
ride in a close carriage. For the open carriages, diflFerent tickets will be given, which only 
cost .38 ngr. for the whole journey. Passengers by these trains may receive receipts for 
their luggage, if required, under the same conditions as those going by the passenger- 
trains, xhe passengers, who go by the luggage-trains from a station to an intermediate 
stopping-place, or vice versa, or from one stopping-place to another, will receive the tickets 
required from the booking-clerk who accompanies each of these trains. Each of these 
ticKets will cost 2^ ngr. for the open carnages, and is valid to the next stopping-place. 
For a place in the close carriages, two tickets must be procured. Every passenger by the 
luggage-trains may have 50 lbs. weight of luggage free. Whoever may wish to take more 
than 50 lbs., and up to 100 lbs. weight of luggage, must procure a ticket for 2^ ngr. ; far 
which it will be brought to its destination. 

With luggage, or goods, of more than 100 lbs. weight, for every 25 lbs. over, a 2| ngr. 
ticket must be procured. For any luggage taken by the passengers without a receipt, tm 
Company will be in no wise answerable ; and every proprietor must take care of it himself. 

Goods, provided with bills of lading, coming from, or going towards, any intermediate 
stopping-places, will be treated as set down in section I of the Regulations ror the loading 
of goods. 

The porters at Leipsic will receive for every moderate-sized trunk of about 60 lbs. 
weight, portmanteau, &c., 2J ngr. ; for smaller articles, as carpet-bags, hat-boxes, &c., 
1 ngr. ; and for any unusually large or heavy packages, according to the table of prices. 
At Dresden the porters' fees are rather higner, as set down in the poUce charges, on 
account of the greater distance. But every passenger is at liberty to take his luggage 
with him, or, on his ticket being shewn, to nave it brought, or to have it fetched on 
sending back the receipt. 

The conveying a carriage to or from the station costs 10 ngr. at Leipsic, and according 
to the distance at Dresden. 

For the conveyance of a carriage with four wheels on the rail-road, 25 ngr. per mile is 
to be charged ; for two-wheeled cabriolets, and for small one-horse carriages with shafts, 
and without any luggage, 20 ngr. per mile. Those persons who perform the journey in 
their own carnages, must procure second-class tickets; and those sitting on the box, 
third-class ditto. 

If horses are to be conveyed, notice must be given of it at the stations at the temnm 
some hours before, and some days before at the intermediate stations ; and they must be 
paid for beforehand, according to the table. Those persons who go in order to take care 
of the horses must procure tickets. Horses and other animals will not be taken witbovC 
some person to look after them, as the Company will not be answerable if they are injured, 
or should die during the joamey. 



Regulations for the Regulations for the Loading of Ooods. 

Loading of Goods. 

1. The Company is answerable for all goods committed to thek charge when provided 

with bills of lading, and i£ the following Regulations be recognised when given to them 
direct, or to the authorized porters, for their beiQg delivered in good con£tion, and for 
any perceptible injuries suffered from the time they are taken chargpe oi, till they are de* 
livered at the house, or warehouse (with the exception of the cases mentioned in sections 14 
and 17) ; but it is in no wise answerable for the contents of the packages, nor for any after- 
demands, whatever may have been the contents of the bill of lading. Every injury which 
has happened through ignorance of the Rules to the consigner or consignee, concerns them 
alone. Articles vrinch are badly or insufficiently packed will be indeed taken^but tlie 
Company will be in no wise answerable for them. Groods which are delivered to the 
Company*8 porters, of which the bills of lading are imperfectly or insufficiently directed* or 
with mdistinct directions, will be left at the risk of the consigner tiU this defect be rectified. 
All articles given fen* transporting, wheth^ they are conveyed over the whole line, or a 
portion of it, are assured by the Company against fire, on their owm eost, according to the 
value declared in the bill of lading, if it be not more than 50 thalers per owt. Good^ 
without any declared value, therefore, will be assured at their value, if under, or at most, 
50 thalers per cwt ; and, in case of any injury, no more will be grained, although a higher 
value may be proved. For any greater value, declared in a bill of lading, the consigner 
mist piqr a premium^ but 5pf. or^ ngr. for every 1,000 thalers more, or must endorse the 
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same upon the bill of lading, for which any amount (for example, an over value of 60,000 Appendix. 

thalers for the small premium of one thaler) will be assured by the Company. In receiving rrr 

this premium, from 1 to 999 thalers will be reckoned as 1,000 thalers ; and, according to Lgipsjc & Dresden* 

the general regulations of the Company, any portion of a groschen will be reckoned as a 

whole. Any injuries from fire will be paid for according to the declared amount of damage Regulations for the 
proved. Any unpaid articles taken from stations, or stopping-places, will only be taken I'Oadina; oi' Goods. 
to the eight stations. Goods, sent with a bill of lading to the stopping-places between iiio 
eight stations, must be paid for; and care must be taken that there is somebody there to 
receive them, as the Company will only guarantee them till their arrival at their destina- 
tion. If goods be sent to or from the stopping-places, they must be in readiness ; in order 
that they may be loaded and unloaded quickly, without causing any unnecessary delay. 
If whole wagon-loads are to be taken, notice must be given before-hand. The freight 
will be reckoned according to the table of prices, and from the station passed before the 
goods were loaded, to the station reached after they arc unloaded. 

2. All goods coming to be loaded, must be provided with bills of lading stamped 
according to law, or with full directions. Cotton goods, or such as are mixed with other 
substances, sugar, coffee, tobacco, wine and brandy of all kinds according to section 93 of the 
Customs' Regulations of the 3rd of April, 1838, must, when sent by the railway, bo provided 
with bills of lading, stamped by the proper officer, if the first two articles are in quantities 
of i a cwt. and more ; and the others in quantities of 1 cwt. and more. With brandy 
or wine of home growth, this assertion will be sufficient, with a corresponding certificate 
f;*om the custom-house of the place. 

3. Single packages of 20 lbs, and under, as well as sealed letters, will not be taken, as 
they are subject to the regulations of the post. 

The advance of money for freight, will be made without commission, although only at 
pleasure, or upon such goods as give the necessary security. Besides this, or upon goods 
which are liable to spoil, no payments of money will be made till they have been received. 

5. All goods are weighed according to the Customs' weights, and the freight per 100 lbs. 
is divided in three classes, viz. — A, quick conveyance by the passenger trains ; B, con- 
veyance for goods ; and C, conveyance for produce, by the luggage-trains. 

6. If a notification be sent with the proper address of the consigner, and with the probable 
weight, (for which notifications formulae are given gratis^ and which are collectea daily at 
10 and 4 o'clock, from the boxes placed in the train and at the station), all goods 
comprised in sections A and B, will, at Leipsic and Dresden, be fetched gratis from the con- 
signers^ and any goods which have arrived will, if a receipt be given, be brought to the 
houses of the consignees mentioned in the bill of lading. For goods whicn, at the 
orders and expense of the consignee^ are to be brought into the house, iiiio the warehouses, 
over steps, &c., the fixed fees are to be given to the porters. Goods which are to be 
deliverea at the Custom-house, will only be taken there by the Company's porters, upon 
a written order or receipt from the proprietor, but they will not be fetched thence nor 
conveyed farther. The porters deputed to fetch goods are marked bv a number and 
badge, with the words, Leipzig- Dresden, Eisenb.-6o., (Leipsic and Dresden Railroad 
Company.) Each porter has a book marked with his number, in which every consigner 
is requested to inscribe under his name the number of packages given, as the porters are 
only answerable for the number of packages inscribed in their books. When goods under 
section A are to be sent by quick conveyance with the passenger-trains, it must be expressly so 
said in the bill of lading, and a notice must be given of it in the box hung up at the aoor 
of the lodge at the station, at least four hours before the departure of the train, or they 
must be brought to the station at least two hours before. At the intermediate stations, 
consigners and consignees must themselves provide for the conveyance of their goods to 
and from the railroad. 

7. In weighing and charging for goods comprised in sections A and B, if the bill of lading 
contain less than 50 lbs. weight it will be charged as for 50 lbs. ; this excepted, an increase 
takes place with every 10 lbs. 

8. In weighing and charging for produce comprised under section C, if it be of low value 
and in large quantities, such as com, potatoes, stones, lime, wood, coals, peat, turf, manure,, 
&c., an increase will take place with every 50 lbs. The consigner and consignee must 
always provide themselves for the conveyance to and from the railroad, of goods comprised 
under this section. If any one at Leipsic and Dresden should wish to use the Company's 
carts for this purpose, he must make an especial arrangement. 

9. In reckoning and levying the freight charges, half a groschen will always be reckoned 
as a whole, and any less sum will not be reckoned at all. Under 3 ngrs. no charges will 
be raised. 

10. The cubic contents of dry timber will be reckoned by the Cottaschen Tables, and 
the weight for every cubic foot of hard wood, such as oak, beech, elm, maple, ash, 
birch, &c., will be reckoned at 40 lbs. ; and of soft wood, such as deal, pine, lime, poplar, 
alder, &c., at 30 lbs. The weight reckoned for quite fresh or wet wood, is subject to 
especial agreement. A cord of fire-wood one yard long, will be reckoned at only 1200 lbs. 
for soft, and 1,400 lbs. for hard wood ; longer kinds in proportion. The weight of corn, 
rape- seed, potatoes, lime, coals, peat, turf, manure, and other articles of low value, will be 
determined in single masses, or in whole wagon-loads by the weigh-bridge. Corn will be 
taken only in sacks. Whoever wishes to load turnips, potatoes, &c., without sacks, must 
give notice of it, and superintend the loading and unloading. 

11. Timber and beams will be taken only in entire loads of about 200 cwt., as particular 
wagons must be got ready. 

2 R 
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12. Sandstone will be reckoned at 100 lbs. for every cubic foot The Company, how- 
ever, will not be answerable if stones be broken or injured, nor for any ^frcLgile articles, 
which are loaded without being packed up. But such articles will always be treated with 
the greatest possible care. 

13. No gunpowder, fulminating silver, nor any articles made inflammable by friction, 
may be sent by the railroad ; whoever acts contrary to these orders, must be answerable 
for any damage caused. 

14. Dangerous substances, viz,, nitric and sulphuric acids, fermenting liquids, &c., on 
account of the precautionary measures necessary, can only be taken after a special agree- 
ment; and, if it be thought proper, the char^ may be raited. Such articles must 
always be brought to the station by the consigners, and must be fetched by the con- 
signees, as the Company will only be answerable for them whilst they are being conveyed 
on the railroad ; and will not be answerable at all for fermenting liquids, but tne proprie- 
tor must himself be answerable for any damage caused by tnem. If such substances 
should be delivered without the proper declaration and agreement, or, indeed, packed up 
with other things, the consigner must himself pay for any damage caused. 

15. The rate of charges for any extraordinary articles, or any tfiat require nmcA room, 
will be fixed by special agreement. Articles of furniture, which must always be sent by 
the consigners to the railroad, and fetched by the consignees, will in no wise be guaran- 
teed against injury, although they will be treated with the greatest possible care. 

16. lave animals will not be taken without some person to look after them; and the 
Company will not be answerable for them if they should be injured, or die on the road. 

17. Specie will only be taken in silver, and by the passenger- trains, chi^ged for as 
under section A., and neither fetched nor sent. The consignee must give such consign*^ 
ments packed in strong packages, with bills of lading describing the contents, an hour before 
the departure of the tram, to the proper oflScer, who will give him a receipt for them, with the 
date ot the hour. On the arrival of the specie, the bill of lading will oe presented to the 
consignee, who must note down upon it the hour that it was presented, and must fetch the 
packages within an hour, on giving a receipt. The Company will not be answerable if the 
packages be brought sooner, or taken away later ; therefore, on Sundays and hoUdays no 
specie can be taken, except at the time of the fair at Leipsic. 

18. Goods, which are not taken away within 24 hours after their arrival at the station, 
will be housed at the expense of the consignees, and pay half a ngr. warehouse rent per 
100 lbs. for every 8 days, without deduction for a shorter time. The Company will only 
be answerable for thefts which can be clearly proved; and, that excepted, for no kind of 
loss or injury. 



No. 1. 
INSTRUCTIONS FOR CONDUCTORS. 

General Regulations. 

Althougli officers are appointed to each department, yet they are all required to assist 
each other in cases of emergency. 

The orders proceeding frsro a superior officer are to be promptly obeyed, although they 
may be given by one who is not the immediate superintendent. These officers ought 
however to give the earliest notice thereof. 

If any directions given appear to be contradictory to the regulations, he who has given 
them must give notice to nis chief, or, if he please, to the agent in Dresden, or to the 
Managing Director in Leipsic. 

He who has received an order differing from the ordinary regulations, is also bound to 
give a speedy notice of the same. All notices are, as a general rule, to be addressed to the 
nearest superintendent. 

Each officer is answerable to his chief, he again to his 3uperior, and all are answerable 
to the Board of Directors. 

All officers are to receive and give warning, if not expressly agreed otherwise, according 
to the time of their engagements ; those who receive weekly payments are to give or receive 
a week's notice ; those who are engaged by the month, a month's notice ; and those who are 
engaged by the year receive three months' notice. All workmen engaged by the day, may 
be discharged at any time. 

According to the regulations, which will hereafter be more defined, each officer is obliged 
to contribute to the Pension and Aid Fund. 

The duties of the service are comprised in the following special instructions, with which 
every one must make himself accurately acquainted, so that he may execute the orders of 
his superiors with alacrity, diligence, assiduity, and fidelity, and may serve the interests of 
the Company to the best of his abilities, taking care that his fellow-officers and subordinates * 
do the same. It is especially the duty of every one to maintain morality, sobriety and 
order, and to keep a decent appearance, to show civility to the public, to be on good terms 
with his fellow-officers, and to be under subordination to his superiors. 

Opposition to a superior, drunkenness, abuse of trust, or fraud will be punished with 
instant dismissal. Irregular conduct may be punished in the same manner. 

Each officer is answerable for neglect or insufficient performance of duty, and the con- 
sequences ensuing therefrom, and will, besides the civil and criminal prosecutions which 
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are instituted in Buch cases, be punished by reprimand^ a suitable fine, degradation, or Appendix, 
even instant dismissal. 

Should any opposition to orders be remarked in the service, notice is to be ffiven to 
the superintendent, for farther enquiry ; he who neglects to give such notice, will likewise 
be answerable for the mischief arising from his neglect. 

The police regulations emanating from the mvernment for the safety and proper accom- 
modation of the public, are to be strictly and punctually followed. Every one is to take 
care that they be maintained and obeyed, and to give the earliest information to the 
superintendents of any transgression of the same. 

The Board of Directors reserves to itself the privilege of making any alterations in the 
ffiven instructions, which circumstances may render advisable. The oflicers whom these 
mstruc^ions concern are obliged to sign them, and always to keep them by them. Doubtful 
or unforeseen cases may be aeferred to the superintendent. 



XL 
Leipsic & Dresden. 
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Special Regulations. 

1. The superiors of the conductor are : — 

The Board of Directors. 
The Managing Director ; the Agent in Dresden. 

2. The conductor has unlimited authority over the superintendent of luggaee and 
guards, as well as over the engine-driver and stoker attached to the train, durmg the 
time of the journey. 

3. He has the entire care of the arrangement of the trains entrusted to him ; on 
which account he becomes answerable for all improper conduct which comes under his 
cognizance, unless he immediately correct, reprove, or give information for punishment. 

4. As a badge of the command intrusted to him, the conductor receives from the Board 
of Directors a small white and light-blue flag, which he must always carry while on duty, 
and with which he must make the requisite signals. 

5. It is the duty of the conductor to ascertain each time before starting, that everything 
concerning the train is in fit condition, and immediately to give the necessary notice of 
any defect or negUgence which he may discover. 

6. The engineers and superintendents of the intermediate stations, must give him, 
whenever he may require it^ all possible assistance, and must, on his responsibility^ 
furnish him with whatever materials, workmen, &c. he may need. The inspector of the 
plate-layers and the plate-layers must also, in every case furnish, whenever he may require 
it, the most practicaole and effective assistance. 

7. The conductor must take care that there be sufficient accommodation in the trains 
for the passengers and goods, and must eive timely notice to the engineer when he thinks 
that an extra engine will be required. He must also take care that the carriages which 
he may consider necessary, may be always ready and immediately supplied at the 
intermediate stations. 

8. The conductor has absolute authority over the guards allotted to him ; he is to 
distribute as many as are requisite among the trains, and to send the remainder to the 
superintendents oi luggage, who have to airange the baggage trains. An ordinary train 
of from 10 to 14 carriages, must be provided with — 

i superintendent of luggage. 

1 guard on the tender. * 

3 guards on the break. 

A train with two locomotives- requires- one or two more guards. 

A luggage train requires, besides the conducting superintendent of luggage — 

1 g^ard for the tender. 

2 or 3 guards for the break. 

The guards are expressly directed to be always at hand at the loading and unloading 
of the goods, passengers, baggage, equipages, &c., as well as to attend with alacrity and 
diligence to the orders concernmg the passenger trains. 

9. The conductor must also ascertain that there are at hand in eaeh train — 

2 windlasses, besides the tender windlass. 

1 strong rope, and several cords. 

4 reserve chains and other implements necessary for the guards and 
superintendents of luggage; and that any neglect in this respect be reprimanded and 
punished. 

10. All implements necessary for the trainB, and the g^ards^ will be under the 
charge of the conductor; he must take care that they be properly inspected, and that an 
inventory be taken of them. 

11. He must take special eare that all the breaks are in good and proper order. 

12. The conductor must also watch that passengers do not go without tickets; and 
that all the tickets are copied and revised by the guard before setting out, or on the way 
to the next station, whereby he, as well as by the arrangement of the passengers in their 
places, may be enabled to help them in case of necessity, and may see that the public are 
treated with attention and civility. 

13. The special charge of the luggage certainly belongs to the superintendent of the 
l^^Lggt^ge; but nevertheless, the conductor must have an ^e on it, and see that the 
superintendent has taken the required papers, and that he delivers and receives the goods 
quickly and properly. 

2R2 
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14. He has also to see at each station — 

(a) That the engine be strictly examined by the driver, and c^uickly supplied with 
fuel and water, and also that the stoppages be as shcrrt as possible, if no directions 
have been given to the contrary. 

(6) That the baggage be quickly arranged. 

(c) That the passengers arriving do not pass without tickets, and that those of the 
travellers proceeding be properly revised. 

(d) That he see that the superintendent of the carriages quickly examine if the 
carriage-wheels, grease-boxes^ axletrees, breaks, drags, and safety chains, are in 
good order. 

15. 5efore and during the journey he must be most watchful — 

(a) That the engine-drivers, guards, and plate-layers give, and are mindful of the 

prescribed signals. 
(6) That the prescribed time be properly kept ; but besides the quickness of the 

journey, he must be careful that m no case, nor place, the engine be over driven, 
(r) That the entrance into the station-sheds, and through the sidings, be eifectcd 

with the greatest caution and slowly, 
(rf) If on the road he remark that by the jolting or shaking of the train any part of 

the road requires to be mended, he must give notice of the same at the next 

station, or at the chief office of the road-engineers. 

16. In the night journeys he must be still more on the alert, and especially watch that 
all the signal tackle be in ^ood order, viz. — 

(a) That all the guaras carry their signal-lanterns lighted. 

{b) That on the last carriage of the train two lanterns be so hung, that they may bo 

always seen from the tender, and by any train which may be following, 
(c) That the signals of the plate-layers are given according to the directions, and 

that immediate notice be given to the engineers whom it may concern, of any 

neglect of the same. 
{d) Especially that the entrance' into the sidings and station-sheds be made slowly, 

and with the greatest caution. 

17. The conductor must keep an exact journal of each journey according to the 
prescribed plan, and give a copy thereof to the chief office. 

18. If the conductor accompanies the baggage trains, he must take eare that the 
loading and unloading of the goods be executed according to the directions, and to 
prevent any damages or embezzlements from taking place. Generally, he must act 
according to the instructions given to the superintendent of luggage, who is also in this 
case responsible. 

19. lie must also take care that no persons are taken by the luggage-train without 
tickets properly numbered by him, and that such tickets be not usra farther than they 
are valid. 

20. The same proceedings must take place, if passengers be taken up by the 
passenger train at the stations, Borsdorf, Posthausen, Machern, Weintraube, 
Hotzschenbroda, &c. 

21. Those tickets which the conductor receives from the chief office or booking-clerks, 
are to be accounted for by him daily or weekly. 

22. The signals or other correspondence relating to his or any following train, are in 
all cases under his managem^t alone, therefore he becomes answerable for all negligence 
which can be referred to him. 
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No. 2. 
SPECIAL DIRECTIONS TO THE GUARDS. 

I. — General Rules of the Service. 

1. The superiors of the Guards, are : — 

The Conductors, 
The Engineers of the Road, 
The Head Engineer, 
The Board of Directors, 
The Agent in Dresden, and 
'Fhe Managing Director. 

2. The Guards are divided into — 

The Superintendent of the luggage for the passenger train, 

,. >f ,, ^ luggage-train, 

1st Class Guards, 
2nd Ditto. 

3. Advancement from a lower to a higher class, depends on civility towards the public, 
obedience, industry, attention, watchfulness^ skilfulness and fidelity. 

4. The superintendent of luggage for the passengers train, must leave 12 groschen out 
of his weekly wages, and the superintendent of luggage for the luggage-train must leave 
8 groschens out of his weekly wages, in the hands of the Company, which money will be 
considered as capital at the end of the year, and he will receive 4 per cent, interest on it. 
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6. This deposit is the property of the superintendent of luggage, and will be delivered Appendix. 

to him on his demand, if he leave the service of the Company. — - 

6. Besides the general responsibility which falls on him for losses brought on the . XL 
Company by his evident negligence, he must make them good out of his deposit fund. ^.eipsic ures en. 

7. Smoking is strictly prohibited, and will each time be punished by a fine of 8 groschens. jg^^, 2. 
Drunkenness is punishea by instant dismissal. Special Directions 

8. The hours of work by day or night, are settled by the conductor or immediate to the Guards, 
superintendent. 

9. The guard may not leave his post or the work appointed to him, without leave from 
his superintendent, or his represcintative. 

10. He is bound in the service of the Company to perform work not belonging particu- 
larly to his department, if desired by the superintendent. 

11. The guard has constantly to watch over all the carriages, and to remark if any 
injuries are apparent, and to give notice of them as soon as possible to the conductor, or 
in his absence, to the superintendent of the carriages at the next station. 

12. He must be attentive to mark the signals of the engine-driver, conductor and 

fuard on the tender, and punctually to act on them^ as for instance with regard to the 
rcak. 

13. He must thoroughly learn these signals as well as those which he has to give to the 
engineer, to the conductor, or to the plate-layer, and all the general signals ; and he must 
always carry with him the signal-book, signal-lantern and flag, as well as these instruc- 
tions, under a penalty of 8 groschens for each case of neglect. 

14. The clothes, of which he is allowed one suit per annum, he must keep in good 
order, and if he leave the service before that time, he must give them back. 

15. He must take proper care of the implements specified in the Appendix of these 
Instructions; of the signal- lantern and flag under his cnarge, and see that they be always 
in good repair, giving immediate notice when they are out of repair. 

16. All property found in the carriages or elsewhjere must, on the arrival of the train, 
be immediately consigned to the chief- office in Leipsic. Every neglect of the same will, 
on discovery, be punished with instant dismissal. 

II. — Duties of the First and Second Class Guards attacked to the Passenger Trains. Duties of the Ist 

and 2nd Class 

17. Each guard is bound thoroughly to inspect the carriages to which he is attached; Guards attached to 
to take care that no wet enters and iniures me cushions ; that they be perfectly clean ; *^^ Tmi^P^^ 
that the axletrees be properly greased,. &c.; especially he must take care before the 
starting of the train, to see Cbat the break under his charge be in thorough repair and 
properly greased. He must g^ve immediate notice of all damages which he may discover. 

18. On the setting-off of the passengers, or during the journey to the next station, the 
guard must examine all the tickets, assure himself of the proper numbers, and then tear off* 
the coupon. 

19. He has to assign to the passengers their proper places, and to place together, as far 
as possible, those who are ^oing to the same station. 

20. He must take care that the places engaged are not taken by those who have no 
right to them, but that they be kept for those who hold tickets for them. 

21. As much as it is possibble with cinlity and without force, he must try that the 
coupes of the second class carriages are opened by degrees, so that to the last the 
passengers may be placed together. But no passengers may be favoured or places kept. 

22. It is not permitted to take children who can walk alone, without tickets. In the 
occupied coupes, if the occupants do not object, several children ma^ be taken above the 
number. Children under 10 years of age, may be taken in the first and second class 
carriages with third class tickets, under the express condition, however, that if all the 
places in the carriage are taken, those to whom they belong shall [Jace them before them, 
or take them in their laps. 

23. The guard is not allowed to take with him, or to take back drunken persons, or any 
persons who through improper conduct make themselves troublesome to the passengers. 
Also he may not tfuce sick persons without the express directions of the conductor, to \vnom 
he must always give notice of any extraordinary occurrence. 

24. Dogs must on no account be admitted into the carriages, but separate tickets must 
be taken u>t them, and they must be put in the place assigned to them. 

25. Packages which are so large that the passenger cannot take them with him, without 
incommoding his fellow-passengers, or which appear to weigh more than 40 lbs., must be 
put in the luggage van. If any doubt as to the weight exists, he must give notice thereof 
to the conductor. 

26. He is forbidden to provide or exchange tickets, and he must refer those who require 
him to do so to the office. 

27. Before starting, the guard must take care that all the doors are securely shut 

28. During the journey, he must take care that passengers do not lean out of window, 
particularly on the bridges or barriers ; in the tunnels, or while passing anotlier train ; 
as well as to prevent any irregularity which might produce an accident. Smoking must 
also be i(3rbidden in the first class carriages. 

29. IHie guard placed on the tender has the special instructions of the conductor, 
always to watch the train with great attention ; he must more especially watch the signals 
of the guards and conductor, and immediately inform the engine-driver of them. 
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Appendix. 30. On the arrival at « station he must call out the name^ and see that those passen- 

-— cers alight who are booked for the station, and that those oply continue the joumej who 

Leipsic & Dresden. ^^® *^® required tickets. 

* 31. The guard is not only obliged to examine the carnages allotted to his care, but all 

No. 2. the carriages in the train. 

Special Should he find passengers with false tickets, or without tickets, he must give immediate 

Tthe "^ notice to the conductor, not allowingr the defrauders to escape. 
Guards. ^^' Should the controller find that passengers have travelled without tickets^ or have 

used old tickets, the guard through whose negligence it has happened will be fined ; or if 
it appears that he has been privy to it, he will be dismissed the service. 

33. The passengers dismounting from the train are to be cinllv, but firmly, demred to 
remain at a sufiicient distance from the railroad, in order that accidents may be avoided. 

Duties of the II L — Duties of the Superintendents of Luggage attached to the Passenger Trains. 

Superintendents of 

Luggage attached 34. The superintendent of luggage has to receive the passenger's luggage and the 
Passeneer-trains ^'^^^g^* ^^^ *^® ^^^ *^^*i° ^^"^ ^® appointed ofiicer, and to deliver it to him. 

35. On receiving any unguaranteed packages, he must, according to the Regulations, 
examine them, and see that all are marked with the name of a station, and with the weight ; 
and he must send back for correction any packages which are not thus marked. 

36. He must so arrange the packages that they be quickly delivered at each station. 

37. Freight for the fast train must be entered into tne way-bill, and must be taken into 
the charge of the superintendent on their being thus entered. 

38. He must take into his keeping guaranteed packages, entering them particularly as 
such in the way-bill : he must put them in a locked place, deliver them as specified in the 
wav-bill, and receive a receipt uom the station where he delivers them. 

39. For each article of such goods the superintendent of luggage is answerable {see 
No. 6) ; and he must take care that they be not only safely delivered, but that they, and 
all other packages, be protected from all injuries ; it is, therefore, his duty to give prompt 
notice of any defects in the luggage- vans. 

40. Should the post-guard charge him with any post-bags which the former cannot 
stow away, he must give a receipt for them, and only return them on receiving back the 
receipt. 

Duties of the IV. — Duties of the Superintendents of Lus^age attached to the Luggage Trains. 

Superintendents of j^ ^ ./ oo-o oo o 

Luggage attached 41, As the functions of a superintendent of luggage attached to a luggage-train are 
Luggage-t^rains. similar to those of a conductor, he has to take care in every respect of the regulation and 
safety of the train entrusted to him ; and all charge and packing of the goods, conducting 
of the train, ordering of the guards, packers, &c., is under his management from starting 
to the end of the lourney ; he has to arrange and inspect them ; he is also responsible for 
any misconduct which he has not immediately removed, reproved, or given notice of for 
punishment. 

The enmne-driver must follow his directions in. every respect as to the starting, stop- 
pages, and speed, &c. 

42. The engineers and superintendents of the intermediate stations must give him, 
whenever he may require it, all possible assistance, and furnish him with what he may 
need on his responsibility. The inspector of the plate-layers, and plate-layers, must also, 
in any case which may arise, render him all practicable assistance. 

43. The superintendent of luggage must receive the goods to be laden after the signing 
of the station -tickets and bills of lading ; he must take care that they are in every way 

1)rotected from injury, and that they be quickly unloaded at the stations. He must not 
eave the train until it has reached its fixed destination. 

44. Goods, on which the name of the station to which they are to be taken is not marked, 
or such as are badly packed or protected, casks which leak, &c., must not be received by 
the superintendent. 

45. The superintendent of luggage must strictly inspect if there be any leaded {plombe) 
goods, or any which are accompanied by bills ; and he must take the greatest care in such 
cases that the leading be not injured, or the bills lost ; as such neglect might have serious 
consequences. 

46. At the loading of the vans he must take special care that they be not overloaded, 
particularly with raw produce, stones, wood, &c. If the van be so much loaded that there 
remains less than an incli of room between the springs and the frame of the van, the over- 
weight must be removed. He must also take care that the weight be equally divided, and 
may not press more on one axle than another. 

47. Before the starting of the train, he must assure himself that the carriages generally, 
especially the breaks, are in good order, and that everything necessary for the train, as 
covers, windlasses^ cords, reserve- chains, lanterns, &c., are at hand ; and he must give 
notice for punishment of any deficiency or negligence in this respect. 

48. On arriving at the intermediate stations, he must deliver the goods and papers, as 
contained in the way-bill, to the appointed officers, receiving a certificate of their delivery ; 
he must enter into the way-bill the goods which are ready for him to take, and take care 
that they be properly loaded. 
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49. At each station he must see that the superintendent of the oarriages examine if 
the axles and wheels, grease-boxes, chains, &c., are in good order. 

50. He must take care that the luggage*train does not so faster than a league in 20 
minutes, and that this g^ieral precaution be more espocially enforced on the inclined 
planes. 

51. During the journey he must strictly watch that the engine-driver, guards, and plate- 
layers, observe and give the signals as in the directions. 

52. When he arrives at the terminus he must deliver the goods as entered into the way- 
bill ; be will have a receipt given for them, which he must receive again on delivering 
them. 

53. If there be carriages for passengers joined to the train, he must observe the in- 
structions from No. 18 to No. 33; taking those who have tickets from the stations, and 
seeing that the guards, under his control, follow the Regulations. 

54. The carriages containing passengers must always be placed at the end of the 
lugffage-train. 

55. The superintendent must give the tickets, as in the Regulations, to those persons 
who get up at the stopping-fdaces ; for which purpose he will have tickets furnished to him 
at the chief office; which tickets he must redeem with ready money. 

56. If he convey packages not on his list, or persons without tickets, he will have to 
make good the amount, an^ will be instantly dismissed. 

57. The superintendent of luggage must keep an exact journal of each journey, ac- 
cording to the prescribed plan, and send it, at the termination of each journey, to the 
thief ciiee. i 

58. For each journey which the superintendent has so conducted, that in no way any 
fault could be imputed to him, he will receive, above his wages, a fee of i groschen for 
each mile (German) which the train has run: this fee will, however, be forfeited, if the 
bill of way show that he has made any mistake in the taking up or delivering of goods, or 
if any misehaaee has happened, or if we train be unusually delayed. 

59. If any of those placed under him, in the train which he conducts, should be guilty of 
negligence or remissness, he must immediately give notice, in order that they be examined 
and punished. 

The mimber of the g^uard — his name — ^birth-pkee — place of abode. 

ImplemenU which he must wse. 

1 signal-whistle. 1 brush. 

1 signal-flag. 1 sponge. 

1 signal-lantern. 1 carriage-key. 
1 hair-broom. 
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For a year from 



Clothes of the Service, 

1 coat. 

1 pair of tronsen. 

I cap, with his number. 



No. 3. 
SPECIAL INSTRUCTIONS TO THE ENGFNE DRIVERS. 

1. Those placed in command over the engine-driver are — 

The engineer, and if he be absent, the foreman >iof the engine-house. 

The conductor during the journey, and the superintendent of the luggage trainn. 

The managing director, or the agent at Dresden. 

The Board of Directors. . 

2. Hie engine-driver must always, in accordance with his stipulated duties, perform- 
without hesitation the services commanded him by the engineer or the authorized forenum. 
He nrast, on no pretence, leave the place where he is employed, without permission of his 
superiors; and besides his usual hours of labour, he must be r^y for any extraordinary 
service which his superiors may require. 

3. The engine-driver must carefully examine, before beginning a journey, that all 
portions of the engine confided to him are clean, safely fl^sd, and above all in good 
condition ; that the tender is sufficiently supplied with coal and water, -and that the extra 
connecting rods, wheels, &e. required, and the necessary took, pulleys, &c. according to 
the list subjoined to these instructions, are at hand. 

4. He must take care that the fuel, oil, &c. be used properly and economically, and 
that none of them be wasted. 

5. He must immediately inform the engineer, or the nearest foreman, of any defect 
discovered before, during, or after a journey, in order that it may be supplied. He wiU 
be punished every time he omits to give such information, by a fine of one thaler, to go to 
the assistance fund. 
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6. He must assist in repairing as far as he is able. 

7. Duringthe journey he must stand upon the engine, and look continually at the road, 
not only before him, but also frequently behind him at the train, in order that he may 
perceive in time the signals of the plate-layers and of the g^ard on the tender ; for which 
purpose he must make himself thoroughly acquainted with the contents of the signal-book 
subjoined to these Instructions. He must instruct the fireman under him, always to look 
at both sides of the train during the journey, when he is not occupied in stoking or other- 
wise, in order that any irregularities, or signals may be sooner perceived. This is more 
especially requisite on starting from a station. Every time the engine-driver disregards 
the signals, or neglects to give information of any irregularities he may perceive in the 
signals, of any negligence of the plate-layers, guards, or guard on the tender, or of any 
defects in the road, &c. he will be punished accordingly. 

8. From the time of starting till the journey be ended, he may not quit the engine 
intrusted to him, leaving it neither with an apprentice or fireman. I)urin^ the time that a 
locomotive engine has its steam up, whether it be standing still or in motion, the engine- 
driver must tiHce care that the safety valves are in good order ; and on that account if any 
accessible valve do not play of itself, he must satisfy himself by lifting it now and then, 
that it has not become useless and dangerous from any injury. 

9. The maximum speed of the engines, which is fixed at 10 minutes for every 
geographical mile, must not be exceeded. The engine-drivers are strictly forbidden to 
go mster than this ; and besides the deduction of the money allowed per mile, they will 
be fined for such conduct. 

10. The longest time that a passenger train must take on the journey between Dresden 
and Lcipsicy is fixed at 41 hours. 

If the train is drawn by two engines, a quarter of an hour more is allowed. If the 
passenger trains are longer on the road, the money allowed per mile is deducted, 
whatever may have been the cause of delay. 

1 1 . The engine-driver is strictly forbidden to take any one with him upon the engine 
or tender, besides the necessary persons to attend on the engine, without express 
permission from his superiors. 

12. The engine-driver must never leave the engine over which he has the charge, on 
the road, or at the stations, without somebody to look after it. 

13. If another train should be in advance of him, the engine-driver must always keep 
his train at least 1,000 (German) yards behind it, and must immediately slacicen his 
speed, or stop if the train in advance should do so. or if he should receive a signal from it 
to put on the break ; and in case the other train should stand in need of assistance, he 
must immediately drive carefully to it. 

14. If any accident should befall his o>vn engine or train, which requires the assistance 
of the train in advance of him, he must immediately tell the guard on the tender to give 
the other train a signal for stopping, and at the same time by whistling without ceasing, 
endeavour to draw its attention. 

15. In such a case it is likewise most necessary, if a train should be behind him, to 
instruct the guard on the tender and the guard, to give it immediately the signal for 
putting on the break, in order to prevent its coming too near and causing any accident. 

16. All trains run upon the left side of the road. When the engine-driver perceives a 
train coming to meet him upon the right side, he must immediately give with his whistle, 
the signal for '* Attention,^* and must examine his own and the other train with the 
greatest attention, in order to see that every thing is in proper order. But he must be 
particularly careful if the meeting take place before curves, under bridges, or on high 
embankments. 

17. If, from any oversight, or from any extraordinary exigency, two trains should meet 
upon the same line, without the relative signals having been observed, both engine- 
drivers must stop as quickly as possible ; and the one who is the nearest to a station or a 
switch must turn back. 

18. The driver is bound to use most especial care, during darkness^ or fog, in descending 
inclined planes, in passing curves and switches, and in going over turn-tables, and those 
points which are pointed out by the plate-layers, or particulany denoted by the engineers. 

19. If, during darkness or fog, a train should be obliged to stop in an unusual place, s 
g^ard must be immediately sent back for at least 1,000 yards, in order to inform the 
plate-layers, that they may stop any train coming after the other, by the prescribed 
signals, and by every other means in their power ; and that they may inform the conductor 
of any such train, of what has happened. Engine-drivers, conductors, and superintendents 
of luggage, are all answerable that this be attended to, and the plate-layers are bound to 
obey their instructions in such a case. 

20. No engine is allowed to push carriages before it, but must always draw them on 
behind ; except in unavoidable cases, or when it is required to aid another engine in 
mounting an acclivity, or when carriages have been left behind by another train. In the 
last case, they must be pushed slowly on before, to the nearest switch, when they must be 
attached to the others. 

21. The engine-driver must make the apprentice placed under him by the engineer, 
thoroughly acquainted with the engine, and tne duties required, and instruct him especially 
in the art of stoking and supplying of water, and show him how both can be made usefully 
to accord with the acclivities or declivities of the road. He must employ every means to 
make him an able, careful, and attentive driver. He must, however, under no condition, 
entrust the guidance of the engine to him alone, but must always be present, if he employ 
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the appientice about the enguic, till the Utier has been at least a year n service, aad 
afterbaving been sulqected to an examination by the engineer, in the presence of a 
member of the Board of Directors, or of the Managing Director, has been declared by the 
fanner to be a thorou^y able engine-driver. After the apprentice has undergone this 
examination, and has given proofs of the requisite skill, the engine-driver who nas been 
placed over him as teacher, will receive a gratuity of 20 thalers ; but till then he is answer- 
able for any damage which the apprentice may have caused whilst in service, wben left 
without proper surveillance. ,1.. 

22. Every engine-driver must carry a copy of these Instructions about him, under penalty 
of a fine of 8 groschens for every time that he is fiMind withoat it Whoever acts contrary 
to the regulations contained in it, must make good aay damage caused thereby, and Kbch 
wise, without regard as to wliether any damage be caused or not, he must pay an adequate 
fine to the assistance fund for every offinice. In case of repetition this fine may be 
increased, or if it be thought necessary, the transgressor may be pmiished by immediate 
dismissal. In the first instance the engineer fixes the punishment, in the second, the 
Board of Dh-ectors. No appeal can be made against the sentence of the latter, and the 
engine-driver must submit unconditionally to it. Therefor^ tiiat these Instructions maj 
be proved to have been received, he promises to follow tl^m most preeisdy, and to submit 
to the regulations they contain. 
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No. 4. 

SPECIAL INSTRUCTIONS TO THE INSPECTORS OF THE PLATE- 
LAYERS. 

1. The superiors of the Inspect6rs of the Platelayers are — 

1. The road Engineer. 

2. The head Engineer. 

3. The Board of Directors and its authorised Agents. 
The Agent in Dresden, and 

The Managing Director. 

2. The inspector is answerable for the good condition oi the pieee of road aamgned to 
him by the road engineer, and for the management of the police placed on it. He must 
conform to the general regulations, and to the special commands and instructions of the 
engineer ; he is also answerable for the prop^ occupation and conduct of the workmen 
under his charge. 

3. On this account the engineer must assign to him a sufficient number of plate-layere, 
sub-platelayers, and labourers. Should any accident happen which shoiM make the assigned 
number too few, he must give immediate notice thereof to the road engineer, and receive 
and follow his orders. 

If, however, danger could result firom this delay, he is authorised, on his own respon^ 
sibility, to take on the requisite number of extra workmen ; he must, however, riv« 
immediate notice thereof to nis superior, and, as &r as possible, give him the responsibility. 

As soon as the extra workmen become unnecessary, he must dismiss them, giving 
immediate notice thereof. All his notices are to be given to the road engineer, and in his 
absence, if the case be urgent, either to the daief office in Ldpsie, or the agent at Dresden. 

4. The inspector has alwavs to keep himself informed most carefuUy of the condition 
of his portion of the road, and for this end he must daily walk over it, in order to examine 
the state of the road, and to watch and control the necessary works, as well as the work- 
men. In order to perform these duties properly, his dwelling must be fixed as much as 
passible in a central position ; he nmst never leave it at night without the knowledge of the 
engineer, and must never be absent from the part of road confided to his care, without 
a written permission from the engineer. 

He must give notice beCorehana to the en^eer if he intend to change his residence. 

5. The inspector has, besides aj^portioninff to each of the plate-layecs under him a 
division of his piece of road, and seeing that they properly perform their daties of keeping 
the road and every thing appertaining to it in good order ; to see that the sub-fdate-layers 
and labourers have theirs assigned to them and perform them. He antst see that the 
instructions which he gives to his subordinates, and with which he must make himself 
thoroughly acquainted, are strictly obeyed. He must thoroughly examine the work of aH 
of them eve^ day. 

6. In the duties of the inspector of the plate-layers, concerning the state of the roads and 
their appurtenances, are comprised the care of tne works and of the rails ; also he must 
see that the levels, the embankments, the causeways, the drains, the bridges, the sluices, 
the sleepers, the rails, the chair-plates, and connecting plate, wedges and nails, and their 
fastenings, switches and turn-tables, &c., are in proper ord^r on the portion of the road 
under his charge. He must, besides, see the watch and waiting-houses, the number-post, 
and mile-stones, plantations, barriers, level crossings, draining cuts, &c., may be left in 
good condition. 

7. The inspector has especially to see that all which might hinder the free and safe 
passage on the road be instantly removed. And for this end, to let no efforts be spared 
at any time, by day or by night, especially concerning the removing the snow. In case 
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any accident or interruptions should happen to a train on the road, he must immediately 
be with it, by day or by night, and with his workmen render the most effectiye help, and 
act under the orders of the conductor. 

8. He must undertake the accustomed repairs according to the directions of the road 
engineers, without delay, and in the proper mannen. If greater repairs however should 
seem to him necessary, he must give notice of the same, and receive further orders. If 
dan^r might result from the delay, he is bound and entitled to order and undertake such 
repairs as he may deem necessary ; he must however give prompt notice thereof to the 
engineer. 

He must suggest to the engineer the best manner of repairine the damages and losses 
as they occur, as well as by his attention to avert in time those which are to be feared. 

9. The engineer must specify to him what land and other property b^ng to the 
Company, and he must mind that his subordinates gnaird the same that it be not injured 
or alienated, but that it be used and protected in a proper manner; he must also make 
himself acquainted with the fixed limits and joinings of the adjacent parts, and take care 
that they be traced. 

10. llie inspector must also watch that the working-tools, implements, and materials, for 
the keeping in good order and improving the road be properly used and preserved, that 
any worn-out or defective articles of this description be rralafced or repaired ; he must 
^ve notice in time when he is in need of anything, and to take care that those articles not 
m use are delivered up. 

11. He must make a correct list of the exchange or supply of sleepers, rails, chair, and 
connecting-plates, wedges or nails, switches, turn-tables, &c., employed in the surface 
work of his portion of the road ; on the exchange or repairing of any of these articles, he 
must likewise ^ve notice of any deficiencies which he may note. In his weekly report he 
must give special notice of any alterations which arise. 

12. The inspector is bound to insist that the regulations laid down by the Grovemment 
with respect to the conduct of the police be strictly followed, and to give prompt notice of 
any insurbordination. 

Especially he must make himself thoroughly acquainted with the prescribed mgnals, 
and see that the plate-layers and sub-plate-hyers are practised in them, and that they in 
all cases which ma^ arise attend to them and repeat them, and that the necessary im- 
plements are kept m proper condition. Should any circumstance render it impossible to 
P^ve the signal in the usual manner, he must provide as well as it be possible that the 
information may be given in some other way, as for example, through messages passed firom 
one plate-layer to another, or in important cases througn a messenger on horseback, that 
no time may be lost. 

13. The inspector must make the list of the plate-layers and sub-plate-layers on night 
service, and inform the road engineer weekly of the names of those on duty. He must 
visit the night*-patrols as often as posrable, and certify that they have been at their post or 
otherwise in his journal. 

14. He must also enter into his journal, all the occurrences of any kind which take place 
on the piece of road under his care, the receipts, giving up or supply of materials, the 
repairs and changes which take place, the number of labourers in employ, their time of 
working and their behaviour, the injuries to the road or anything belonging to it, and any 
accidents which may have happened, &c. 

He must immediately enter the necessary notices into his journal, and always keep it 
ready for examination. 

He must lay it befiure the road or head-engineer, and be able to certify to its contents. 

15. Weekly or as often as it may be prescribed, the inspector of plate-layers must ffive 
to the road engineer, the list of wages of the workmen employed on his piece of roao, as 
well as a written or verbal repcnrt of the completed or uncompleted woriu, as well as of all 
the wedkly occurrences for which hb journal will serve him as a guide In regard to the 
working of the estimates and the like, he must assist the road en^neer to the best of hia 
power, by living him the needful informaticm, &c., and aid him with his suggestions with 
respect to ibe repairs, &c. 

16. Should any urgent cause render a deviation from the general directions and regu- 
lations necessary, it must only be made provisionally, and instant notice thereof must be 
given to the road engineer. 

17. Since the inspector of the plate-layers is answerable for the safety and order of his 
portion of the road, he is at liberty to punish the least negligence or omission of duty on 
the part of the sub-plate-layers and labourers, by keeping back some of their wages to the 
amount of a day*s wares, giving notice to the road engineer as soon as possible that he 
may punish them. Those thus fined may appeal to the road engineer. 

For gross offences he may suspend the offenders from the service for a while, giving 
instant notice to the road engineer that he may examine and punish them ; this notice 
must always be given in cases respecting the plate-layers. The inspector may however 
suspend them in the meanwhile if any mischief could ensue from delay. 
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No. 5. 
SPECIAL INSTRUCTIONS TO THE PLATE-LAYERS. 



1. SupmoTs in command- — ^Those placed in command over the plate-layer, 

1. The inspector of plate^layers. 

2. The chief inspector. 

3. The engineer of his division and the engineer's asnstant. 

4. The head engineer, and 

5. The Board ot Directors and the Managing Director. 

2. SuborcUnaiion. — The plate-layer must pay implicit obedience to his superiors in 
xnatten lelatiag to his duties. 

3. General conduct. — He must always be sober and well-behaved, must act with civility 
towards every one, and must fulfil his duties with industry, fidelity, and zeal. ^ 

4. Acquaintance with the instructions, — He must make himself thoroughly acquainted 
with these instructions and with any supplements there may be to them, and must always 
have them about him during the time he is employed, under penalty of a fine of four 
groschens. 

5. General duties of the platelayers. — It is the general duty of the plate-layers, as 
inspector of the road, to inspect thoroughly the piece of road committed to his charge, to 
watch it, and to take care that it is always m good condition. 

6. Continuation, — The plate-layer must perform the duties required here, according to 
the orders of his superiors ; but in case he should not be able to accomplish them without 
assistance, he must send immediate notice to his superiors, and propose the employment of 
the necessary workmen. 

These notices must be sent to the superior nearest at hand, through the nearest plate- 
layer, who must forward them with the greatest possible speed in the same manner. If 
the plate-layer should be placed upon a piece of road which is still under construction, and 
is not yet traversed by steam-eneines, he must nevertheless obey the following rules, as far 
as they are applicable, and must besides aid in the performance of all the labours which 
may be imposed upon him by his superiors. 

7. Clothing. — The plate-layer who has received clothing must keep clean and save the 
clothes, which are specified in the particular instructions contained at the end of those, 
together with the time they are to be kept ; but if he should leave the service before the 
expiration of the time, he must give back the yet unearned clothes, in an entire and clean 
condition. 

8. Tools, — ^The platelayer must keep the tools entrusted to him in good condition, 
aad must inform the chief plate-layer immediately if any injury should happen to them. 

9. Superintendence of the materials of construction. — The plate-layer must watch over 
all the materials placed upon the piece of road under his charge, and must see that they 
are not «nployed contrary to orders. 

10. Hours of labour. — The hours of labour for the day and night, will be fixed by the 
saperi<»rs of tne plate-layer, according as the service may require; and the plate-layer 
must present himself without fail to tne nearest superior before he begins to work, and 
when he leaves the road. 

During these hours of labour the plate-layer must not leave the piece of road, without 
special orders from his superiors, especially during rainv weather, as a careful inspection 
mi^ be of great service in such times, io guard against the increase of injuries. 

11. Superintendence of the works. — ^The inspection of the road confided to the plate - 
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layer, has the works upon the road more particularly in view. 
In regard to these he must carefully examine throughout the 



piece of road under his 



eare. 



1. The planes, the embankments, and the drains. 

2. llie bridges, sluices, level crossings, and the watch-houses and sheds. 

3. The condition of the boundary posts, of the levelling and number posts, and of the 
barriers and signal posts* 

He must repair immediately, to the best of his power, those slight injuries in the 
causeways and embankments which are caused by the pouring down of water in rainy 
weather, clear the drains of earth, stones and rubbish ; during a thaw he must throw the 
snow out of the drains, upon the sides of the fields, and must endeavour to prevent any 
possible obstructions to the running off of the water. 

12. Superintendence of the surf ace works. — ^Touching the surface works of the road, 
the plate-layer must look after — 

1. The condition and the situation of the wooden sleepers, that they do not spring, 
are not rotten^ and have not changed their relative positions. 

2. The proper situation and condition of the rails, and he must take particular care 
that they are not bent, or turned up at the points, and that the nails, screws and 
wedges are fast. This examination of the rails must be repeated every time that 
a train passes by. 

3. But it IS especially incumbent upon the plate-layer to keep the rails and the tracks 
of the level crossings free from stones, gravel, mud, and water ; and where trains 
are liable to pass, to take particular care that no wood, tools, or any other object lie 
on the rail, or upon and near the line. 

2 T 
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Appendix. 13. Level erossines. — If a level crossing should occur upon the piece of road intrusted 

"rr to the plate-layer^ the latter must provide for — 

Xaipsio & Dresden. ^* "^^^ opening and shutting of the barriers, and he must take special care that it 

takes place in accordance wim the particular rules given to him, not sooner, nor later. 

No. 5. He must give directions to those \vho pass the crossing with hprses and vehicles, or with 

Specbl cattle, and must warn them especially not to loiter on the crossing ; and when the barriera 

to^e ^ are shut, to await at a safe distance the passing of the train, ^t the cattle may not be 
Flaie-layers* fiightened, and that no injury may happen to them. 

14. Switches. — ^The plate-layer who has a switch to manage upon his piece of road, ia 
more especially bound to attend to his duty, as a fUse position of the switch may place the 
train in the greatest danger. 

1. He must provide for the fitness for use, the proper direction, and the greaabg of 
the machine, and 

2. He must take care that whenever a train passes, the moveable portion of the line 
is exactly in its proper position. 

The least ne^igence in this important duty, will be followed with immediate dismissal, 
and he w91 likewise be punished by the existing criminal laws, in proportion to the ii^uiiea 
received. 

15. The passing of the train. — The duty of the plate-layer requires at the passing of 
the train — 

1. That the plate-layer must gain precise information at what hour of the day m 
train is likely to pass his piece of road. 

2. At least a quarter of an hour before, the plate-layer must have finished examining 
and clearing the vails, and must proce^ to the point where he, according to his 
special instructions, must await the passing of the train. If any labourers should 
be upon the road at this time, he must direct them not to remain on, or close by 
the line of road, and also to leave none of their materials, tools, or clothes lying 
in the way. 

3. On the approach of the train, the plate-li^er must give the requisite signals to 
the engineer, viz. — 

(a) If the line of road under his care is in perfect order, the plate-layer must ga 
to the brink of the trench, with his face turned to the line, and present the flag, 
stretching out his arm with it in the direction of the approaching train. 

(6) But if any circumstance has happened upon his piece of road which makea 
a slow passage necessary^ the plate-layer must stand in the middle of the road 
and wave the flag over his head. 

(c) But if any damage is done to the road, or any obstacle which cannot be 
removed should render the passing of a portion of the line dangerous or 
impossible, the plate-layer must stand in like manner in the middb of the * 
road, and wave the flag round in circles from head to fi)ot. 

The remaining signals are given in a separate Appendix. 

If the engineer should pay no attention to these signals, the plate-layer mast 
give information of it to his superiors as soon as possible. 
4 During the passing of the train the plate-layer must observe the effects it producea 

on the line ; he must therefore look at the rails and sleepers, and not at the carriages. 

5. The trains are not allowed to halt on level crossings. If such a case occur, the 
plate-layer must inform the engineer and conductor of it; but if they act in 
opposition to these orders, he must inform his superiors of it. 

6. If a train, from any unforeseen circumstance, should be obliged to halt during the 
journey at a place at which they do not usually stop, as a general rule, no getting 
in or out of the passengers is to be allowed ; but if the conductor should allow it, 
01* if the train stop at a station, the getting out must always take place upon one 
side, and at the outside of the road. 

16. Guarding of the road. — Touching the guarding of the road, the plate-layer 
must make himself thoroughly acquainted with the rules printed at the end of these 
instructions, and must see that they are enforced without regard of persons. 

He must therefore more especially — 

1. Ask those persons who come upon the railroad, and are not officers or workmen 
in the service of the Company, for their tickets of leave ; and must take care 
that only one person is admitted with each ticket, and that upon the day marked 
upon it. 

Only blue pasteboard tickets, signed by the managing director or the head engineer, 
pass current every day, and their holders are allowed to bring several persons on 
the road in their company. 

2. The plate-layer must stop those who, by the said regulations, have made themselves 
subject to a fine; he must take a pledge from them for their re-appearance, and 
after he has informed himself of their names, he must conduct them off" the road, 
nolens volens, by the shortest way, although without treading on the embankments. 

He must give information of every occurrence of this kind to the chief inspector, and 
deliver to him the pledges received, in order that he may give further notice to 
the proper court of justice. 

3. Those who are guilty of open opposition to the plate-layer, or who have done an 
intentional imury to the road, and especially those transgressors of the police 
regulations of the railroad who are unknown to him, or do not reside in Uie vicinity, 
are to be arrested ; and as soon as the duties of the plate-layer allow, to be brought 
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to ^ chitff inqpeetor, and are to be delivered up by him to tiie court of justice 
concerned, for investigation and punishment, in ^ich service the plate^Iayers^ if 
their other duties permit, must assist eac^ other. 

4. The pledges taken ore to be given by the chief inspector to the court otjustice, 
with a request for the investigation and punishment of the offence, as weU as for 
the levymg of a compensation for the damage done. 

5. If the plate^layer cannot succeed in arresting, or in taking a pledge from any 
person injuring the road, he must give immediate information to the chief plate- 
layer of tnis occurrence. 

6* iBvery plote^layer wiH be especially informed of the extent of the piece of road 

which he has to guard daring the nighty as well as of the order in which he will 

have to undertake this ni^ht service. 
He is always commanded during night service by the chief plate-layer^ who must 

enter tlw names of the watchmen, and the report of any events which may occur, 

in a book kept by the engineer at the station. 

17. Gimng asaistanoe, — ^The plate-layers must, if necessarjr, give assistance to each 
olher^ and to the^ngtneers, conductors, and guards, and also if they are acquainted with 
any reluctance to work among the labourers or others, it is their duty to give informatioii 
<tf the same. 

18. Puni$hment of the phLte-layers. — Every neglect that a plate-layer shows to these, 
or 'to his particular instructions, according to the degree of danger and damage which is, 
or might have been caused to the passengers or company, will be punished with a fine, 
to be- doubled or fbUowed by immeoiate dismissal in case of repetitioui 

But in oases of gross negligence, breach of trust, or opposition to his superiors, this 
does not exclude the culprit from being informed against and delivered up to justice for 
the investigation and punishment of the offence. 

The Board of Directors are also at liberty publicly to hang up in the work-rooms, the 
name of a plate-layer who has been punished, or dismissed the service for negligence. 

1. Particular Instructions. 

Name of the plate-layer. 

Birth-place. 

Place of residence. 

2. Description of his piece qf Road, 

Division. 
Section. 
Number post. 
Level crossing at 
Switch at 

3. Standing j)oint at the passing of a Train, 

4. Hours of Labour, 
Day labour from a.m., till p.m. 

The plate-layer has night service, according to his detachment^ every third night on 
the piece of road from post to post 

5. Tools, 
The plate4ayer has received the following tools. 

2. 
3. 



Appnailbfi 
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Leipne ScDresteb 

No. d« 

Bpeckl 

Instractions 

to the 

Plate-layers. 



Particular 
Instructions; 



One cap numbered 
time of service. 



6. And the following Clothes* 
for years 



and besides for the 



thalers 



grr. 



7. Weekly Wages. 
pf. current Prussian money. 



No. 6. 

INSTEUCTIONS FOR THE PORTERS. 

1. Those placed in command over the porters, are — 
The store-keepers. 

The collectors in the carrying department. 
The superintendents of luggage. 
The chief inspector at the station. 
The superintendent of the carriages. 
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Instructions 
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2. The porters must perform all work ordered them by their superiors^ without hesita* 
tion or delay^ and must always endeavour to be civil to all persons. 

3. In unloading the goods, carriages, &c., which come by the railroad, or to the station, 
they must exercise the greatest care, and must immediately inform the superior concerned 
ofevery injury which they perceive before unloading ; also. 

In loading the different articles, they must handle them carefully, and see that the goods 
are well pacKed, and otherwise in proper condition, and they must load them so, that they 
cannot be injured on the journey, but in this respect they must pay especial obedience to 
the orders of the superintendent of luggage. 

4. At the departure of the goods, &c., from the railroad to the town, every porter must 
take special care that the soods marked upon his ticket--^ 

(a) Are delivered rightly according to the number of the packages. 

(6) Are in a perfect condition, and 

(c) That the lead and cards of packages, that are leaded (plombe) are uninjured, as 
each porter must watch over the goods once committed to his charge, and must make 
compensation for damage or loss. 

Tne delivery must be made quickly, and without favouritism, according to the order ia 
which the goods are placed on the ticket, and immediate payment demanded from the 
receivers. 

5. The porters are, upon the verbal or written orders of persons having goods to be 
conveyed, to fetch the goods from the town, &c., to the station. They must go without 
delay, and must take care that the wagons go by the shortest practicable road. When 
engaged in this duty the porters must see that the number of tne packages delivered to 
them by each person, is inscribed in books marked with their numbers, and most take care 
that the goods are — 

(a) Externally in good condition. ' 

(b) Legibly directed, and 

(c) Provided with proper bills of lading. 

They must keep carefrilly the bills of lading, receipts, or any other papers which are con- 
signed to them, and they must deliver the latter with the goods to the several store- 
keepers. 

r or security sake the porters are not allowed to leave the wagon during the transit, 
and must take especial care that while they are delivering the goods, the carman do not 
leave the wagon. 

6. All loitering in the streets, but more especially entering beer or liquor-shops is 
entirely forbidden, and will be most severely punished by a deduction from the weekly 
wages, or by immediate dismissal if it should be thought necessary. 

7. No gratuity can be demanded under any pretence. 

8. The amount of the fees, which are properlj^ fixed in the subjoined Appendix, for such 
goods as the consignees require to be brought into the house, into the warehouses, over 
steps, &c., as well as any present given voluntarily to any individual porter for his services, 
must be placed in a box, tne contents of which are to be divided among the porters. 

9. Refractory conduct to his superiors, or disregard of their orders, authorizes them to 
suspend a porter immediately from his employment, till further investigation be made. 



Table of Fees 
for the 
Porters. 



Extract, taken from the Published Regulations made by the Council of Leipsic, on the 

24th December, 1840. 

Table of the Fees, for which the Porters must carry the Goods into the Warehouses of the 

Consignees, 
(a) If the packages have either been not weighed at all, or without any fee being 
demanded for it. 

1. For dry goods, (including herrings) : — 

Ngr. PC 
For several small packages together, which each weigh under one cwt. 

per ship-pound (330 lbs.) . . \ . 2 

For small packages, which each weigh about li cwt. a-piece . . . • 6 

For larger packages, which weigh up to 8 cwt. a-piece 13 

For the same weighing from 9 to 15 cwt. a-piece . ...... 25 

For packages weighing more than 15 cwt. 1 ngr. 3 pf. for every ship-pound 
above. 

2. For all wet goods, without distinction, with the exception of wine; also for 
fragile goods, such as earthenware, china, &c., glass, crucibles, pausical instruments, 
and for everything which in the direction is recommended to be carefully handled, 
double the above fees may be denianded. 

For wine, for the whole cask 20 

for the half-cask 10 

For smaller barrels, the fees fixed for the wet goods may be demanded. 
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No. 7. 

SPECIAL INSTRUCTIONS FOR THE PORTERS 

PAasBNGBR Trains. 

1. The superiors of the Porters are : — 

The Inspector placed over them 



The Inspector of the conveyance department. 

The ManagingDirector, and the Agent at Dresden. 

The Board of Directors. 

2. Each porter must leave a deposit in the funds of the Company of 200 ihalers, on 
which he will receive 4 per cent, per annum interest ; and with which he will be answerable 
finr the safety and good preservation of the luggage entrusted to him. 

3. On entering the service he will be bound oy the office for public safe^^ to follow 
these instructions, and from this office he will receive a number and badge, witboat which^ 
he cannot be employed ; he must, on no occount, entrust them to any one else. He 
jBUst also keep a copy of these Instructions. 

4. He must implicitly follow the directions of his superiors, and must remain at or near 
the station-sheds at the appointed hour; and besides his immediate duties as a porter, 
he must perform, to the best of his ability, any work given to him; and every sixth night 
he must Koep watch. 

5. Aeocnrding to the orders of the superintendents, two porters must always go together 
to fetch the luggage of the travellers from their different residences in the towns, or to 
convey them to the same. On fetching the luggage from the town, thc^ must take care 
to convey only those packages which are marked with the names of their possessors, and 
the station to which they are bound. The porter is allowed to take with him a number of 
station-tickets, which he must stick on to the packages. 

6. The rate of payment fixed for the taking away, or bringing in of goods, is — 

2 groschen for a trunk, a portmanteau, a chest, hamper, or any other 

such large package. 
1 groschen for a carpet bag, hat-box, or any similar small packages. 
The payment for the transport of larger goods must be fixed by the inspector. 

7. The monev must be received from the travellers in accordance with this tariff, and 
must immediately, or at least daily, be paid over to the superintendent, for^hich pay- 
ment he will give a receipt, and enter it at the booking-office. 

- 8. More than the fixea payment must, on no pretence, be demanded, each transgression 
of this rule will be severely punished. 

9. Every porter who does not deliver the money exactly as he has received it, who 
demands more than the fixed rate of payment, or who is guilty of any kind of fraud, will, 

•on the first offence, be punished by a fine of 10 thalers. On me repetition of the offence, 
he will be punished by a fine of ^0 thalers, or if it be thought necessary, with instant 
dismissal. 

10. Every negligence in the service, disobedience, incivility, drunkenness, &c., will be 
punished by a suitable fine, or if it be thought necessary, by instant dismissal. 

11. All fines will fall into the porter's fund (see No. 13) ; they must be paid out of the 
surety deposited by the porter, who must, however, immediately make it up. 

12. If the porter punctually perform his duties he will receive 3 thalers weekly wages. 

13. Over and above this, the fourth part of the amount of the porters* fund must be 
taken out and divided among the porters and their superintendent, so that the superin- 
tendent may receive 2-14ths, and each oi the twelve porters l-14th of the amount 

14. The providing and keeping of trucks for the fetching or taking away of goods, 
will be paid for out of the gross receipts. 
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No. 8. 

SIGNAL-BOOK. 

Signals of the Plate-latbrs. 

A. Fixed Signals with the Signal'pole. 

1. The train has started ! — One circular disc is hoisted. The signal is to be held 
out until the train has passed by, or until a new signal is to be given. 

^ 2. The train is not coming I — ^Two circular discs are hoisted by each other ; by 
nidbt a lantern must be hun^ on each disc. 
The signal will remain hoisted until the next plate-layer has repei^ted it. 

3. Help is wanted /—Two circulat discs are to be hoisted^ one underneath the 
other; at night a lantern must be fastened on each disc 

The sign^ is to remain up until the next plate-layer has repeated it. 

Observe. — ^When this signal is given with side-arms (seitenarm) and flag, it is to be re- 
peated in the direction from Dresden to Leipsie 
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HanchSignals. 



Signals 
of theCondactors 

of the 

Pasfenger-Tndns, 

and of the 

Derintendents 

of the 

Luggage-Trains. 



Sisals of the 
Engine-DriTers. 



Signals of th 
Guards. 



Without side-arms (seitenarm) ai^d flag, it is to be repeated in the direction firom 
Leipsic to Dresden. 

. B. Hand-Signals. 

Which the plate-layer is to make with his fhtg, broom, pickaxe^ spade, or other im* 
plements. 

1. All is in order ! — When the train approaches, wherever he may be placed, the plate- 
layer must extend his arms, with the flag or any of his tools, in the direction in which the 
train is coming. 

At night a lantern with a red light must be fixed in the direction whence the train comes. 

2. Go slowly ! — The plate-layer must place himself between the lines witii his face 
towards ibc ewnhig trfon, and must wav^e his flag or any of his toiris to and fro over his 
head. 

At night, placing himself in the same imumer, he must swing his hmUn to and ko, tk^ 
the right and to the left 

3. iStop l-^The plate-k^er placing himself between the lines wfth his feee towards die* 
train, must wave the flag or any of his tools, from his head to kis bet in a ciiele. 

At night he must wave the lantem in the same mam^r, in aoiiole. 



Signals of tub Conductors of the Passenger-Trains, and of tur SuBSMmrEUDast'stk 

OF THE Luggage-Trains. 

1. Start ! — ^The blue flag must be raised high, when the engine-driver will give a loud 
whistle ; he must not however start until the flag has been waved several times. 

If the flag should be lowered without having been waved, the driver must wait until 
that sign is given. 

2. Go slowly I — ^The blue flag will be in like manner waved to and firo, of which the 
guard on the tender must give instant notice to the engine-driver. 

3. Stop I — ^The blue flag must be waved from above to below, in a circle, until the guard 
on the tendcfr sees it ; he must give instant notice to the engine-driver. 

Each guard must at this signal put on the break under his care. 



Signals of the Eraufnc-DRiFBBS. 



1. Attention ! — He must blow a single continued note with the steam- whistle. 

2. Starting 1 — ^As soon as the conductor holds up the blue flag, he must blow a continued 
note with the whistle to warn everybody. The starting must only take place when the 
conductor has waved the flag to and firo. If the flag is withdrawn without this waving* he 
must wait until that sign is ffiven. 

3. Put on the break I — ^A long note, to which, at pleasure, three or one short whistle 
may follow. If the Whistle should be out of order, the guard on the tender must give 
the signal to those on the break with a flag. 

4. Take off the break ! — ^Two short whistles with the steam-whistle. 

5. Arriving ! — On arriving at the station sheds, and sidings, he must give the signal, by. 
blowing a long note on the whistle; he must go slowly and with great caution. 

But especiahy must a partial movement of the train in the station sheds be made 
slowly and with the greatest caution. 



Signals of the Guards. 



1. Atteniumt-^K a guard should observe anything on the road of which the engine- 
driver should be informed, he must hold the flag high above the earriage> thegwurd on die 
tender must give the engine-driver information of this signal. 

At nighty this signal must be made by holding up the umtern on a pole. 

2. Go slowly ! — ^The flag must be raised and waved to and fro. 

At night, this signal must be given by waving the lantern to and fro. 

3. Stop ! — ^If the guard observe any nrregularity or injury which requires the stopping 
of the train, he must raise the flag high, and wave it firom above to below in a circle. 

At this sig^id each guard must put on the break. 

4. A train is following .'—From the tender* or one of the carriages, a flag must be 
hoisted in such manner that the plate-layer may observe it. 

At night, this'flag must be shown by a lantern. 



Formi of 
Agreements 



Forms of Agreements entered into between the Direetors of the Company and persons 
engaged as Engine- Drivers' Apprentices, and as Engine Drivers. 

The following Agreement has been entered into, to date from the said dw between iiie 
Board of Directors of the Leipsic and Dresden Hallway Company and N. K. 

The aforesaid tBoord of Directors accepts the aboTe«iMationed N.N. from this day 
forward, as an engine-driver's apprentice in the service of the leipsic aad Dieedea 
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Bkihoqir Oempaay ; and Hm Boid N. N. biiMUi luioB^f to pay ioipUcit obcdiewce to (he 
orders and instructions of the engineer, and the engine-driver, undoir wfaoia he is placed; 
and to make himself thoroughly acquainted with the duties and functions of an engine- 
driver. 

The duration of the apprenticeship is fixed for at least a year, during which time N. N 
will receive the wages agreed upon. At the expirationof this period, he must subject himself 
to an examination by the engineer, in the presence of a member of the Board of Directors, 
or of the Managing Director ; and if he pass the examination well, and show himself to be 
tlwor^ticaUy MM practically an able and safe engine-driver, he binds himself to enter into 
the subjoined contract, as the latter, and to fulfil the said ceotraet, and in aceovdanoe 
wUh it, to eerve the Cempaay for five coMeootive years. 

If N. N. at ^be ezpiratien of a yeat, be fboiid at tito eMMinHtiM ^ fce ivcapable of 
acting asengiiie-dmer, he lonst centiaue lo serve as apprentioe for Ibe wa^s BMntioned» 
till mA Hme as Im^ ia dedapcd capable to- uaderiake ime office ef engine-dnmr. I^ Ikyw^ 
ever, the ea^eecr shooU find him iaoapable of leamnig the ttcoecsary dwtiea of an eagive- 
drivei^ the vadersigaed Directevs ave at Uberty to dk»ics kiaa iMediatety, and are net 
eUiffed to mttkt him aagr ta a up ensation whatever. 

N. N. hereby Teneuneca in the «eat bicidin« maaver, aU aabtcrfiiges wh«^ amy be 
opposed to this contract, and most especially that the Company, on their part, have not 
falfiUed the eoatrad, — the act whaceef havnig been executed on the part of eaoli eontract- 
iaff party, has i^ been kgaHy recognised by N. N, 

Leipsic, the 

The Board oCDiiectors of the Leipsic aad Baikray Oempnay^ 
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FbMMOf 

AgiecBMnt 



N.N. 



Chairtnan of the Board ofDirecion^ 



The following AoRSSMBKr hae been entered into, to date firom the said day, between the 
Board of Directors ot the Leipsic and Dresden Railway Company and N. N. 



1. The said Board of Directors accepts the above-mentioned N. N. from this day 
forward, as an engine-driver in the service of the Leipsic and Dresden Railway Company ; 
and the said N. N. is bound, during the time he is in that service, to watch over the engine 
confided to his care in the most careful manner, and especially so to fulfil his duties as 
they are defined in the particular directions attached to this contract. 

The duration of the service is fixed at a period of five years, from this day forward ; but 
the Board of Directors always reserves to itself the right, during this time, of giving six 
months' warning. At the expiration of the five years, the contract is tacitly considered as 
continued, at the highest rate of wa^es given during the five years (see section 7), via., nine 
thalers weekly, so lone as six months* warning is not given by either of the parties. 

2. If, however, N. N, should, in any manner whatever act contrary to this contract, and 
to the said instructions, both of which he has bound himself to obey according to the 
statute law of Leipsic, and therefore recognises them both as formal statutes, the Directors 
hold themselves at liberty immediately to dismiss him from the service, without being 
bound to eive the stipulated warning; in which case, the said N. N. renounces all claim to 
any period of warning. 

o. In case of gross negligence, culpable or even refractory conduct, the Board of 
Directors expressly reserves t^ itself the right of making a public declaration of the cause 
of dismissal. 

4. The said N. N. shall be answerable for and must make good all damage sustained 
by the Company, or by persons making use of the railroad, which is caused incontestably 
by his carelessness, negligence, or misconduct. If the money placed in reserve as a 
security fund (mentioned in section 9) be not sufficient, all his remaining property must be 
answerable in order to compensate. But that no injustice may be done to him, in such 
a case each party shall name an umpire, who shall in concert choose an arbiter, and decide 
in that manner, whether the eneine-driver be culpable or not. He will likewise be subject 
to the rules of the book of crimmal law for the kingdom of Saxony, viz., the sections ISO 
and 182, for accidents caused by him, when human life is placed m danger, or has been 
lost, or injuries have been done to the passengers. 

5. Whenever it is required of him, and at all times N. N. is bound to fulfil the duties of 
his station, to proceed wherever the interests of the Company require his presence, and 
even to transfer his place of residence, if necessary. In the last case an adequate com- 
pensation will be made to him for the expenses of removal. 

6. Whether the labour incumbent upon N. N. be executed by day or by night, it has no 
influence upon the wages fixed in the following clause, as no particular recompense is 
granted for extra labour by day, or for such business as is necessary to be done by night. 
It makes, also, no difference if such labour be required on Sundays or holidays ; but all 
work by night will be avoided as much as possible. In case the engine-driver is not 
required to accompany the train, his hours of labour in the engine-house are fixed at from 
6 A. M. till 7 p. ¥. ; but in case the engineer has no employment for him, he is at Uberty 
to offer him special leave of absence. 
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Appendix. 7. He will receive the following wages irom the Company for his serrices^ through the 

•— - Board of Directors, viz. — 

Leipsio & Drtsden. Ii^ the Ist year 7 thalers weekly. 
w 2nd „ 74 „ 

Agrsemtnt '' 4^^ I' gj 

„ 5th *> 9 ' „ 

which he will receive, upon giving a receipt, from the cashier, after certain sums have beeu 
deducted, in accordance with sections 8 and 9. 

8. N. N. binds himself to contribute a certain part of his wages to the general fund, 
which affords assistance to all the officers of the Leipsic and Dresden Railway, and to this 
end he shall allow that sum to be deducted from nis above-mentioned salary, which haa 
been prescribed in section 3 of the Statutes of the Assistance Fund, which came in 
operation on the 1st of January, 1841 ; or which in future, according to the statutes, may 
be subject to an alteration, in return for which, in case an accident should befall him in 
the service of the Company ; or if he should be ill, or even become quite unable to work, 
he will be enaMed to claiin support from the assistance fiind, in accordance with its 
statutes. 

9. Besides this contribution, N. N. shall allow a thaler weekly to be deducted from his 
salary, as a safety fund in reserve, in order to provide for the compensations mentioned in 
section 4. 

These contributions are placed to his account every six months, an acknowledgment is 
given of it, and interest at tne rate of 4 per cent, allowed, but they cease at the expiration 
of the first five years, as, for the following years, N. N. need only continue to pay nom his 
fixed salary the contributions to the assistance fiind mentioned in section 8. 

10. N. N. may require the above-mentioned money, placed in reserve as a safety fund, 
to be paid to him on leaving the service, upon ^ivine back the acknowledgments, after 
satisfymg all the obligations which he has bound himself to fulfil in this contract. 

11. And N. N. hereby renounces, in the most binding manner, all subterfuges which 
may be opposed to this contract, more particularly the non-ftdfilment of the contract on the 
part of tne Company, and likewise, the fair and market statutes, and the statute of 
umitation for bills, — the act whereof having been executed on the part of each con- 
tracting party, has been also legally recognised by N. N. 

Leipsic^ the 

The Board of Directors of the Leipsic and Dresden 
Railway Company. 

N.N. 

Chairman of the Board of Directors, 
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REPORT. 



Board of Trade, Whitehall. 
My Lord, February 15, 1842. 

In compliance with your Lordship's desire, we have the honour to report 
the results of our inquiry into the application of the atmospheric principle in pro- 
ducing locomotion on railways. 

As Mr. Pirn, the treasurer of the Dublin and Kingstown Railway, in his letter 
addressed to your Lordship soliciting this investigation, has correctly described the 
means adopted for producing the propelling power,* it is unnecessary for us to 
repeat that description ; we may proceed therefore at once to state the result of our 
inquiries as to the utility of carrying into effect this novel system of locomotion. 

The experiments which have been tried at Wormwood Scrubs have proved the 
practicability of giving motion to considerable loads at a maximum velocity of 
40 miles per hour. 

On the 8th August, 1840, we were present at experiments, when a load of 
13 tons was thus propelled, and a, mean velocity obtained in the first experiment of 
20 miles per hour, and in the second experiment of between 19 and 20 miles per 
hour. 

On the 12th and 14th January, 1842, in accordance with your Lordship's in- 
structions, we instituted certain other experiments, when the maximum velocity 
obtained with a load of five tons was, in one set of experiments, 26, and in the other 
set 40 miles per hour. 

It is therefore, as above observed, no longer a question whether trains of carriages 
may be worked by means of atmospheric pressure; the points now to be decided 
are — 

1st. Whether this principle admits of its being advantageously applied to greater 
distances than half a mile, which is the length of the present experimental line. 

2ndly. The probable expense of constructing a railway on this principle, and of 
supplying the locomotive power. 

3rdly. The relative economy in working such a line, as compared with a railway 
worked by locomotive engines. 

4thly. The degree of safety which the atmospheric system affords, as compared 
with other locomotive means. 

In order to answer the first question, it was necessary to institute certain experiments 
for the purpose of obtaining the necessary data. The detail of these experiments 
it has been thought best to separate from the Report, and to place in the Appendix, 
with such deductions as we have been enabled to draw from them. We shall there- 
fore only state here the conclusions at which we have arrived, viz. that this principle 
of locomotion admits of advantageous extension,' and that within certain limits the 
economy of working by it increases with the length and diameter of the pipe. Thus 
we have found that while it requires a power represented by 41*4 for a pipe of 
nine inches in diameter, and half a mile in length, it requires only a power repre- 
sented by 91 to work a similar pi[)e of three miles in length, for propelling the same 
load at the same speed, namely 30 miles per hour. Also, that to work a pipe of 
18 inches diameter for the same length, the trains moving at the same speed, but 
the load being four times greater, requires only a power represented by 184. 

There is, however, one important question which we could not satisfactorily settle 
in consequence of the very imperfect state of the present experimental line, viz. the 
amount of resistance to the forward motion of the piston in the propelling tube. The 
apparatus at Wormwood Scrubs has been laid down for nearly two years, and being 
only worked now and then for an occasional experiment, is not in good order ; for 
the embankment has sustained much injury from the weather, having sunk and 
slipped in several places, and the propelling tube is in consequence greatly dis- 
torted, and out of parallelism with the rails. It would have been, therefore 
unjust to take our data for this resistance from experiments on this hne ; at the 

* See Appendix. 
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same time, as it is very important that the resistance should be known, we recom- 
mend that, before any extensive work is constructed on this principle, proper expe- 
riments be made to ascertain what the amount of this resistance may be under 
favourable circumstances, that is, on a line well formed, in constant operation, and 
with the rails and tube properly adjusted to parallelism. 

If, under such circumstances, this resistance should be found not to exceed '10 per 
cent, of the whole piston power, as Mr. Samuda states lie expects will be the case, 
it will be much in favour of the economy of this method of working certain lines, 
particularly those of very frequent traffic. 

We now come to the expense of construction. 

In the pamphlets circulated by the patentees, credit is taken for two important 
items which we cannot altogether admit. 

First, it is said, that having got rid of the heavy locomotive engine, the rails will 
admit of a very considerable reduction in weight. We believe that the atmospheric 
principle will be found to present such great advantage, for the heav}' rails wmch in 
the progress of the railway system have been introduced into use, have not been 
adopted solely for the purpose of strength, but also for the sake of the firm and 
steady bearing they afiord, and the consequent easiness of motion and corresponding 
diminution in the wear and tear of the engine and carriages. 

Another questionable item is the estimated reduced expense of cuttings and 
embankments, it being assumed by the patentees that not having to take the loco- 
motive engine upa plane, much steeper gradients may be introduced than on the 
present lines. That a great part of the power of a heavy locomotive engine 
is expended in overcoming its own gravity and resistance in ascending steep 
planes is certainly true ; and it is equally true, that on the atmospheric principle 
the whole additional force is exerted on the load itself. This is imquestionably an 
advantage, but still we think its importance has been greatly over-rated. 

The patentees propose to work steep inclines by means of larger tubes, but this 
would involve the necessity of stopping the train at the foot of such planes, and of 
having again to overcome the inertia of the load ; in both instances causing a loss 
of time. 

In respect of locomotive outlay, a line worked by locomotive engines in order to 
be well stocked should have an engine per mile in addition ; this mode of working 
requires water-stations, engine-houses, repairing-shops, &c. Now we have to place 
against these the expense of the long vacuum-tube and valve, and the erection of a 
powerful engine, at every three miles along the road. 

With respect to this cost, Mr. Samuda has furnished the following estimate for 
laying down the atmospheric railway for an extent of three miles on a level plan^ 
and for average loads of 30 tons, to be carried' at the rate of 30 miles an hour. 

£. 

" Main 12 inches diameter, weighing per yc^rd 2 cwt. 3 qrs. 9 lbs. x 5280 

yards = 747 tons 4 cwt. at 7/. lO^r. per ton 5,604 

" Planing, drilling, and coating mains, continuous valves, separating ditto, 
laying mains, and making joints ; including all materials and labour on 
the mam and valve, at 1,500/. per mile x 3 = 4,500 

"One engine, station complete, with a 50-horse engine and air-pump 

erected and attached to the main 2,000 



£ 12,104 



** The actual engine-power necessary is 42 horses ; we should, however, always 
propose to fix something more than necessary.*' 

" The estimate is for a single line of way, and is only for the atmospheric appa- 
ratus. We presume you are better acquainted with the cost of rails, sleepers, &c. 
than we are, and did not wish us to furnish it. We should, however, propose to 
use rails not exceeding 30 lbs. per yard. If the three miles be intended to form an 
entire railway of itself, ttco engine-stations would be required ; if not, on^ engine- 
station only will be required every three mUes^ whatever the length, and one extra, 
as there must be one at each terminus." 

For a double line of rails the cost would be 22,204/., or 7,401/. per mile. 

Mr. Samuda claims a reduction of this amount in consequence of the diminished 
weight of rails which he proposes to use, but we cannot concur with him in 
tfaii^ing that the rail can be reduced with safety from 75 lbs. to 30 lbs. per yard. 
We are ready however, to admit that it may be reduced to 56 lbs., and this would 
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take off 450/. per mile from the cost of the permanent way, leaving 6,951/. per 
mile as the excess over the ordinary railway, which might in many cases operate as 
a bar to the system, for against this sum we could not reasonably put a larger 
amount than 2^000/. per mile for engine-stock, workshops, water-stations, &c. ; and 
we must bear in mind that in many situations it might be difficult to get water in 
the positions otherwise best suited for establishing the stationary engines for the 
Atmospheric Railway. 

We have now to speak of the relative expenses of working. This is, however, 
a question to which no general answer can be given, because it depends entirely on 
the daily amount of traffic. We have no doubt that a stationary engine properly 
proportioned, according to the rules we have indicated for a pipe three miles long, 
would be able to work trains on a line every quarter of an hour, or every half hour, 
each way, during the day (say of 12 hours), amounting to 144 miles. Now to work 
this distance by a locomotive engine, at the moderate estimate of 1*. 4c/. per mile, 
would amount to 9/. 18^., say 10/. per day ; whereas the stationary engine power 
would not cost one half that sum, and consequently a saving in working expenses 
would arise of 1,800/. or 2,000/. per annum. But if only half this duty were 
required, the expenses of the two ways of working would be much nearer equal ; 
and again, if only half the latter duty were to be performed, that is of trains 
starting only every two hours each way, the advantages would be on the side of the 
locomotive engine. The fact is, that in one case the expenses per diem will be 
nearly the same, whether working at intervals of an hour or at every quarter hour ; 
whereas in the other, the charge is nearly proportional to the work actually per- 
formed. 

In the cost of the maintenance of way there would be a difference in favour of the 
atmospheric principle. 

Our next question is the comparative safety of the two modes of transit. 

On this head we may observe, that notwithstanding the accidents which have 
occurred with locomotive engines, it is a great element of safety that the source of 
power is always present with the train, and may be almost instantly turned off if 
any necessity shows itself for stopping, and no doubt very many accidents have been 
avoided by the engine-driver possessing such power. On the atmospheric principle 
this is not the case ; the source of power is at a distance, as it is in a line worked 
by rope machinery, and it is with this system, therefore, rather than with the 
locomotive .engine system, that the atmospheric principle must be compared. 
With rope machinery, although the source of power is at a distance, and cannot 
therefore be stopped by the guard in charge of the train, yet he has the means of 
instantly detaching the train from that power. 

We should have been glad to have seen in this case some similar mode proposed 
for disengaging the train from the piston. This, however, does not appear to have 
been intended, but Mr. Samuda thmks it by no means difficult to effect. ' 

The method proposed for throwing off the power at present, is a contrivance 
which would enable the conductor to open the back of the piston, so that by admit- 
ting the air from behind, to produce an equilibrium of pressure, the propelling power 
would be greatly diminished. But however 4)racticable this may be as a mechanical 
arrangement, and as a means of regulating the speed, it would certainly not be so 
instantaneous and effective as a total disengagement ; for it would require some 
time to equalize the air in the tube with that of the external atmosphere, by 
means of such apertures as it would be possible to open, and during that time, 
although the area of pressure would be reduced, a certain amount of propelling 

Eower would remain active and by so much be mischievous. It is true that, not 
aving to contend with the momentum of the heavy locomotive, the breaks would 
be more effective, but still this principle will be inferior, in respect of safety, to that 
of rope machinery, without some contrivance for totally and immediately discon- 
necting the piston from the trains. We do not apprehend that the piston would 
be damaged by being thus suddenly let go. It would undoubtedly at first rush 
forward with great speed, but would thereby compress the air before it, which 
would ultimately bring it to rest without injury. 

Having thus stated the views we entertain on this subject, and having given in 
the Appendix the experimental results and the investigations on which they are 
founded, we beg to state. 

Firstly. That we consider the principle of atmospheric propulsion to be esta- 
blished, and that the economy of working increases with the length and diameter of 
the tube. 
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Secondly/. That the expense of the formation of the line in cuttings, embank- 
ments, bridges, tunnels, and rails will be very little less than for equal lengths of a 
railway to be worked by locomotive engines, but that the total cost of the works will 
be much greater, owing to the expense of providing and laying the atmospheric 
tube, and erecting the stationary engines. 

Thirdly. That the expense of working a line on this principle, on which trains 
are frequently passing, will be less than working by locomotive engines, and that 
the saving thus effected will Jn some cases more than compensate for the additional 
outlay ; but it will be the reverse on lines of unfrequent trains. However, there are 
many items of expense of which we have no knowledge and can form no opinion, 
such as the wear and tear of pistons, valves, &c. ; on these further experience is 
needed. 

Fourthly. That with proper means of disengaging the train from the piston, in 
cases of emergency, we consider this principle as regards safety equal to that apper- 
taining to rope machinery. There appear, however, some practical difficulties in 
regard to junctions, crossings, sidings, and stoppages at road stations, which may 
make this system of less general application. 

We may add that the atmospheric principle seems to us well suited for such a 
line as the projected extension from Kingstown to Dalkey is represented to be, 
but we should have been glad if this line had been three miles, instead of only one 
mile and three-quarters in length, as it would have then brought this principle to a 
more complete and decided test. 

We have the honour to be, 
My Lord, 
Your Lordship s most obedient, humble servants, 

FREDERIC SMITH, 

Lt.-Col. R. Engineers, F.R.S. 
PETER BARLOW, F.R.S. 
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APPENDIX. 



DETAIL OF THE EXPERIMENTS FROM WHICH ARE OBTAINED 
THE DATA EMPLOYED IN THE PRECEDING REPORT. 

1. In the first experiments no particular record of results was made, except as 
regards the speed ; it will be sufficient therefore to state, that in the cases at which 
we were present, maximum velocities of 20, 30, and 40 miles per hour were ob- 
tained, the greatest load having been 13 tons, and the least about 5 tons — the 
mean velocity for the whole distance varying from 11 • 5 to 20 miles per hour, 

Dimensions of the Pipe, Pump, and Engine^ 

The length of the propelling or vacuum tube is half a mile, or 2640 feet, and its 
diameter 9 inches. The air-pump employed for exhausting the tube is a cylinder 
of 37^ inches in diameter ; length of single stroke 22 J inches, or double stroke 
3-75 feet. 

The engine employed to work the air-pump is a small boat-engine. 

The diameter of piston, 24 J inches. 

Length of single stroke, 2 feet, or of double stroke, 4 feet. 

The proper number of double strokes per minute, 40 ; being the dimensions ot 
an engine nominally of 16-horse power. 

It was necessary, however, in our case to ascertain its actual power as exhibited 
at its working point ; namely, its actual lifting power after overcoming its own 
friction and that of the air-pump piston. With this object the carriage was sent to 
the end of the line, and its piston inserted in the pipe. The carriage being then 
retained by its break, we ascertained experimentally the number of strokes that 
were necessary to sustain permanently and steadily different degrees of vacuum, 
varying from 15 to others of 22 and 23^ inches. 

In the first trial the following results were obtained, namely — 

A vacuum of 19^ inches was sustained by 22 strokes per minute. 
21| „ 30 . „ 

» 21^ „ 31 „ 

23i „ 42 

Second trial. 

A vacuum of 15 J inches was sustained by 14 strokes per minute. 
16 „ 16 

„ 18 „ 18 „ 

„ 21 ,, 29^ 5, 

T/iird trial gave precisely the same results. 

Having thus determined the number of strokes of the air-pump requisite to sup- 
port different degrees of vacuum, the next question is to compute the mean pressure 
per inch on the air-pump piston, when working against these different vacuums. 
This, by a simple differential operation, is found to be expressed in lbs. by 

on ^ QA 

pressure per inch = — H— hyp. log of — - — -, h representing the inches of the 

2 30 — h, 

vacuiun gauge. When A = 21 inches, the above formula gives the mean pressure 
per inch 5*41 lbs. The area of the piston = 37*6'^ x '7854 = 1104 square inches. 
Whence 1104 x 541 = 5972 lbs., total mean piston pressure. This, in our expe- 
riments, was overcome at the rate of 29|- double strokes per minute, or at the rate 
of29J X 3-75 = 110-6 feet per minute. 

^^^^ oQ^mn = ^® horses'-power. 

Although, therefore, the engine is only of the dimensions usually denominated 
a 16-horse power, it was in this experiment doing the duty of 20 horses' power ; 
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and in other cases, with a higher steam pressure, the duty amounted to 25 or 
26 horses. 

It is essential that this should be clearly understood, lest any error should arise 
by confounding this actual effect of the engine with its nominal power of 16 horses. 

For the purpose of further comparison between the powers employed in the 
several preceding experiments, the following mean pressures have been computed 
for vacuums varying between 10 and 21 inches. 



Inches. lbs. 

Vacuum 21 pressure per inch 5*41 
20 .. 5-49 



19 
18 
17 
16 



5-51 
5 49 
5-43 
5-33 



Inches. lbs. 

15 pressure per inch 5' 19 
14 „ 503 



13 
12 
11 
10 



4-87 
4-59 
4-34 
405 



By means of these numbers the powers employed in eveiy case, while the vacuum 
remains constant, is readily determined. A& an example^ the number of douUe 
strokes required to maintain a vacuum of 18 inches was found to be 18 per minute. 

Now the pressure per inch for an 18-inch vacuum is 5*49 lbs. per inch ; 18 double 
strokes per minute is = 3*75 x 18 = 67-5 per minute. 

„ 1104 X 5-49 X 67-5 ,q . , 

Hence ^ ^^^ = 124 horse-power. 

In like manner the power practically employed to maintain any given vacuum 
may be ascertained by noting the number of strokes made per minute by the engine, 
and taking the corresponding pressure from the table, without any reference to the 
nominal power of 16 horses. 

Our next object was to ascertain the amount of the lost or absorbed power in 
producing any required vacuum. With this object we proceeded as below. 

The diameter of the vacuum pipe tve have seen is 9 inches, and its length half 
a mile, or 2640 feet 

Its sectional area 63'6 inches. 
Capacity . 1 166 cubic feet. 
The diameter of air-pump, 87^ inches; its length, 22J^Mnche8. 
Sectional area 1104 inches. 
Capacity . 14^ cubic fi*et. 

Hence the rato of the receivef to the pump is as 1166 to 14*4, or as 81 to 1 ; but 
allowing for junction-pipe, valve spaces, &c., we have estimated that the pump + 
receiver : pump : : 85 : 1. Therefore the ratio of rarefaction is -H at each 
stroke, and consequently, if no leakage took place, the number of strokes necessary 
to produce a given vacuum, A, that of the atmosphere being 30 inches, is readily 
found by the well-known formula 

^ _ log 30-loo:(30- h) 
"■ log 85- log 84 

Being thus enabled to determine exactly the number of strokes that would pro- 
duce a given vacuum, supposing no leakage, we may readily find the amount of lost 
power by simply counting thfe strokes practically made to produce the same vacuum. 

The following results were thus obtained. The engine was put in motion at its 
usual speed, and then the pump and receiver were connected : — 

First triaL — In 25 strokes, vacuum = 12 inches. 

40 „ „ 16 „ 

57 „ „ 18 „ 

88 ^, „ 20 » 

Second trial.— In 19 „ „ 10 „ 

26 „ „ 12 „ 

34 „ „ 14 „ 

37 „ ,, 15 „ 

44 ,. „ 16 „ 

59 „ ,» lo ,, 

0*7 ,, ff 1*7 ,, 

83 „ „ 20 „ 

(Time in making 59 strokes, 1 minute 30 seconds). Computing now the number 
of strokes which would have produced these vacuums, without leakage, we have the 
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doable Strokes. 


without Lrakas*. 


•upply Leakage. 


25-5 


216 


4 


420 


32-3 


10-7 


58-0 


38-7 


19-3 


85-5 


46-4 


391 



following results, taking the mean of the two trials in the four cases that are com* 
parative : — 

Metn No. of oljMncd IXo, of raquirod StiokM Additional Strokes to 
Vaeuom. 

12 
16 
18 
20 

The discrejiancy between the observed number of strokes in the two trials arises 
principally from the difficulty of determining accurately the time when a given 
vacuum is produced, in consequence of the oscillation of the mercury in the gauge 
tube ; they are however sufficiently approximative for practical deductions. 

To facilitate further comparison, the following table shows the number of double 
strokes that would be necessary to produce the corresponding vacuum, supposing 
the pump perfect, and that there was no leakage : — 



VaeuuiDf. 


Double Stroke*. 


10 inches. 


17-1 


11 „ 


19-2 


12 ., 


21-5 


13 .. 


240 


14 „ 


26-5 


15 „ 


29-2 



Vacuum*. 


Double strokes. 


16 inches. 


32-3 


17 „ 


35-3 


18 „ 


38-7 


19 „ 


42-3 


20 „ 


46-4 


21 „ 


50-8 



In the above experiments the vacuum tube was opened to the receiver when 
the engine was working at its usual speed ; but in one experiment the engine was 
started from rest, and the times employed in making tbe vacuum were observed 
to be, 

Vacuum 11 inches, formed in 1 minute 15 seconds. 
. „ 20 „ 5 „ „ 

We may here observe that in many trials we found it scarcely practicable to 
raise the vacuum so hi^h as 20 inches, when the supply of steam was not abundant ; 
a vacuum of 16 or 18 mches could always be obtained very speedily, but beyond 
that the operation of rising went on very slowly. Now it will be seen in our 
tabular numbers, page 7, that the piston pressure is greatest at 19 inches; we 
were induced, thereforfe, to examiqe the formula we have given for the pressure to 
see where the maximum ought to fall. 

If we denote ^^ by y, our formula becomes v * which by the method 

of maxima et minima, gives the fraction a maximum when hyp. log. y=l, or when 
y=2*718 ; but when 3o;T=2*718, A=:18'9 inches, which at once explains what 

every one observed in the experiments, viz., the extreme slowness of the motion in 
the rising gauge after having obtained 16 or 17 inches; and proves also the 
propriety of Mr. Samuda^s intention of working with vacuums not exceeding 
18 mches. 

As the amount of lost power, ascertained by the preceding experiments, was due 
to the compound leakage of (first) the lon^ valve and joints, and (secondly) of that 
at the vacuum pipe and air-pump pistons, it became an object, if possible, to separate 
these effects, because that which appertains to the long valve and joints will 
increase as the length of the pipe is increased, but the other part will remain 
constant for all lengths. 

With a view to tnis determination the piston was inserted at the end of the pipe, 
the carriage to which it was attached being prevented from advancing by its break, 
the whole pipe thus acting as the receiver or vacuum space ; and the number of 
strokes was noted which were necessary to maintain vacuums of 21, 18, 16, 15^ 
inches respectively. 

The carrii^ was then moved up the line one -quarter of its length, reducing 
the vacuum pipe, and of course the long valve leakage, by one-fourth, when similar 
observations were recorded. The carriage was then moved on so as to reduce the 
vacuum space and valve leakage one-half, and then to one-quarter, and similar 
observations recorded. It was, however, found impossible to make the engine go 
sufficiently slow to obtain the lower vacuums with tbe short lengths. 

B 
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TIxe foUowiig are tbMe «speriiMiito:-<*- 

fVhele Pipe epem. 

21 inches vacuum was maintained with 29^ strokes per minute. 
18 „ „ 18 „ 

16 „ „ 16 „ 
15J >i ,, 14 „ 

Three-foHfths Space open. 

21 inches vacuum was maintained with 24 strokes per minute* 

18 ,. „ 16| 

17 „ „ 14 

Half Space open. 

21 inches vacuum was maintained with 18 strokes per miaute. 

19 „ „ 14 

One^quarter Space open. 
23 inches vacuum was maintained with 15^ strokes per minute. 

The results that we have here, strictly comparaikive^ are the vacuums of 21 indies 
in the three &r$t oases, ike number oi strdces bek^ 29^, 24, and 18, and these 
seem to indicate that about 5|^ or 6 strokes per minute ware employed m eounttr*- 
acting the constant leakage of the tube and pump pistons ; for, reducing the nucaber 
of strokes made in each case by 5|, we hane the foUowii^ crarafnders^ 24, 18}, 
12}, numbers which are nearly proportional to the differeat lengths of the long valve 
exposed to leakage. 

From the above results we learn that of the whofe power employed to supply 
leakage, about one-fifth part is constant and due to the leakage of the pistons; the 
other four-fifths are due to the long valve and joints ; and for pipes of greater length 
%vill increase as those lengths. 

The whole number of strokes to support the vacuum of 21 inches on the half 
mile was 99}, answering to a 20-horse power, of which 4-horse powers are to 
supply the leakage of the piston, and 16 to supply that of the long valve and joints. 
Therefore, with the foUowii^ lengths of pipe, of 9 inches diameter, the expenditure 
of power would be for— 

} mife 4 + 16 ^ 2Q horset fom^. 
1 „ 4 + 32 = 36 



2 

2} 

3 



4 + 48 = 52 
4 + 64 = 68 
4 + 80 = 84 
4 + 96 = 100 



With the vacuum 18 inches, the number of strokes was 18, and the horse powe» 
about 12 * 4, of which one-fifth» vis., 2 * 48, were constajQt and 9 * 92 variable, so that 
the power reqyoired for— 

} mile is 2-48+ 9-92 == iat-40 

1 „ 2-48+ 19-84 5=:: 22-331 
1} „ 2-48 + 29-76 ^ aa-24 

2 „ 2-48 + 39-68 = 42-16 
2} „ 2^48 + ^-60 «: Sa-08 

3 ,^ 2'-4&-^59*-5a=5 6e.-00 

' In tubes of la^er diameter we may consider Ae lealtage of the k«rg valve for 
the same lengths to be the same as above, but the piston leakage wilt be proportional 
to the diameter. 

JEaperiments on the Speede obtained' with differ entt Vaemmne^ 

The {Hston pressure per inch on, the air-pump is nearly the same for all 
vacuums froia 21 inches to 17 inchefs, that part of the power of the engine which 
is engaged in discharging the tube as the train advance, is also nearljij tne same in 
all these cases ; while the lost power^ by leakage, is less as the vacuum is reduced^ 
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as is also the piston pressure in the tube. We were deatroos therefore, if possible 
to ascertain the working force which different vacuums possessed of ur^ng the 
train forward, but we failed of obtaining on this part of our inquiry any 
useful results, the engine not having sufficientpower to preserve the vacuums 
constant. We commenced with pressures of 2ui inches, then 18 inches, then 
16 inches, but in all these experiments, except the last, the vacuums were reduced 
to about 12 or 14 inches towards the end of the trip, instead of remaining the 
same as at the beginning, or of rising higher. We were unable, therefore, to 
deduce from them any confirmatory evidence ; it may, however, be proper to record 
them. 

First Experiment. 

Vacuum at the commencement . . 20^ inches. 

Time of passing the whole distance . 1 m. 40 sec. 

Total number of double strokes ... 53. 

Mean number per minute . . . . 31 '8. 

Mean speed per hour 18 miles. 

Maximum speed during the experiment 20 „ 

Vacuum towards the last 12 inches. 

Second Experiment. 

Vacuum at the commencement ... 18 inches. 

Time of passing the whole distance 1 m. 55 sec. 

Total number of double strokes . . . 60. 

Mean number per minute .... 31*3. 

Mean speed per hour 15*8 miles. 

Maximum speed during the experiment 17*6 „ 

Vacuum towards the last 14 inches. 

Tliird Experiment 

(Being the 1st repeated). 

Vacuum at the coipmcncement . . . 20i^ inches. 

Time of passing the \rtiole distance . 1 m. 46 sec. 

Total number of double strokes ... 61. 

Mean number per minute .... 34*5. 

Mean speed per hour 17 miles. 

Maximum speed during the experiment 20 „ 

Vacuum towards the last ..... 14 inchesw 



Fourth Experiment. 

Vacuum at the commencement 

Time of passing the whole distance . 

Total number of double strokes 

Mean number per minute 

Mean speed per hour 

Maximum speed during the experiments 



16 inches. 
2 m. 32 & 
74 
29-2 

11 -2 miles. 
20 miles. 



Note. — This maxinnun speed was towards the end. It was but 13 miles at the 
usual place of maximum, the vacuum towards the last was omitted to be noted in 
this experisieBt. 

No eonclusioos can be dbuwn from these four experiments, except that, by the 
falling of the vacuum, Jt is clear that, with all the ferce thrown upon the engine, it 
was inadequate to the duty it had to perform. 

Other experimestv or rather observations were made on the time in which the 
vacuums feu inch by inch, from leakage only, the engine being at rest, and the 
whole length of pipe exposed to leakage ; of whidi it will be sufficient to record 
the feUowiag. 

The haght of vacuum gauge being 21 inches, — 

In one minute it fell 4-j^ inches, viz., to 16^ inches. 
In the second „ 4 „ \2\ „ 

In the third „ 3i „ 9 ^ 
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Dedvetiims /ram the freeeding Eofperiments. 

It has been seen that the air-pump is about one 85th part of the whole vacuum 
space ; and this vacuum space has to be discharged of its air by the air-pump, 
while the carriage is passing over the Ime. At 30 miles an hour, the half mile 
must be passed m one minute; therefore the pump must make about 41 or 42 
double strokes in the minute, equivalent to about a 29-horse power, besides which 
we must have a sufficient leakage -discharging power for the whole length, although 
that power will be in excess after the carriages have advanced a short distance, and 
will be more and more in excess as the train advances. 

The actual lost power by leakage is indeed only half that necessary to support 
the entire length for the time the train is passing, but it is difficult to take advantage 
of this circumstance ; we have seen that when the carriage is at rest at the end 
of the line, there is a loss of four inches in a minute in the vacuum ; if therefore 
only half the leakage-discharging power were provided, the vacuum would fall at 
first nearly two inches per minute, and therefore on a line three miles in length, 
it would be greatly reduced by the time the train had reached the middle of the 
line, and the consequence must be, that the first half of the line would be passed 
very slowly, and that the latter half must be passed with great velocity, in order 
to obtain the mean speed of 30 miles per hour, which irregularities are objectionable. 
Some saving however might be effected by employing the whole power of the 
engine to raise the vacuum, before starttng, two or three inches above the intended, 
working vacuum ; but we shall not attempt to estimate the value of this and other 
practical advantages that may probably be introduced. We must, as the experi- 
ment at present stands, assume that the leakage discharging power for the whole 
length must be provided. This, as we have seen, consists of two parts, the one 
constant, viz., that due to the pistonsi and the other variable, as depending on the 
length of the tube, viz., the leakage at the joints and at the long valve. 

The amount of this leakage power for different lengths is given in pages 9 and 10, 
and adding to this, the constant discharging power at 30 miles per hour, we find the 
whole power required, for the following different single lengths of pipe of nine 
inches diameter, at the above speed, to be— with a vacuum of 21 inches — 

i mile 49 horse power. 2 miles 97 horse power. 

1 „ 65 „ 2i „ 113 „ 

li „ 81 „ 3 „ 129 

With a vacuum of 18 inches at ^e same speed,— * 

i^ mile 41*40 horse power. 2 miles 71 '16 horse power. 

1 „ 51-32 „ 2i „ 81-08 

li „ 61-24 „ 3 „ 91-0 

The pressures in these two cases, taking the piston surface at 63 inches, will be 
in the first 661 lbs., and in the second 567 lbs. 

To render the pressure with the latter vacuum equal to the former, the tube 
must be increased from 9 inches to 9*7 inches, and the discharging power in- 
creased firom 29-horse power to 34-horse power. So that in this case the required 
powers would be — 

With a vacuum 18 inches, diameter of tube 9*7 inches. 

1^ mile 46*40 horsepower. 2 miles 76-16 horsepower. 

1 „ 56-32 „ 2i „ 86-08 

H » 66-24 „ 3 „ 96-0 

From these results we may draw some important conclusions, viz., that to work 
three miles of pipe requires little more than double the power requisite to work half 
a mile, and that the lower vacuum is worked considerably cheaper than the higher ; 
the higher or 21-inch vacuum requiring 129-horse power to effect precisely the 
same duty as is performed by 96 horses with an 18-inch vacuum. 

It will also be seen that a larger pipe is much more economically worked than 
a smaller one. A pipe nine inches diameter and three miles long requires, as we 
have seen, 91-horse power, when the vacuum is 18 inches. Whereas a tube of 
18 inches would require only 184-horse power, viz., for discharging 116 horses, 
for piston leakage 6 horses, for long valve and joint leakage 62 horses.* So that, 

* It may perhaps be questioned whether the joint leakage will be the same for large and small pipes ; if 
it should be greater, some further power than 62 horses would be required. 
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with little more than double the power, foar times the amount of piston pressure 
may be obtained. 

It appears therefore that the economy of working increases at every point as we 
increase the scale of our operations. 

The next question is the time that will be necessary to obtain a given vacuum 
in pipes of great lengths* sis, for example, three miles. 

We have seen that the time of formmg a vacuum of 18 inches in a pipe 9 inches 
diameter, and half a mile long, required one minute and a half: that tne number 
of strokes was 58 ; and that the number that would have produced this vacuum, had 
there been no leakage, would have only been 38 * 7, showing a lost power therefore 
of 50 per cent. ; the ratio of the pump space to the whole vacuum space being in 
this case as 1 to 85, and the power of the engine at the working point about 25 
horses. 

Now for the three mile pipe, the proposed engine power is 91 horses ; therefore 
increasing the pump space in the ratio of 25 to 91, and the whole vacuum space 
as half a mile to three miles, or as 1 to 6, the ratio of rarefaction is found to be 
TT?> ftnd the number of strokes, supposing no leakage, would be — 

_^_ log 30~log (30^A) _,oQ 
log 140— log 139 ~ 

to which adding 50 per cent, for lost power, gives the total number of strokes 192 ; 
and then as 58 : 192 so is one minute and a half to 4 minutes 58 seconds, the time 
requisite to form the vacuum in a pipe nine inches diameter and three miles in 
length. 

By a like process, we find the time that would be necessary to obtain the same 
vacuum in a pipe of 18 inches diaoEieter and three miles long, with the power of 
184 horses, to be about 10 minutes. 

For the convenience of calculation we have assumed the same length of stroke 
in the larger engine as in the smaller. Of course this would not be the case, but 
the speed of the piston per minute would be about the same, and the difference on 
this account therefore would not materially affect the final result. 

We have already stated that the unit of our horse- power is^ 33,000 lbs. raised 
one foot in a minute, and that our numbers must not be confounded with the 
nominal power of the engine as estimated in the usual way by the diameter of the 
cylinder and length of stroke. Every such nominal horse-power may be considered 
as capable of raising 58,000 lbs. one UxA in a minute, and, after deduction for the 
friction of the air-pump, of still exhibiting at the working point 52,000 lbs. ; con- 
sequently all our numbers require to be reduced in the proportion of 52 to 33 to 
obtain from them the nominal horse-power requisite for producing any of the 
above results. 

The next and last question connected with this part of the inquiry is the 
resistance opposed by the friction of the piston, and of the apparatus for opening 
and closing the long valve. The preceding investigations will enable us to deter- 
mine the pressure per inch, and consequently the whole pressure upon the tube 
piston, with any proposed diameter of pipe, with any vacuum, and for any proposed 
speed ; but it is obvious that only so much of this pressure will be effective as 
remains after overcoming the resistance above referred to. 

This resistance, as exhibited by the apparatus at Wormwood Scrubs, is very 
considerable ; so great, indeed, that unless a large portion of it is due to the imper- 
fections of the line, it is such as would renderany useful application of this principle 
rather questionable ; but we are disposed to attribute a great part of it to the 
circumstances under which the experiments are at present made. 

The apparatus has been erected nearly two years, with only now and then an 
occasional experiment ; the embankment has suffered much from the weather, and 
the propelling tube itself is greatly bent and dist(irted by the sinking of the bank, 
80 that there can be no question that this resistance would be much less on a well- 
formed line in constant operation ; but what would be its actual amount we have 
no means of judging. We would rec(»nmend, therefore, before any extensive work 
on this principle be undertaken, that proper and sufficient experiments should be 
made to ascertain, as nearly as possible, what this resistance would be under 
more favourable circumstances. We may remark here, that whatever this resistance 
may be in any case, it will be proportionally less as compared with the pressure, 
as the diameter of the tube is increased ; the one increasing simply as the diameter 
of the pipe, and the other as its sectional area. 

C 



Digitized by 



Google 



14 REPORT to the COMMITTEE of PRIVY COUNCIL, 

Additional Ecpperiments. 

After the foregoing pages were written, Mr. Samuda adjusted three of the pipes, 
so as to bringf them nearly level and parallel to the rails, in order to ascertain, as 
far as is practicable, the amount of the piston friction ; and, as nearly as could be 
determined, it appeared to be about 10 per cent, of the whole pressure, with 
vacuums of from 2 to 14 inches. But not only is the line in a very dilapidated 
state, but the carriage itself is in bad order, exhibiting a friction amounting to 
14 or 15 lbs. per ton, whereas it ought not to show more than about 6 lbs. per ton; 
we cannot, therefore, consider these particular results as conclusive. 

Subsequent experiments were also made in reference to the proportion of lost 
power to be assigned to the piston leakage and that of the long valve. Mr. Samuda 
has been accustomed to allow more for the former and less for the latter than we 
have deduced from our experiments, and as this subdivision of the total lost power 
between the constant and variable parts is an important point in this inquiry, we 
appointed another day for a repetition of those experiments; but the results 
confirmed our previous deductions. 

We have attributed one-fifth of the total lost power on the half mile to the piston, 
and the other four-fifths to the long valve and joints, and similar results were 
obtained on this occasion. We found, for instance, that the vacuum of 21 inches 
on the whole length was sustained by 25 strokes per minute, and by 20 strokes on 
three-fourths the length, which, after deducting 5 (one-fifth of the greater) from 
both, the remainders, 20 and 15, are proportional to the lengths, viz., 4 to 3. 

The 19-inch vacuum for the whole length was supported by 20 strokes, and on 
three-fourths the length by 15*75, which, after being reduced by one-fifth of the 
greater, leave for remainders 16 and 11*75, also nearly as 4 to 3. 

The 18-inch vacuum for the whole length was sustained by 18 strokes, and on 
three-fourths the length by 14*5, which, being reduced as above, again leave 
remainders, which are nearly as 4 to 3. 

The 21-inch vacuum for the half-length was noted at 168 strokes, which shows 
a discrepance from the above law; but in this case the engine varied greatly in its 
speed during the time. 

When its motion was most uniform, we noted 30 strokes for two minutes, which 
agrees exactly with the law above stated. 

As another test we made an experiment by withdrawing the piston, and inserting 
a tight plug in the end of the pipe, well luted with tallow to prevent any leakage 
at that part, and we dien. found the vacuum of 21 inches sustained with 20^ strokes 
per minute, which shows again a leakage amounting to about one-fifth at the piston. 
This experiment seems also to prove that the air-pump piston leakage is very 
incoasiderable. There appears, therefore, to be no ground for making any change 
in our former division of the lost power, as to the portion of it which belongs to the 
constant and that which appertains to the variable leakage. We have been the 
more particular in illustrating tins point, because upon it depends the amount of 
power that ou^ht to be provided for lines of greater lengths than half a mile, and 
consequently tne economy of this principle of wcMrking as compared with other 
locomotive means. 
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LETTER FROM MR. PIM TO THE EARL OF RIPON. 



Mt Lord, 

I BEG leave, through the medittm of your Lordship^ to submit to the consideration of 
the Lords of the Committee of Privy Council for Trade> the following communication respecting 
the system of locomotion on railways, by means of the pressure of tne atmosphere, which the 
inventors have called '' The Atmospheric Railway.** 

The institution of a special department of the Board of Trade for the surveillance, and, to a 
certain extent, for the control of railways, will, I hope, be considered sufficient justification for 
trespassing on their Lordships. 

If the proposal I am about to submit had no further object than to lessen the present 
expenses in the construction, maintenance, and working of railways, I would respectfully urge 
that it is well entitled to the attention of your Lordship; since, to use the words of an enlight- 
ened and intelligent writer on these subjects, '* in all countries and under all circumstances, it 
is an object worthy of a statesman, to prevent a waste of the national means, and to give a 
right direction to the public expenditure." If, in addition to economy, the proposal went to 
obtain considerably greater speed of travelling with increased comfort to the passengers, it 
would have still stronger claims to favourable consideration ; but if, besides these advantages, 
it is proposed to remove from the railway system almost all its liability to accident, and to 
confer on it almost absolute exemption from danger, combining in itself all the great desiderata 
of railway transit, safety and comfort being closely bound up with economy and expedition, I 
have no hesitation in claiming that it is entitled to rank with the most important inventions of 
the present age, and I am confident it will not fail to obtain from your Lordship and the Board 
of Trade, the attention and inquiry it deserves at your hands, as conservators of the public 
safety. 

This claim is not made lightly, nor without a suitable feeling of responsibility ; it has resulted 
from a careful and prolonged investigation, and from repeated experiments, in which I have 
been assisted by many of the most distinguished men of science, and by several eminent 
practical engineers, whose concurrent opinions have led me to such a perfect conviction of the 
importance of the subject, as to induce this application to your Lordship. 

I will commence my statement with a concise description of the means by which the objects 
I have enumerated are obtained, and will then state, in some degree of detail, the advantages 
4>ffered by the proposed plan, which will necessarily lead to some comparison with the present 
system; and I shall beg to ask your Lordship's kind attention to the suggestion I shall, in 
conclusion, venture to offer, as the means of obtaining some useiul result. 

It is very generally known tbat several ingenious persons have, from time to time, proposed 
to employ the pressure of the atmosphere, as an element of locomotive power ; but their specu- 
lations and suggestions were so far removed from practical efiSciency, that proposals to adopt 
an atmospheric or pneumatic railway have hitherto been received with contempt or ridicule ; 
indeed, so great has been the prejudice against the principle, that very few, even among those 
flaost interested in railways, have taken the trouble of investigating what has been accom- 
plished by the very simple and complete apparatus constructed by Messrs. Clegg and Samuda, 
whose invention has been pubHcly exhibited on the West London Railway, at Wormwood 
Scrubs, for nearly 18 months past. 

Although the scale upon which these experiments have been tried, may be thought scarcely 
sufficient to arrive at an absolute demonstration, by those who only view it superficially, every 
successive visit has tended to confirm the conviction in the minds of those best qualified to 
decide, that the invention combines the great essentials of economy, expedition^ and, above all, 
oSmfety, 

On this system of working railways, the moving power is communicated to the trains by 
means of a continuous pipe or main, of suitable diameter, laid in the middle of the track, and 
supported by the same cross-sleepers to which the chairs and rails are attached ; the internal 
suriace of the pipe being properly prepared by a coating of tallow, a travelling piston made 
cur-tight by leather packing, is introduced therein, and is connected to the leading carriage of 
eadi train by an iron plate or coulter. In this position, if part of the air be withdrawn from 
that length of pipe in front of the piston by an air-pump, worked from a stationary engine or 
by other mechanical means, placed at a suitable distance, a certain amount of pressure on the 
back of the piston (being the locomotive force) will take place, proportioned to the power 
empk>yed ; in practice, and to work economically, it will be sufficient to produce an exhaustion 
of air in the pipe, equal to causing a pressure from the atmosphere, upon or behind the travel- 
ling piston, of 8 lbs. per square indi, which is only about one-half the pressure due to a vacuum. 
Supposing the main pipe to be of 18 inches internal diameter, it will receive a piston of 254 
superfici^ inches area, on which, with the above pressure, a tractive force of 2,032 lbs. is con- 
isequently obtained; and this is capable of propelling a train weighing 45 tons (or eight to nine 
loaded carriages), at the rate of 30 miles an hour, up an acclivity of 1 in 100, or 53 feet per 
mile. 

The iron coulter being fixed to the travelling piston withm the pipe, and also to the leading 
oarriage of the train, connects them together, moving through an aperture formed in the top, 
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and along the whole kngth of the pipe ; while one set of vertical rollers attached to the piston- 
rod, at some little distance behind the piston, progressively lift up for the space of a few feet, 
and another set of rollers attached to the carriage close down again, a portion of a continuous 
flexible valve or flap, of peculiar construction, covering the aperture ; and it is the very simple, 
ingenious, and efficient mode of successively opening, and closing down and hermetically 
sealing this valve, as each train advances and moves on, that constitutes the merit of the inven- 
tion, and the foundation of the patent ; the operation consisting first, in opening the valve to 
admit the free admission of the external air, to press on the back of the piston, and produce 
motion ; and then in effectually closing down and sealing the valve again, so as to leave the 
pipe in a fit state to receive the travelling piston of the next train, and ready to be again 
exhausted of its air. 

Stationary engines of sufficient power, proportioned to the amount of traffic and speed 
required, would, in practice, be placed at intervals of about three miles apart, and be arranged 
to work the railway to that length, alternately on either side of their position, as might be 
required. 

I have not attempted to go into a more detailed explanation of this simple mechanism, nor 
of the mode in which the main or pipe may be divided, by " separating, exit, and entrance 
valves," which do not offisr any difficulty either in construction or use, into suitable and conve- 
nient lengths for exhaustion, in such manner as to allow the passage of the train from one 
length into another, with any degree of velocity ; these, and all the ouier minutiae will be best 
understood, by those who may be desirous of entering into them, from a visit to Wormwood 
Scrubs. 

It may be sufficient here to observe, that the composition for sealing the valve has stood the 
effect of exposure to the seasons and of continued use for nearly 18 months; that the tallow 
lining of the pipe produces a smoothness over its interior infinitely cheaper, and probably more 
effectual, that the most finished boring ; and that the connexion of the piston in the pipe, with 
the train, will be readily comprehended by any one who will examine a pencil moving in an 
ordinary pencil-case. 

When it becomes necessary to stop or retard the carriages, in addition to the use of a 
common break, a valve in the travelling piston may be opened bv the guard or conductor of 
the train, whereby, the external ah* being admitted in advance of tiic piston into the exhausted 
portion of the pipe, the propelling power is at once destroyed. 

The separating valves, in the main or pipe between each section or division of the line, 
being made self-acting, there will be no occasion for stopping, or even for retarding the move- 
ment of the train, in passing from one division of the pipe to another, as the air is successively 
exhausted by the stationary power, placed at the proper intervals ; the carriages may, there- 
fore, pass continuously, at any required velocity, as if drawn by a locomotive engine ; and it 
is necessary to keep this circumstance in mind, as by any other system of traction by stationary 
engines, than the atmospheric, a stoppage and a change at each engine is unavoidable. 

All written descriptions of mechanical arrangements tend to produce on the minds of those 
not well acquainted with such details an impression of the existence of much greater com- 
plexity than is really found ; one inspection, however , of the apparatus at Wormwood Scrubs 
will convince any inquirer how extremely simple it is, and how very little liable to get out of 
order ; that those parts which have a tendency to wear can be easily and cheaply replaced ; 
and that the comparison is strikingly favourable to the proposed system of working as con- 
trasted with the locomotive engine, where all the complex details are crowded into the smallest 
possible space, where a considerable portion is necessarily exposed to the effiscts of an extremely 
high temperature, the several parts loaded with the strain of the whole force of the steam, 
moving with great rapidity among themselves, and where the whole machine generating the 
motion is itself impelled along with the mass at a high velocity. 

The great feature of the modem system of railway traffic is this locomotive steam-engine ; 
and nothing is, perhaps, better calculated to demonstrate the mechanical genius of the country 
than the successive improvements which have been applied in the details of its construction. 
While our engineers have gradually ventured to lay out railways deviating greatly from the 
truly horizontal lines, originally considered nearly indispensable, and have increased the 
velocity of the trains to an extent almost alarming, the skill of the mechanist has kept pace 
with the necessity of finding powers to do the duty required ; and by dint of strict regulation 
of the expenditure, and vanous minor improvements, the cost of locomotive power has certainly 
decreased, when calculated upon a mere mileage of the trains. But as the gradients of rail- 
ways have been made steep, and as the rate of travelling has been augmented, the engines 
have of necessity been made of greater power and weight, and additional sources of danger 
created by the introduction of assistant locomotives to surmount inclines, or to keep up high 
speeds, and by the necessary increased momentum of the trains. 

With all the recent improvements and saving in the cost of locomotive power, the wear and 
tear, as compared with stationary power, is, however, fully 20 to 1, as may be exemplified in 
many instances of stationary engines working 10 or 12 years without any material repairs, 
and scarcely without stopping, and contrasting this with the costly establishments and con- 
stant expenditure incurred, even on short lines of railway, in keeping up locomotive engines to 
their effective performances. 

In addition to the causes of damage and expense from the use of this travelling power, 
there are the delays incident to the slipping of the engine-wheels from the want of adhesion 
when the trains are heavy, or the gradient steep, or the rails "greasy " from slight rain, or 
glazed by fog or hoar frost, and again by the freezing of the pumps in severe wintry weather ; 
each of which causes of delay becomes an additional source of danger, from which repeated 
and serious accidents, attended with fatal results, have happened. Although the occurrence 
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of the pumps freezing is not frequent in this coimtry, yet in many parts of northern Europe and 
America it must almost act as a total stoppage to railway traffic with locomotive engines in the 
depth of winter. The variation in the rate of travelling, from the varjring velocities of trains 
drawn by locomotive engines, is likewise a cause from which accidents occur ; and yet these 
different rates of speed can scarcely be avoided, as third-class passengers and luggage, to be 
economically transported, must, necessarily go by slower trains. 

To these various disadvantages in working with locomotive power may be added the neces- 
sity of using coke almost exclusively, which, in remote districts particularly, adds enormously 
to the expense. Fixed engines, consuming coal or turf, (and, on the continent of Europe and 
in America, wood,) as the case may be, will give out steam-power at a greatly less cost than 
locomotives can do under the most favourable circumstances. But besi(ks the wear and tear 
of the locomotive engine, and its injurious effects on the railway, there are some other striking 
disadvantages connected with it : a very considerable proportion of its power is manifestly 
absorbed in moving its own weight and that of its tender ; while it is equally obvious that the 
faster it travels, and the further the gradient deviates from a horizontal line, the more power 
is thus absorbed ; but few persons are aware that this loss takes place in a rapidly increasing 
proportion, not only arising from the causes I have stated, but from others whicb are inherent 
in the construction of the machine ; so much so, that it is stated by Mr. Wood, in the last 
edition of his work on Railways, that, under ordinary circumstances, increasing the velocity 
of a train from 25 to 30 miles per hour is attended with a loss of moreithan half the effective 
power of the engine. A similar loss is sustained if the locomotive has to draw its load up an 
incline scarcely perceptible to the unpractised eye ; and, should this inclination be increased 
to I in 100, tliie effect is reduced to about one-fourth of that produced on a horizontal plane at 
the previous velocity, the power being Ipst or absorbed in the inverse ratio in which it requires 
to be augmented, precisely at the moment when it is most important to obtain an increase. 
This subject has been ably treated in the Second Report of the Irish Railway Commissioners, 
(see notes D and E, pp. 104 to 110, which are understood to be from the pen of Professor 
Barlow.) It is there snown that '^ the power thus absorbed, in what may be termed the pre- 
paration for motion, with first-class locomotives, is 1,075 lbs., which is sufficient to draw more 
than 14 tons on a good road by horse power,*' '< and on a canal, with the usual barges," 
"more than 190 tons," and that "this absorbed power is nearly one-third of the whole power 
of the engine.'* Now the great advantage of the atmospheric system will be to obviate the 
waste of power, and consequent absorption of profits, arising from transporting useless weight 
and overcoming unnec^sary friction, which it is hopeless to succeed in effecting by any other 
known mechanical means ;* for, as it is proposed to work on this system, there will be nearly 
obtained a corresponding dynamic effect for the amount of power senerated^ whatever it may 
be ; whilst, by the present system, as I have already shown, there u an enormous absorption 
. of power by the locomotive, whether moving at high rates of velocity, or up any material 
acclivities. 

It is manifest that on railways intended to be worked by atmospheric power, there is not 
at all the same necessity for having " good gradients," as on those now at work ; and where- 
ever it may be necessary to adopt rather steep inclines for some short distance, it can easily 
be accomplished by increasing, at the place of difficulty, the dimensions of the apparatus and 
the amount of mechanical power. 

If then, by the proposed means, steep rates of inclination may be overcome without any 
further difficulty than that of supplying a proportionate increase of power, at its proportionate 
cost, it is clear that the savings in earth. work, bridging, road-approaches, rails, curves, and 
other points of expense in construction will follow of course ; from the small height required 
for the carriages, the road may generally be so concealed as to be very much less objectionable 
in comparatively private grounds ; and various other sources of considerable expense may 
manifestly be obviated. Thus facilities will be afforded for the profitable introduction of 
railways into districts which would be almost impermeable by the present means. 

The economical advantages of the atmospheric system will be further exemplified in the 
diminution of the expense of maintenance. The destructive action of the locomotive engine 
(seldom, with its complement of water and fuel, of less weight than 15, and often nearer to 20 
tons) no longer impinging on the rails, a comparatively small sum will keep the line in 
repair ; and though it may be difficult beforehand to assign the exact proportion of saving, it 
is evident the amount must be very considerable. 

In the carrying department the whole of the water stations, rej^iring shops, and fittings 
up, necessary for the locomotive engines, are at once dispensed with, and the coverings and 
general arrangements of all stations much diminished in cost ; heavy turnplates may be 
wholly done away with, and even the smaller ones, except at the termini of great lines, as the 
carriages can move in either direction ; every description of carriage, having no longer to 
sustain the shock and tug of the locomotive, may be made very much lighter and cheaper, 
and built to carry a greater useful load both of goods and passengers in proportion to the 
weight, than is the case at present, and will last considerably longer. 

* The patentees have illustrated this by supposing:, for the sake of ai^ument, the expense of maintaminfc 
and working the London and Birmingham Railway to remain unaltered^ bat, by the adoption of some other 
mode of obtaining power, that the necessity of carrying the weight of the locomotive engine and tender 
(20 tons) with each train was obviated, that weight being perfectly useless. It is clear that the Company 
would then be able to trans{>ort with each train, for the same cost as at present, 20 tons gross, tay 15 tons 
net, of profitable merchandize additional, which (at the lowest charge for goods along the whole 112 miles, 
viz., £2 per ton), would add to the revenue £30 per journey, or with the present number of trains (12 in 
each direction every working day), about £225,000 a year, equal to an additional dividend of 5 per cent, to 
the subscribers. 
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The rate of travelling by the atmospheric railway will depend on the rate at which the air 
in front of the piston may continue to be pumpcxl out by the engine^ a sufficient degree of 
exhaustion having been previously obtamed to move the load at the required velocity : and I 
see no reason to doobt that a speed of 60 miles per hcKir may be easily^ economically, and 
safely obtained by this means ; and in addition the passengers will be relieved from the noise, 
smell, dust, sparks, and hot cinders from the locomotive engine. 

A moment's inspection of the apparatus, or a little consideration of the description, will be 
sufficient to produce the conviction tliat the pressure of the atmosphere cannot move two trains 
at the same time in c^^posite directions between any two stationary engines, aiKl thus collision 
becomes imposnble on the atmospheric railway, it is equally obvious that one train cannot 
overtake another, and the leading carriage of each train being firmly attached to the piston- 
rod, it is scarcely possible that a carriage can be driven off the rails. Thus the ordinaiy 
sources of railway accidents appear to me to be removed, and the apprehension of danger 
now unfortunately so general, would soon naturally subside on the introduction of this principle 
into practice. 

It becomes manifest from the preceding statements, that by the proposed means single lines 
of railway may be worked with perfect safety ; there are but few districts of country throueh 
which, by starting trains with sufficient frequency, a single line of railway would not be acte- 
quate for all their present or prospective traffic, even with the use of locomotive engines ; but 
single lines cannot be worked Ji)y these machines without incurring that risk of collision which 
will render the practice highly objectionable, and will always prevent the use of such lines to 
their full extent or capabilities. 

The atnftospheric principle is free from this objection, and single lines can be worked thereby 
fully and effectively. Trains may be despatched from each end of any line in opposite direc- 
tions, as frequently as the traffic may demand, without the possibility of coming into collision; 
as it has been already shown that no trains in motion can possibly approach nearer to each 
other than one section of the main pipe, being at the least three miles. Sidings would of 
course be provided at every station. 

In first construction the economy will be very great, where the railway shall be laid out 
originally to be worked on the atmospheric principle ; first, the saving on the longitudinal 
section, arising from the system of gradients which may now be adopted ; next, the conse- 
quent saving in transverse section, further increased by the certain assurance that single lines 
may be almost universally introduced without any apprehension of danger ; the cost may be 
likewise materially lessened by introducing cuires of much shorter radii than on ordinary 
railways ; the rails may be reduced to a weight little above a third of that now generally 
adopted, and the expenditure on the remainder of the *' upper works " be greatly economised. 
Nor is this all : where bridges or viaducts have to be bnik over roads, ravines, or rivers to 
carry the railway, very light and inexpensive structures may be substituted for the hitherto 
costly erections, in such cases necessary to sustain the weight and action of the locomotive 
engines. And where the line has to pass below roads or canals, or through tunnels, the height 
of the arch may be made much lower than at present, eight feet in height, allowing sufficient 
space to clear the tops of the carriages ; andf in every place this will form a vast economy, 
which will be well and readily appreciated by the engineer. A few sections and diagrams 
illustrating the 'difference in some of the works necessary to be executed on the present and on 
the proposed plan, will probably be sufficient to bring this part of the subject forcibly before 
your Lordship. Some of these illustrations, however, embrace extreme cases. 

With stationary engines placed at intervals of say three miles, there may be at those dis- 
tances; under judicious management, a large amount of spare power to be employed for many 
useful purposes. At times b^weeti the passing of the trains, when the engine would not be 
required to work the air-pump in exhaustmg the pipe, it might grind oats or wheat, saw wood 
or stone, punap-vrater, drain lands in one part or irrigate them in another, thus performing 
various mechanical or agricultural operations ; in suitable situations a smaller engine might be 
continually employed, in lieu of the larger one, in raising water to a proper reservoir, where 
it would be always ready and available as the trains might arrive, being equedly applicable as 
steam to work the air-pump. All the contrivances for the economic generation and use of 
steam, such as clothing the boiler and working by expansion, are available to the fullest extent 
with the stationary engine, which is not the case with the locomotive. In some places the 
natural supplies of water might even be accumukited i n sufficient quantity to dispense with the 
steam-engine altogether. 

What the ultimate result would be of having a large amount of steam power,* which may 
be hired out on most reasonable terms for various useful purposes, spread over the feoe of the 
country at intervals of three miles, and having a railway communication with each of them, 
I shall not now stop to inquire ; but I submit it as an interesting and peculiar feature of the 
proposed plan, and one eminently deserving'your Lordship's attention. 

As it is practicable by the introduction of the atmospheric system to reduce the cost of 
constructing, maintaining and working railways so materially, a corresponding reduction in the 
charges for transmission of goods and passengers will follow ; if, in addition, we are enabled to 
carry passensers at considerably greats spe^ and with much greater comfort, and, above all, 
if we are able to remove the apprehension of personal danger, who is there bold enough to 
assign the limit to the advantages of railway intercourse by this means ? 

It may, perhaps, not be unnecessary to anticipate the very natural inquiry, why this in- 

^ In round numbers, upon the present and proposed Railway lines throughout the United Kingdom, 
tVis power would be equal in the aggregate to about that of 100,000 horses, and available for probably eight 
hours out of every twelve, should advantage be taken of it. 
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vention, possessing all the advantages I have endeavoured to enumerate, has not yet been 
adopted by some of the enterprising parties engaged in railway speculations, or to explain why 
thepatentees themselves have not brought it out in a sphere of more extended operations. 

Tne explanation is easy, and the answer to the inquiry simple. An experimental apparatus, 
in the hands and under the sole management of the patentees, will never satisfy the public. I 
submit, however, that they have already done more than enou^ in demonstrating the prin- 
ciple and practice of their invention, to have induced spirited parties to have taken the matter 
up, were it not for the great amount of prejudice, arisiAg chiefly from the abortive attempts 
of those who have hitherto trifled with this great principle of power. Independent of the 
extraordinary depression of speculative enterprise at Uie present moment, and which a variety 
of causes seem hkely to retain in that state for some time to come> it is scarcely to be expected 
that those who are so deeply interested in the numerous railways already constructed and in 
operation, whether as directors, shareholders, or engineers, should feel any desire to develope 
the capabilities of a new system, which may become the means of creating formidable rival 
lines. This will be better understood when I explain that, from causes which it is not now 
necessary to go into, the great direct line of railways connecting Liverpool and Manchester 
with the metropolis, have alone involved an expenditure of nine millions sterling ; and that the 
annual receipts are about one and a half millions, of which nearly 50 per cent, is absorbed in 
the expenses of working and maintenance. 

The satisfactory solution in the eyes of the public of the atmospheric system, reduced to 
practical usefulness, could not be long without producing results, that would materially 
strike at the root of the monopoly which these great lines possess, and which has been often 
complained of. 

It can be readily shown that the same extent of railways, connecting the above important 
places, might be made, on the atmospheric principle, at about one-third of the above cost; and 
when completed, might be worked at nearly a proportionate reduction on the present gross' 
charges ; thereby ensuring a corresponding diminution of expenses to travellers, while afibrding, 
as has been explained, greater comfort, safety and expedition. 

However much, therefore, the public would benefit from the success of this invention, it is 
evident the numerous persons connected with railway establishments, even if they were as 
thoroughly convinced as I am of the accuracy of what I now set forward, are the last persons 
to be expected to encourage the patentees, or to try the experiment. 

Again, no railway at full work could even make a trial of it, without most materially inter- 
fering with their existing traflSc ; and, it may be doubted whether the funds of any Company 
could, with strict legal propriety, be appropriated to the undertaking of such an experiment 
except upon their own line. The conducting of any further inquiries to test the merits, or to 
discover the practical disadvantages, if any exist, of the atmospheric railway, on which are to 
depend the adoption or rejection of this ingenious application, must therefore be undertaken 
by parties whose science, station, and character will, by an unbiased report, stamp that value 
on the invention which it ought to receive, should it be found to merit such approbation ; and 
it is only from the Railway Department of the Board of Trade that the first steps to forward 
such an inquiry and report can emanate. 

This, my Lord^ is my statement ; and I respectfully submit that I have established a case 
for further inquiry; to facilitate which, lam authorised by the patentees to state, that the 
present apparatus on the West London Railway, and the means of working and experimenting, 
shall be most unreservedly placed at the disposal of the Board of Trade and its oflBcers ; and 
that all drawings, specifications, calculations, and other information shall be ftirnished, which 
may be considered necessary to give proper and full explanations. 

May I, therefore, beg your Lordship, in your oflScial capacity as President of Her Majesty's 
Board of Trade and Plantations, to submit this letter to your Right Honourable Board, ac- 
companied by my respectful but earnest request, that they may be pleased to refer it to such 
persons as their Lordships may select, to inquire into the several statements herein contained, 
and to report to your Lordships /)«//y thereon, and particularly, whether this invention is en- 
titled to a further and more extended trial, under suitable superintendence ; and that your 
Lordships may also make such other and further orders in the premises, as the important 
interests herewith connected may appear to your Lordships to demand. 

I have, &c., 

James Pim, Jun., 

Earl of Ripon, Treasurer of the Dublin and Kingstown 

&c. &c. Railway Company. . 
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